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NORTH ATLANTIC SERVICE—Sailings Twice Weekly. 


ATLANTIC COAST PORTS OF CALL: Boston, Camden, 
New York, Philadelphia, Port Newark. (Eastbound 
only, Norfolk.) 


vice with Arrow Line: 3 sailings every 16 days. East- 
bound: 2 sailings every 16 days. 


ATLANTIC COAST PORTS OF CALL: Baltimore, Bridge- 
port, Charleston, Jacksonville, New London, Norfolk, 
Savannah. (Eastbound only: Mayaguez, Ponce, San 
Juan, P. R., Wilmington, N.C.) 


PACIFIC COAST PORTS OF CALL (for both Services): 
Alameda, Astoria, Longview, Los Angeles, Oakland, 
Portland, San Francisco, Seattle, Tacoma. (South At- 


; 
; 
SOUTH ATLANTIC SERVICE—Westbound Joint Ser- 
lantic, Westbound only, San Diego.) 


Head Office: 215 Market Street, San Francisco 
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Published weekly by THE TRAFFIC SERVICE CorP., 418 S. Market St., Chicago, Ill. Entered as 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 
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The Traffic World 


An independent national journal of transportation; a working tool for traffic men 
Rail —Water— Motor Vehicle—Air— Material Handling and Distribution 
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Number 8 





Our Platform 


A revised system of transportation regulation based 
om modern competitive conditions, instead of patchwork 
amendment of the old law to make it apply to new trans- 
port agencies; less, instead of more, government control. 

Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

Realization by railroads that they must do something 
by way of operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
lers with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
trvice that will justify employing them. 





PAST UNDERSTANDING, TO A MAN FROM MARS 


O aman from Mars, unfamiliar with the quaint 

ways we have of doing business and making laws 
in this great and free country of ours, blessed with 
bowers of logic and knowing only the record of who is 
for and who is against, it would seem preposterous 
that there should be any fear of government ownership 
of railroads in the United States or of enactment into 
law of the “make work” bills now pending in Congress. 

What is that record? Everybody but labor and a 
lew doctrinaires who really believe in a socialistic state 
against both government ownership and the proposed 
labor legislation that would make it inevitable. The 
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roster includes the railroads themselves; the National 
Industrial Traffic League, composed entirely of ship- 
pers; the Railway Business Association, composed of 
men who sell things to the railroads; the shippers’ 
regional advisory boards, in which railroads and ship- 
pers are affiliated; the Transportation Association of 
America, a conglomerate organization composed of all 
who will join it in the fight; the Associated Traffic 
Clubs of America, composed of traffic and transporta- 
tion clubs in 88 cities, made up of representatives of 
both shippers and carriers; the conference of shippers 
and investors recently set up at a meeting in Chicago; 
and a host of chambers of commerce, merchants’ asso- 
ciations, and similar organizations composed of business 
men and persons who think. Against them we have, 
in favor of government ownership, labor and the few: 
doctrinaires (and the latter do not advocate it at this 
time) and in favor of the “make work”’ bills only labor. 

Why, then, the man from Mars might ask, is there 
any fear of the result? The fear is due to the time- 
serving politician in Congress who, either rightly or 
wrongly, believes that it is expedient for him to bow 
to the demands of labor, lest he be defeated at the polls, 
justifying his action on the nebulous theory prevalent 
just now that this is the day of labor and “share the 
wealth” and that the workingman is entitled to more 
than he has, no matter what he has, what the lack of 
ability to pay on the part of those from whom it is 
proposed to exact it, or what the economic results 
from such a fool policy. 


To this may be added the explanation that the 
laboring man, having little to lose, is always brave, while 
capital, having much to lose, is always cowardly and, 
on a show-down, is inclined to yield, especially when to 
fight means not only fighting labor but the constituted 
public authorities, having due regard for the favor of 
labor. 

This was never better illustrated than in the recent 
General Motors “sit-down” strike, when the employers, 
first having taken the position that they would not 
negotiate at all with anyone until their plants, illegally 
occupied by the strikers, were evacuated, and then, after 
yielding in that respect, insisting that they would never 
agree to negotiate with the C. I. O. exclusively, yielded 
that point also, saving their face somewhat by limit- 
ing to six months the period of exclusive negotiation 
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—thus giving John Lewis half a year in which to per- 
fect his organization and increase its membership so 
that it will, probably, at the end of the period, be the 
dominating organization of labor. Nothing happened 
to the men but a little loss of time; they were not pun- 
ished for illegal actions, they got their jobs back with a 
promise that production would be hastened, and they 
got a gratuitous raise in pay. 

Thus does pugnacious labor triumph over the 
cowardly dollar—which the man from Mars also ought 
to be made to understand before he can figure out what 
will happen under a given set of circumstances on this 
inferior planet. 


THE FOURTH SECTION AGAIN 


T is interesting to note how different persons with 
varying points of view construe what is said with 
respect to a matter in which they are interested, on 
one side or the other. The reference is to comments 
received on our editorial of last week. Perhaps it 
might be said that the fault is with the writer in that 
he failed to make his point clear. However, we think 
a careful reader would not go astray. 

At any rate, one critic takes us to task for oppos- 
ing, in that editorial, the Pettengill bill to repeal the 
long and short haul clause of the fourth section of the 
act to regulate commerce. Another accuses us of a 
“subtle attempt” to repeal the fourth section—two 
diametrically opposed interpretations. Still another 
pokes fun at us because we do not know that there are 
other fourth section situations involved than those con- 
cerning transcontinental rates to meet steamship com- 
petition. 

We may say, first, that we were not trying to be 
“subtle.” We do not know how to be, in fact, even if 
we had the desire. If we have an opinion that we think 
warrants expression we voice it frankly and as clearly 
as we know how. Even our critics ought to grant us 
that much. 


In the second place, we were not trying either to 
abolish the fourth section or to oppose the Pettengill 
bill, which has that object in view. We were merely 
trying to point out that, in our opinion (which may, of 
course, be wrong), the Commission, fourth section or 
no fourth section, could continue, under other sections 
of the law, to deal as it has been dealing with so-called 
“fourth section cases.”’ In other words, we think the 
matter is one of administration rather than of law and 
that repeal of the fourth section would not necessarily 
change the attitude of the Commission with respect to 
what are now called “fourth section rates.” 


In the third place, we are quite cognizant of the 
fact that there are other fourth section cases than 
those involving transcontinental rates. We were deal- 
ing, in that part of the editorial referred to, merely 
with the transcontinental phase of the matter. In writ- 
ing an editorial, unless one wishes to extend it into a 
book, one cannot go into every phase of the matter 


The Traffic World 


Vol. LIX, No, g 


with which one is dealing. The reader should confine 
his consideration and his criticism to the particular 
phase that is dealt with. 

We repeat that we think transcontinental fourth 
section rates should be allowed to enable the railroads 
to compete with the steamships; we think all other 
cases involving fourth section considerations should 
also be dealt with fairly in view of all the facts, fourth 
section or no fourth section; and we believe that, while 
repeal of the fourth section provision would be a hurdle 
out of the way and, therefore, helpful to the railroads 
and the shippers who favor repeal, we do not believe 
it would entirely solve their problem in this respect, the 
attitude of the Commission remaining what it is. There 
is, of course, the possibility that the Commission would 
construe the action of Congress in repealing the fourth 
section as an expression of its will as to how such cases 
should be dealt with, but, as we have said, it would 
not be safe to bet on that. 

We hope now that, though some of our readers 
may not agree with us, we have, at least, made our- 
selves plain. 


Assuming that, without the fourth section, the 
Commission could and would, under other sections of 
the law, continue to decide as it has been deciding the 
kind of cases we are talking about, there is still, of 
course, the argument for the Pettengill bill that it 
would permit the publishing of tariffs involving long 
and short haul departures just as other tariffs are pub- 
lished, thus avoiding the long delays under the present 
procedure. In other words, the railroads would be able 
to file tariffs instead of applications for permission to 
file tariffs. In all instances now, with the exception 
of where departures from the long and short haul pro- 
hibition of the fourth section are involved, the railroads 
have the right to initiate, publish, and file rates with- 
out first obtaining the consent of the Commission— 
though, of course, after filing, they are subject to pro- 
test. But there is no reason why the procedure should 
not be the same in all cases. 


RAIL PENSION AGREEMENT 


The Traffic World Washington Bureau 


Negotiations between the committees representing the rail- 
roads and railroad labor with respect to an agreement for a 
national pension system for railroad employes were unders 
February 19 to have reached the point where an announcement 
as to a proposed agreement might be made in a short time. 
The proposed agreement, if approved by the committees, 
then have to be approved by the principals on each side before 
it can be made effective. 

President Roosevelt said at his press conference February 
19 that good news was expected with respect to an agreement 
between the railroads and labor, the reference being to the 
pension matter. ; 

Murray W. Latimer, chairman of the Railroad Retirement 
Board, has been nominated by the President as chairman 
the Social Security Board. There was speculation in that com 
nection that a change in the status of the Railroad Retirement 
Board or its abolition mught be a development under the pet 
sion agreement. 

Without debate, the House has passed and sent to the 
Senate the Doughton joint resolution amending the railroad 
pension taxing act to extend the taxing power therein provi 
from Feb. 28, 1937, to June 30, 1938. (See Traffic World, Feb. 
13, p. 318.) 
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February 20, 1937 





Current Topics in 
Washington 





Without doubt, the government of 
the United States is wholly indifferent 
to the possibility of Otto Hapsburg be- 
ing restored to the throne in Austria. 
Equally without doubt, the hundreds of 
students who use the Library of Con- 
gress take a lively interest in that possibility. It may achieve 
a comeback, a real comeback. Such a thing is extremely rare 
in royal circles. 

Hapsburgs have thriven on the indifference, if not contempt, 
of their neighbors. The first Hapsburg, Rudolph I, got into 
world news in 1293 by being elected emperor. That was some 
jump, from a Suabian countship to ostensible bosship of every- 
thing in Europe outside of the eastern empire, seated at Con- 
santinople, and the kingdoms the capitals of which were at 
London, Paris and Glasgow. 

“Rudolph, count of Hapsburg, whose possessions lay in 
Suabia,” say Thatcher and Schwill in their “Europe in the 
Middle Age,” was a prince of only secondary rank, and recom- 
mended himself to the great territorial princes precisely on 
this account; these princes wanted an emperor who was not 
likely to slip from their control.” 

In the course of a few years Rudolph got control of Austria, 
then not as large as it is now, even after its reduction as a 
result of the world war, and moved into that family property. 
Rudolph worked so well in increasing his proprietary dominions 
that the powerful princes tried to prevent a Hapsburger suc- 
ceeding him. But they lost out. From that time forward the 
Hapsburgers prospered until 1919. 

A Hohenzollern nominated the first Hapsburger for the 
imperial honor. A Hohenzollern, in 1866, put an end to Haps- 
burg Austria being the big boy in the empire. And the union 
between Hapsburg and Hohenzollern resulted in both families 
losing their thrones in 1919. And now a Hapsburg seems on 
the way back to a throne because, among other things, the 
powerful Hitler and Mussolini seem to regard him as someone 
that will not slip from their control. 


Hapsburg Family 
May Be a Great 
Historical Exception 





The debate on the President’s 
proposal to increase the membership 
of the Supreme Court, it is believed, 
has shown that the makers of the 
Constitution knew how to accom- 
plish their chief desire—the promo- 
tion of stability by forcing the government they were setting up 
to make haste slowly. They wanted a scheme of checks and 
balances. Seemingly, they were so low-lived as to believe that 
the less of governing the people had the better off they would 
be. 


Court Squabble Shows 
Constitution Makers 
Achieved Their End 


That idea persisted among Washington newspaper corre- 
spondents until a few years ago. They used to stand up in their 
gallery of the House of Representatives and lustily sing, “Praise 
God from Whom All Blessings Flow,” when Congress adjourned. 
They were not of the bootlicking type. They would not have 
thought of guffawing when the President of the United States 
made a pert observation instead of answering a pointed ques- 
tion put to him by one of them. They were not courtiers. 
They had an idea that it was their duty to put cold, critical 
tyes on public servants instead of laughing at their smart 
evasions of questions. 

A government of checks and balances was the result of the 
labor of the Constitution-makers—a Senate to check a House 
of Representatives; a President to check, by veto, both houses; 
and a Supreme Court to settle all cases arising under the Con- 
stitution and laws enacted thereunder. The Constitution- 
makers knew they were empowering the court to pass on the 
constitutionality of bills passed by Congress. The man who 
Says the Constitution does not give the court the power to 
declare an act of Congress unconstitutional is either extremely 
ignorant or assumes the person he is addressing does not know 
what a “case” is. However, inasmuch as the court asserted 
that power in Marbury vs. Madison just 134 years ago and 
the people have not done anything indicating their disapproval 
of that way of reading the Constitution, it may be assumed 
that the people like the construction the court put on their 
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legislation. Twenty-odd times they have changed that instru- 
ment but not once has there been a serious attempt to persuade 
them that they should deprive the court of the power to keep 
President and Congress within the scope of powers granted by 
them to those branches of the government in the fundamental 
law. 

Much of the argument in justification of the President’s 
proposal has been based on the fact that, in other days, the 
Supreme Court has been increased or diminished in numbers 
on account of political pressure. Senator Minton, of Indiana, 
one of the President’s most active supporters, admitted, indi- 
rectly, that the increase was proposed for political reasons. 
He recited the fact that six times the size of the court had 
been changed. He also stated the fact that, under the Jeffer- 
son administration, the court was practically abolished for two 
years. Then he asked: 


If it was all right to change the size of the court by two to help 
Grant and by three to thwart Johnson, what’s wrong with changing 
it by five, if necessary, to help Roosevelt meet his problems? 


The Indiana senator did not seem to be impressed with the 
fact that court packing, not so boldly proposed as now, has 
been denounced in other days, even as many of the President’s 
party followers are taking him to task for his move in that 
direction. Few, if any, of those making the matter one of 
party seem aware of the fact that men on the bench now were 
appointed by Democratic as well as Republican presidents. 

A thought among those who troubled their heads about 
court-packing long before the President made the pending pro- 
posal is that men appointed to the beach for political reasons 
are generally a disappointment to the appointing power. That 
was true of Associate Justice William Johnson, of South Caro- 
lina, the first Republican (now Democrat) appointed by Thomas 
Jefferson, when Associate Justice Moore, a Federalist, resigned. 
The explanation is simple. No President of the United States, 
it is believed, would appoint a man to the bench who, before- 
hand, would agree to vote in every case as directed by the 
White House. Therefore, even when a man is appointed for 
political reasons, the appointee exercises his own judgment and 
votes it. 

There are many who believe that, if President Roosevelt 
has his way and appoints five or six men to the Supreme Court, 
he will be a disappointed man; that he will be disappointed 
because one or more of the six will be unable to take the 
administration’s view of a case as presented to him in argu- 
ment by the Attorney General or the Solicitor General. 

Each man appointed to the bench under such an act as the 
President has asked Congress to pass would be watched like 
a hawk. If in one case the political appointee heeded his 
master’s voice, public comment would probably be such that 
he would do everything possible to avoid again being accused 
of being a “me too” or rubber stamp. 


The death of George Banks Mc- 
Ginty, third secretary of the Commis- 
sion, broke another connection of the 
present with the origin and early op- 
eration of the world’s most celebrated 
transportation regulation agency. Pri- 
vate secretary to Judson C. Clements, one of the men who 
knew all the ins and outs of the legislative moves that resulted 
in the passage of the old act to regulate commerce in 1887, 
McGinty learned at first hand the things now to be found only 
in histories of the Commission covering the most minute details. 

Becoming a member of the Commission’s staff in 1908, 
he was near enough in time to the ground work done by the 
regulatory body to put into operation the revised act of 1906 
to have personal knowledge of the operations of the Commission 
that resulted from the legislation of 1906 that put teeth into 
the law. After his appointment to fill the vacancy created by 
the promotion of Secretary Marble to a commissionership, his 
duties required him to have precise information of the work 
of the Commission, though he had nothing to do with the mak- 
ing of its decisions. His duty was the keeping of the records 
and the promulgation of the orders. That necessarily meant 
the management of the clerical staff. 

It is interesting, if not important, that party politics, so 
far as anybody knows, never had anything to do with the 
secretaryship. It was assumed that Secretary McGinty, being 
a Georgian and having been associated with Judson C. Clements, 
was a Democrat. Because Franklin K. Lane was a Democrat, 
it was assumed that Secretary Marble, who had been his 
political associate and the chief man on the staff of Lane while 
he was a commissioner, was also a Democrat. Tradition also 
says that E. A. Moseley, the first secretary, was a Democrat. 
Nobody ever seemed to care whether they were Democrats 


McGinty a Link 
With the Beginning 
of the Commission 
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or believers in the political tenets of Mahatma Ghandi. They 
were good secretaries and that seemed to please everybody. 

In the whole history of the American 
government, so far as can be readily 
learned, it never had any trouble, until this 
year, in obtaining materials or supplies for 
itself under the system of competitive bid- 
ding. Now, thanks to the Walsh-Healey 
act, the Navy Department is unable to obtain bids for the fur- 
nishing of steel for new war vessels. That act forbids the 
making of contracts of specified sizes, in dollars, unless the 
suppliers agree to operate under a little NRA prescribed by 
the Secretary of Labor. Its chief provision is that the plants 
that supply materials shall not work more than 40 hours a 
week. The act, of course, authorizes the waiving of the in- 
direct effort to obtain federal regulation of labor held to be 
unconstitutional by the Supreme Court in the Schechter sick 
chicken case. 

The steelmakers operate their plants on the basis of a 48- 
hour week. The amount of steel required by the government 
is so small that they refuse to bid for the privilege of supplying 
it. They cannot afford to change their hours for the privilege 
of supplying the relatively piddling amount of steel needed for 
warships. Private business is too good. Besides, a steel manu- 
facturer or other business man of more than ordinary size, in 
doing business with the government, runs the risk always of 
being “investigated” by a Senate committee. “Investigated” 
there is synonymous with “intimidated” and “smeared.” 

Wise business men, it has been observed more than once, 
will not do business with the government, except at prices 
higher than those charged private buyers. The extra price is 
needed to cover the grief they encounter in dealing with puffed- 
up bureaucrats of really small size.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended February 13 
totaled 691,618 cars—16,592, or 2.5 per cent, above the preced- 
ing week; 60,523, or 9.6 per cent, above the corresponding week 
last year; and 109,949, or 18.9 per cent, above the correspond- 
ing week in 1935. Miscellaneous loading totaled 273,181; mer- 
chandise, 162,575; coal, 155,166; grain and products, 30,473; 
a stock, 11,635; forest products, 35,300; ore, 11,055; coke, 
12,233. 

Railroads the week ended Feb. 6 loaded 675,026 cars of 
revenue freight (see Traffic World, Feb. 13), according to the 
Association of American Railroads. All districts reported in- 
creases, compared with the corresponding week in 1936, except 
the Pocahontas, which reported a decrease. All districts, how- 
“gest a increases compared with the corresponding week 
in ; 

Loading of revenue freight in 1937 compared with the two 
previous years follows: 





Government by 
Indirection Not 
Yet Successful 
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29,425 and 26,007; miscellaneous, 64,723 and 45,185; total, 1937, 146,983 
1936, 125,610; 1935, 120,209. 

Pocahontas district: Grain and grain products, 200 and 29: live 
stock, 54 and 73; coal, 34,252 and 39,017; coke, 184 and 714; foreg 
products, 806 and 469; ore, 92 and 62; merchandise, L. C, L,, 4,913 
and 5,207; miscellaneous, 5,526 and 5,070; total, 1937, 46,027; i993 
50,892; 1935, 44,160. ; 

Southern district: Grain and grain products, 2,130 and 2,498; }iye 
stock, 669 and 791; coal, 15,463 and 23,320; coke, 551 and 525; foreg 
products, 10,458 and 5,350; ore, 568 and 723; merchandise, L, ¢, }, 
25,266 and 26,834; miscellaneous, 36,786 and 29,069; total, 1937, 91,99: 
1936, 89,110; 1935, 87,678. 

Northwestern district: Grain and grain products, 5,877 and 6,649. 
live stock, 2,130 and 1,847; coal, 10,663 and 13,078; coke, 2,042 and 1,797. 
forest products, 9,094 and 8,279; ore, 350 and 185; merchandise, L, ¢ 
L., 19,431 and 14,918; miscellaneous, 28,131 and 20,733; total, 1937, 77,718: 
1936, 67,396; 1935, 67,609. 

Central Western district: Grain and grain products, 8,129 ang 
6,608; live stock, 4,642 and 4,384; coal, 17,210 and 17,051; coke, 192 ang 
233; forest products, 3,574 and 4,543; ore, 4,074 and 3,088; merchandise 
L. C. L., 25,431 and 22,772; miscellaneous, 36,999 and 31,589; total, 
1937, 100,251; 1936, 90,268; 1935, 80,602. 

Southwestern district: Grain and grain products, 4,014 and 3,484; 
live stock, 1,122 and 1,238; coal, 5,869 and 6,975; coke, 91 and 3%: 
forest products, 4,977 and 3,079; ore, 462 and 236; merchandise, L, ¢ 
L., 12,489 and 12,209; miscellaneous, 26,301 and 21,992; total, 1937, 
55,325; 1936, 49,569; 1935, 46,581. 


TRANSPORTATION BILLS 


Senator Russell, of Georgia, has submitted to the Senate a 
concurrent resolution (S. Con. Res. 6), as follows: 


Whereas it is the policy of the Congress to encourage and pro- 
mote the equal development of every section of the United States; and 

Whereas the existing rates of transportation in force with re 
spect to carriers subject to the interstate commerce act, as amended, 
have a tendency to deter such development in certain sections of the 
country: Therefore be it 

Resolved by the Senate (the House of Representatives concurring), 
That it is the sense of the Congress that in the administration of such 
act it would be to the best interest of the people of the United States 
to have a uniform scale of transportation rates on a mileage basis 
which would apply equally in all sections of the United States. 


Senator Pepper has introduced S. 1528, a bill providing for 
loans by the Reconstruction Finance Corporation to port dis- 
tricts in certain cases. 

Representative Mead has introduced H. R. 4732, a bill to 
revise the air mail laws. 

Senator Neely has introduced in the Senate the train-dis- 
patchers’ six-hour-day bill, S. 1492. 

Representative Crosser has introduced H. R. 4652, a bill to 
promote the safety of air scheduled transportation. 

Senator Wheeler has introduced his so-called ‘basing point” 
bill, S. 1581, on which hearings were held at the last session. 





RAIL MAIL PAY 
An appropriation of $107,900,000 for rail transportation of 


1937 1936 1935 mail in the fiscal year ending June 30, 1938, is carried in the 

5 weeks in January ............+204. 3,316,886 2,974,553 2,766,107 treasury-post office appropriation bill reported by the House 
POOR OF Pemnmary. 6... 20:00 ese. 675,026 621,686 591,327 committee on appropriations. This is an increase of $5,900,000 
re is rhs hh oukoed ae unie 3,991,912 3,596,239 3,357,434 over the apprepesniion Sor the Racal year ending Jun’ Say 


Revenue freight loading by districts the week ended Feb. 6 
ne for the corresponding period last year was reported as 
ollows: ; 


Eastern district: Grain and grain products, 5,375 and 5,612; live 
stock, 1,277 and 1,188; coal, 34,504 and 44,041; coke, 3,566 and 3,632; 
forest products, 2,455 and 2,353; ore, 1,206 and 362; merchandise, L. 
C. L., 41,097 and 39,176; miscellaneous, 67,351 and 52,477; total, 1937, 
156,831; 1936, 148,841; 1935, 144,488. 

Allegheny district: Grain and grain products, 3,189 and 3,393; live 
stock, 871 and 909; coal, 39,459 and 44,812; coke, 5,534 and 3,737: forest 


and $1,100,000 under the budget estimate, said the committee, 
adding: 


This increase is due entirely to increased volume of mail carried 
at the rates fixed by the Interstate Commerce Commission under au- 
thority of law. For the present fiscal year there is a deficiency of be 
tween 4 and 5 million dollars and the amount allowed for 1938 will still 
be an increase over 1937 total requirements when this figure is taken 
into consideration. The rates are fixed by law and the other determin 
ing factor in the cost is the amount of regular and emergency space 
requisitioned by the railway mail officials and employes. This is a fac 
tor which the committee feels should be given the utmost scrutiny at 
all times. 


















products, 1,162 and 847; ore, 2,620 and 720; merchandise, L. C. L., 
Revenue Freight Car Loading—Week Ended Saturday, Feb. 6 
Grain and Live Forest Mdse. 
grain prod. stock Coal Coke products Ore L.C. L. Miscellaneous Total 
1937 28,914 10,765 157,420 12,160 32,526 9,372 158,052 265,817 675,026 
i en ER. |... Saws ences eee 1936 28,524 10,430 188,294 10,904 24,920 5,376 147,123 206,115 621,686 
| 1935 25,217 12,571 150,721 8,904 25,417 3,145 154,962 210,390 591,327 
Preceding week January 30 ...... 1937 30,205 12,519 142,762 11,670 30,991 10,465 153,241 267,937 659,790 
Per cent increase over .......... 1936 1.4 3.2 11.5 30.5 74.3 7.4 29.0 8.6 
Per cent decrease under ......... 1936 16.4 
Per cent increase over .......... 1935 14.7 4.4 36.6 28.0 198.0 2.0 26.3 14.2 
Per cent decrease under ......... 1935 14.4 
1937 176,969 78,778 916,608 70,155 181,052 58,643 921,656 1,588,051 3,991,912 
Cumulative 6 weeks to Feb. 6 .. {ise 179,710 74,595 950,163 59,209 157,652 33,265 861,179 1,280,466 3,596,239 
1935 148,240 84,659 856,230 48,446 124,571 19,934 883,357 1,191,997 3,357,484 
Per cent increase over .......... 1936 5.6 18.5 14.8 76.3 7.0 24.0 11.0 
Per cent decrease under ......... 1936 1.5 3.5 
Per cent increase over .......... 1935 19.4 7.1 44.8 45.3 194.2 4.3 33.2 18.9 


Per cent decrease under ......... 1935 7.0 


Per cent to 15 year average 86.3. 
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Decisions of Interstate Commerce Commission 





CONFLICTING TRUCK RATES 


N its report in I. and S. No. M-14, commodity rates via Bates 
Motor Transport Lines, Inc., in which it found justified 
proposed reduced rates on numerous commodities between Chi- 
ago, Ill., and various points in Ohio and Indiana, and Louis- 
ville, Ky., and between Columbus, O., and Indianapolis, Ind., 
and found not justified proposed increased rates on certain com- 
modities between Chicago, Ill., and Ft. Wayne, Muncie and 
indianapolis, Ind., and Dayton and Cincinnati, O. (see Traffic 
World, Feb. 13), the Commission, by division 5, dealt with the 
questions of whether the proposed rates were reasonable and 
fonprejudicial, and the legal status of certain rates which con- 
ficted with rates contemporaneously published in tariff issued 
by W. L. Meyers, as agent, under a power of attorney given by 
respondent. 

By a commodity rate tariff (MF I. C. C. No. 10) filed to 
pecome effective July 30, 1936, the Bates company, a common 
arrier by motor vehicle, proposed new rates on commodities 
described in items 1 to 8, inclusive, and items 10, 14 and 15 of 
the tariff, some on less-than-truckloads and others based on 
varying minima, between the points indicated. The Cushman 
Motor Delivery Co. protested the tariffs. The rates were sus- 
ynded until October 28, 1936, but were not further suspended 
and became effective on the latter date. The Commission said 
that fact, however, did not preclude determination of their 
lawfulness and the making of an appropriate order as provided 
insection 216 (g) of the motor carrier act. 

After finding the reduced rates justified, the statement 
icing made as to a number of them that they compared favora- 
bly with other rates applicable between points in the same 
general territory, the Commission said: 


Proposed increased rates are published in Items 3, 5, 8, and 10. 
The increases proposed in Items 3 and 8 have been mentioned. Item 
j naming rates on auto parts and accessories, includes rates of 59 
ents between Chicago and Cincinnati, and 48 cents between Chicago 
ad Indianapolis, which conflict with rates of 56 and 46 cents, respec- 
tively, published in Item 46 of supplement 4 to Meyers’ tariff MF- 
LC. C. No. 78. Item 10 names a less-than-truckload rate of 50 cents 
m fruit and vegetables rated first and second class in the classi- 
feation, between Chicago and Ft. Wayne, which conflicts with rates 
{4 cents on citrus fruits and 40 cents on fruits and vegetables, fresh 
rgreen, published in Meyers’ tariff I. C. C. No. 61. No substantial 
widence was offered in justification of any of these proposed increased 
rates, 

It is a well-settled rule of tariff interpretation that shippers are 
egally entitled to the lower or lowest rate where conflicting rates of 
ually specific description are published in one or more effective 
lariffs. Trinidad Bean & Elevator Co. vs. Chicago, B. & Q. R. Co., 
5 1.C. C. 188. Therefore, those rates in the schedules here con- 
sidered, which exceeded rates contemporaneously applicable over re- 
sondent’s routes under the provisions of Meyers’ tariffs, did not 
supersede the latter rates on October 28, 1936, upon the taking effect 
wi the items under suspension. 


The items which were suspended also include rates which are the 
same as those published for respondent by Meyers, as agent. The 
jublication of duplicating or conflicting rates is prohibited by our 
regulations. Pursuant to authority conferred by section 217 (a) of the 
at, the Commission, on January 6, 1936, issued Tariff Circular MF 
No. 1, effective January 8, 1936, which prescribed, among other things, 
tgulations governing the construction and filing of freight-rate and 
dassification publications of common carriers by motor vehicle. Rule 
(a) of the circular authorizes publication of such tariffs by an 
gent to whom the carrier has given a power of attorney, and para- 
staph (d) thereof prescribes the method of cancelling such powers. 
On February 17, 1936, respondent executed a power of attorney au- 
hhorizing W. L. Meyers, tariff publishing agent of the Indiana Motor 
Rate and Tariff Bureau, of which respondent was at that time and 


aa. a member, to publish individual and joint tariffs for and on 
I alf. 


_ On April 28, 1936, the Commission notified all motor carriers that 
ity should refrain from executing duplicating or conflicting powers of 
attorney to tariff publishing agents. They were further advised that 
hey might publish individual tariffs, but that such tariffs must not 
elude rates which duplicate or conflict with those published by their 
tly authorized agent. 

: The witness testifying for respondent stated that at the time the 
‘ndlana Motor Rate and Tariff Bureau was organized, it was not in- 
tended that tariffs should be issued by individual carriers, but that all 
latiffs should be published for the members of the bureau by the 
bureau itself. The by-laws of the bureau provided that where the 
Sanding rate committee of the bureau rejected or refused to publish 
tales sought by an individual operator, the tariff agent of the bureau 
ould, on request, publish them for the individual account of the 
Carrier requesting it. Each of the suspended rates was first docketed 


with the bureau, but because of its failure to act with the desired 
promptness, respondent published the tariff under suspension. 

Obviously the failure of the tariff bureau and agent selected to 
discharge their duties in a manner satisfactory to respondent does 
not excuse disregard of our rules and regulations, even though such 
failure might have caused respondent inconvenience and loss. Our 
tariff circular provides that a carrier may, on 60 days’ notice, limit 
or cancel authority given in a power of attorney merely by writing 
a letter to the Commission and serving copies on interested parties. 
Respondent, having given the unrestricted power of attorney, should 
not have proceeded to ignore the acts of its agent pursuant thereto. 

Motor carriers were not required to publish or file tariffs with 
us until April 1, 1936, and, considering the difficulties with which they 
were confronted, it is not to be expected that their initial tariffs or 
those filed in the earlier stages of tariff regulation, would be wholly 
free from serious imperfections. It is pertinent to observe, however, 
that strict compliance with our tariff regulations is necessary in order 
to avoid confusion in practices and methods of tariff publication and 
to prevent uncertainty as to the legally applicable rates. 

We find that the reduced rates named in the items which were 
under suspension have been justified. We further find that the in- 
creased rates named in such items have not been justified. 

Respondent should proceed immediately to place the tariffs naming 
its rates in conformity with our tariff regulations. Duplicate and con- 
flicting rates must be eliminated, either by cancellation of the rates 
in its individual tariffs which duplicate or conflict with rates in the 
tariffs of its agent, or by effecting the cancellation of the appropriate 
rates from the agency tariffs. 

An order will be entered requiring cancellation of the rates herein 
found not justified, and discontinuing the proceeding. 


The order requires respondent to cancel within 45 days 
from February 5, on notice of not less than 10 days, the sched- 
ules purporting to establish increased rates. 


CHICAGO SWITCHING RATES 


In the seventh supplemental report of the Commission on 
further hearing in No. 19610, switching rates in Chicago switching 
district, findings and orders in Nos. 19610 and 24950, 177 I. C. C. 
669, 195 I. C. C. 89, and Nos. 17817 and Sub. No. 2, 118 I. C. C. 633, 
have been modified so as to permit petitioners to establish for a 
period of 18 months on sand, gravel, crushed stone, and slag, 
rates of 40, 50 and 60 cents, for one, two, and three-line hauls 
within the Chicago, IIl., switching district, and rates of 45 and 
65 cents for single and connecting line hauls from Joliet, IIl., 
to the district. 

The Commission denied authority to reduce rates on this 
traffic from other zone I producing points to the district. The 
report also embraces No. 24950, Acme Steel Co. et al. vs. A. T. & 
S. F. et al., No. 17817, Chicago Gravel Co. et al. vs. A. T. & S. F. 
et al., and Sub. No. 2 thereunder, Neal Gravel Co. et al. vs. Same. 

The carriers sought the authority to meet a general situa- 
tion of truck and water competition, according to the report. The 
report pointed out that on sand, gravel, crushed stone and slag 
the present interstate and intrastate rates within the Chicago, 
Ill., switching district for one, two, and three-line hauls were 60, 
70 and 80 cents, minimum 60,000 pounds as prescribed or ap- 
proved in prior reports, 177 I. C. C. 669, and 195 I. C. C. 89, except 
rates of 30 and 35 cents on crushed stone, minimum 100,000 
pounds, maintained for certain intrastate one-line hauls as au- 
thorized to meet truck and water competition in the third and 
fifth supplemental reports, 209 I. C. C. 515, 215 I. C. C. 45. The 
report said that on this traffic the present interstate and intra- 
state single line rates to the district from zones I, II and II, 
embracing points within 50, 51 to 100, and 101 to 150 miles, were 
65, 70, and 75 cents, respectively, with rates 20 cents higher for 
connecting line delivery, minimum 90 per cent of the marked 
capacity of the car, as prescribed or approved in No. 17817 and 
17817, Sub. No. 2, 118 I. C. C. 633, and related state cases, 
except for intrastate one and two-line rates on gravel and crushed 
stone from Joliet of 65 and 75 cents, and a single-line rate of 40 
cents on gravel to South Water Street from Coleman and Munger, 
Ill., as authorized by the Illinois Commerce Commission. 

The Santa Fe and other petitioners sought authority to 
establish for a period of 18 months on these commodities, mini- 
mum 100,000 pounds, rates of 35, 45, and 55 cents for one, two, 
and three-line hauls within the district and rates of 40 and 60 
cents for single and eonnecting line hauls to the district from 
Joliet, Coleman, Munger, Aurora, Yorkville, Oswego, and Elm- 
hurst, Ill., all in zone I. In its conclusions and findings the Com- 
mission said: 


The proposed rates are lower than, while the rates herein author- 
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ized are substantially the same as, the rates in effect on this traffic 
prior to the entry of the section 13 order in this proceeding. For 
one and two-line hauls within the district, the average of the proposed 
rates (40 cents) is lower than, while the average of the rates herein 
authorized (45 cents) is substantially the same, as the average truck 
charges within the district. 

It is well settled that rail carriers may reduce rates to meet com- 
petition with other forms of transportation provided such rates are 
not below a reasonable minimum, are no lower than is necessary to 
meet competition, and do not create undue preference or prejudice. 
The situation presented here is somewhat different from that presented 
in the third and fifth supplemental reports. There we authorized re- 
ductions in rates for certain short hauls to meet a specific situation 
of water and truck competition, while here rates are proposed to be 
reduced within the district and from the affected zone I points for 
all hauls in connection with the petitioning lines to meet a general 
situation of truck and water competition, the propriety of which must 
be determined in the light of average conditions. There is actual and 
compelling water and truck competition within the district and from 
Joliet to the district, and in this respect the situation is different 
from that surrounding the movement from other pits and quarries in 
zones I, II, and III. The proposed reductions from the other affected 
zone I points are not to meet truck or water competition from those 
points but the general competitive situation within the district caused 
by truck and water-borne materials from other sources, and in this 
respect these producers are in no different situation than other shippers 
located in zones I, II, and III. Petitioners participate in interstate 
connecting-line rates from the other producing points and in some in- 
stances in interstate single-line rates as terminal lines for the line- 
haul carriers. By according a reduction to the affected rail shippers in 
zone I without according similar consideration to other rail shippers 
in zones I, II, and III, petitioners would, in effect, be selecting from 
among shippers similarly situated those who are to be given an op- 
portunity to ship by rail in competition with other shippers who have 
access to other forms of transportation. See Norcross Bros. vs. Penn- 
sylvania R. Co., 210 I. C. C. 629. We are not unmindful of the fact 
that the competitive situation within the district caused by the truck 
and water-borne materials is of serious concern to rail shippers and 
carriers alike, but if any general readjustment is to be made in the 
rail rates to meet this situation, it should be made from all of the 
producing points in zones I, II, and III by cooperative action of all 
of the interested carriers, after giving the shippers full opportunity 
to be heard. See Sand and Gravel from Indiana to Illinois, 218 I. C. 
C. 529. 

On this record we find that there is actual and compelling truck 
and water competition within the district and water competition from 
Joliet to the district, that the proposed reduced rates within the dis- 
trict and from Joliet would be unreasonably low and lower than neces- 
sary to meet such competition, and would be unduly preferential of 
producers within the district and at Joliet and unduly prejudicial to 
other producers in zones I, II, and III, but that rates, subject to a 
minimum of 100,000 pounds, of 40, 50, and 60 cents for one, two and 
three-line hauls within the district, and of 45 and 65 cents for single 
and connecting-line hauls from Joliet to the district would not be 
unreasonably low, and no lower than is necessary to meet the competi- 
tion, and would not be unduly prejudicial or preferential, and that the 
proposed reduced rates from Coleman, Munger, Aurora, Yorkville, 
Oswego, and Elmhurst, Ill., would be unreasonably low and would 
be unduly preferential of producers located at those points and unduly 
prejudicial to other producers located in zones I, II, and III. 

An order will be entered authorizing petitioners to establish and 
maintain for a period of 18 months the reduced rates herein approved 
for application within the district and from Joliet to the district, and 
denying the petitions for authority to reduce the rates from the other 
zone I producing points. 


Commissioner McManamy, dissenting, said: 


In my opinion the proposed rates within the Chicago district and 
from Joliet to the district have been justified. I can find no basis in 
the record for the finding that the proposed rates would be unreason- 
ably low but that rates only 5 cents a ton higher would be lawful. 


Commissioned Aitchison did not participate in the disposi- 
tion of the proceeding, said the report. 

By a separate order in No. 19610, switching rates in the 
Chicago switching district, the Commission has set for hearing 
March 4, at Hotel Morrison, Chicago, IIll., before Examiner 
Weems, the petition of the Chicago Short Line Railway Co., 
the Elgin, Joliet & Eastern Railway, and the Indiana Harbor 
Belt Railroad Co., for modification so as to exempt from the 
provisions of findings and orders the interstate movement of 
pig iron inter-plant for the Youngstown Sheet & Tube Co. 
within the Chicago switching district. 





UNGROUND TOBACCO STEMS 


On reconsideration, the Commission, in a report in No. 
26682, Traffic Bureau, Lynchburg Chamber of Commerce et al. 
vs. L. & N. et al., has modified findings in the prior report, 
216 I. C. C. 211, that the rates on unground tobacco stems, in bulk, 
from Cape Girardeau, Mo., to Lynchburg, Va., were unreasonable 
prior to March 22, 1933, but not otherwise unlawful. 

The Commission now finds that the assailed applicable rates 
from Cape Girardeau to Lynchburg were unreasonable in the 
past to the extent that they exceeded 60 cents, minimum 24,000 
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pounds; that for the future the present rate of 63 cents, minj 
24,000 pounds, is and will be unreasonable to the extent that it 
exceeds or may exceed 55 cents, minimum 24,000 pounds; ang 
that the assailed rates were not and are not otherwise unlawfy) 
Complainant is found entitled to reparation to the basis of ¢ 
cents, minimum 24,000 pounds. The order for the future jg 
effective on or before May 20. 

Commissioner Caskie, concurring in part, said he did not 
approve the finding that, as a basis for reparation on past shi 
ments, 60 cents, minimum 24,000 pounds, was a reasonable maxi- 
mum rate. He said the rates assailed should be found unreasop. 
able to the extent they had exceeded, exceeded, or might exceed 
55 cents, minimum 24,000 pounds. Commissioners Eastman and 
Porter joined in that expression. Commissioner Aitchison dig 
not participate in the disposition of the proceeding, said the 
report. 





AIR MAIL COMPENSATION 


In a report in air mail docket No. 18, National Parks Air. 
ways, Inc., base rate mileage, the Commission, by division 3, 
has found that its order of March 11, 1935, in Air Mail Com. 
pensation, 206 I. C. C. 675, does not require reduction in base 
rate where mileage flown equals 180 per cent of prescribed 
base mileages which are substantially equivalent to one round 
trip daily. It has further found that the rates of compensation 
for the transportation of air mail by airplane and the service 
connected therewith over route No. 19 were not fair and rea- 
sonable from and after October 5, 1936, and has found fair 
and reasonable rates as follows: 


We further find that the fair and reasonable rates of compensa- 
tion for the transportation of air mail by airplane and the service con- 
nected therewith over Route No. 19 from and after that date were, are, 
and will be for each airplane mile actually flown with mail, subject to 
the provisions of section 3 (f) of the act, the rates for 300 pounds of 
mail or less determined by applying the provisions of the order in 
Air-Mail Compensation, 206 I. C. C. 675, to a base of 33 1/3 cents per 
airplane mile for a base mileage of 33,000 miles, provided, that the 
compensation payable under any rate so determined should not exceed 
the minimum compensation payable under the next lower rates 
determined, and that rates so determined should be subject to the 
increases provided by the act for mail loads in excess of 300 pounds. 


Air mail route No. 19 extends from Great Falls, Mont. 
via Helena and Butte, Mont., Pocatello and Idaho Falls, Ida, 
and Ogden, Utah, to Salt Lake City, Utah. The National Parks 
Airways contended that the Postmaster General had made an 
erroneous interpretation of the Commission’s order in 206 I. C. 
C. 675, and that the base mileage fixed was too low for the 
service now being performed and resulted in unwarranted re- 
duction in its compensation. 


COMMISSION REPORTS 


Routing of Ores 


I. and S. No. 4188, routing of ores via Southwest Missouri 
Railroad. Report of Commission on reconsideration. By the 
Commission. Affirms finding in prior report, 216 I. C. C. 650, 
that proposed cancellation of joint interstate rates on com- 
modities generally, and zinc and lead ore concentrates in 
particular, over routes embracing the line of the Southwest 
Missouri, was not justified. Commissioner Eastman, concurring, 
said he concurred in the results but not in the reasoning by 
which they were reached. Chairman Miller, joined by Com- 
missioner Tate, dissented, for reasons set forth in his separate 
expression in Routing Grain and Grain Products via C. R. 1 
& P. 198 I. C. C. 117, 122. Commissioner Mahaffie dissented 
for reasons stated in his separate expression in the prior re 
port, 216 I. C. C. 650. Commissioner Lee noted a dissent. Com- 
missioner Aitchison did not participate in the disposition of the 
proceeding. 





Rates to Southern Territory, Etc. 


Fourth section application No. 13470, rates from, to and 
between points in southern territory, embracing also applica 
tions listed in the margin of the first page of the original report, 
191 I. C. C. 507. Fourth supplemental report of the Commis 
sion on further hearing. By the Commission. On further 
consideration authority granted on conditions, to establish and 
maintain over routes over which relief with respect to 
rates is granted in this proceeding, rates equal to the aggregate 
of-intermediate rates applicable over any route from and to 
the same points. Former report 209 I. C. C. 216, modified. 
Other reports 191 I. C. C. 507, 201 I. C. C. 18, and 213 1. C.C. 
297. By twenty-second supplemental fourth section order No. 
11200, fourth section order No. 11200, entered Feb. 14, 1933, 4 
amended by supplemental orders further amended so aS to 
substitute for paragraph numbered 3, the following: 
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3, It is further ordered, that, subject to the provisions of para- 
graph 12 hereof, the applicants herein be, and they are hereby, au- 
thorized to establish and maintain over all routes between the points 
described in paragraphs 1 and 2 hereof. 

(a) Rates of the same amounts as those established over any line 
or route between the same points on the basis of. the lowest aggregate 
of the intermediate rates filed with this Commission over such latter 
ine or route, pursuant to Finding 17 (f), Southern Class Rate In- 


vestigation, supra (100 I. C. C. 513, ete.). 

(b) Class rates the same as those established over any line or 
route between the same points on the minimum bases approved in 
Finding 17 (g), Southern Class Rate Investigation, supra. 


The relief is subject to the proviso that commodity rates es- 
tablished pursuant to subparagraph (a) above, may be estab- 
ished over routes over which the class rates apply, except that 
the relief shall not apply to such rates which are less than 75 
per cent of the twelfth class rates between the same points. 


Petroleum and Products 


Fourth section application No. 16064, petroleum and pe- 
troleum products to Cairo, Ill., embracing also No. 16360. By 
division 2. By fourth section order No. 12677 authority granted 
io establish on petroleum and petroleum products from the 
Shreveport-Eldorado and other southwestern groups to Cairo, 
lil, rates the same as those contemporaneously in effect from 
and to the same points over routes operating west of the 
Mississippi River, but not lower than the present rates, also 
arate of 33 cents a 100 pounds on refined petroleum products 
and rates on low-grade oils made 80 per cent thereof from 
the New Orleans-Baton Rouge group to Cairo, and to main- 
tain higher rates to intermediate points in Tennessee and 
Kentucky, provided that the rates to such higher-rated inter- 
mediate points shall not exceed (1) the rates prescribed or 
approved in Petroleum and Its Products, 171 I. C. C. 286, 176 
LC. C. 637, 179 I. C. C. 19, and Standard Oil Co. (Kentucky) 
ys. Alabama G. S. R. Co., 211 I. C. C. 651, or rates established 
in relation thereto, or (2) the lowest combination of rates sub- 
ject to the act; and provided further, that the relief authorized 
shall not apply to any line or route over which the distance is 
more than 50 per cent greater than the distance over the short- 
est tariff route between the same points. 

Commissioner Tate noted a dissent. The Commission said 
the relief prayed was based on rail carrier competition and 
applicants’ desire to restore the parity between New Orleans 
and Shreveport existing prior to March 15, 1932. 


Automobiles 


Fourth section application No. 16344, automobiles, chassis, 
to North Carolina points. By division 2. By fourth section 
order No. 12675, applicants authorized to establish rates on 
automobiles, chassis, passenger and freight, set-up, in carloads, 
from Baltimore, Md., and Norfolk, Va., to Thomasville and 
High Point, N. C., the same as those contemporaneously in 
effect on like traffic over the direct lines or routes from and 
to the same points and maintain higher rates to intermediate 
points subject to intermediate and combination restrictions. 
Relief had been temporarily authorized by fourth section order 
No. 12391. 


Petroleum, Coke, Etc. 


Fourth section application No. 16348, petroleum coke from 
Oklahoma, Kansas, and Missouri. By division 2. By fourth 
section order No. 12676 authority granted to establish over 
applicant’s existing lines or routes on petroleum coke and 
petroleum coke briquettes, and petroleum coke breeze and dust, 
as described in Item 20 of Agent Peel’s I. C. C. 2522 from pro- 
ducing points in Oklahoma and Kansas, also from Kansas C'ty 
and Sugar Creek, Mo., and Kansas City and Argentine, Kan., 
and from intermediate nonproducing points from which rates 
will be provided by an intermediate rule as authorized by rule 
21 of tariff circular No. 20, to destinations in Arkansas, Kansas, 
Missouri and Oklahoma, the lowest rates that may be con- 
structed on like traffic over any line or route from the said 
producing points to the same destinations on the bases of the 
distance scales of rates set forth in an appendix and to main- 
lain higher rates from, to, and between intermediate points 
subject to intermediate and circuity conditions. Applicants 
further authorized to establish and maintain from additional 
producing points which may be developed from time to time 
on their lines in the origin territory considered, rates con- 
structed on the same bases as the rates authorized from exist- 
Ing producing points to the same destinations, subject to the 
same conditions and limitations as prescribed with respect to 
the latter rates. The scale set forth in the appendix begins 
with rates for 5 miles and under of 80 cents for petroleum coke 
breeze or dust and 90 cents for petroleum coke and briquettes, 
and runs out at 800 miles and over 770 with rates of 470 cents 
for petroleum coke breeze or dust and 510 cents for petroleum 
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coke and briquettes. Relief had been temporarily authorized 
by fourth section order No. 12414. 


RENEWED EMERGENCY CHARGE CASE 


The Traffic World Washington Bureau 





The railroads have submitted to the Commission the second 
list of commodities withdrawn from Ex Parte No. 115 and as to 
which tariffs will be filed. The rates on the commodities are 
not involved in maximum rate orders of the Commission and 
therefore the tariffs may be filed without action as to outstand- 
ing orders by the Commission. The following appears on the 
list of commodities: 


This is the second list of commodities withdrawn from Ex Parte 
115... and embraces commodities 19 to 94 inclusive as contained in 
Amendment No. 3 to Publication Announcement No. 2 (Nos. 1-18 in- 
clusive were contained in the first list); except as to Transcontinental 
and Mountain-Pacific rates covered by paragraph XIV, page 71, of 
petition of Oct. 23, and parts 2, 3, 4, 5, 6 and 7 of exhibit ‘’A”’ of 
petition of Nov. 21, 1936. 


The list of commodities withdrawn was taken from the peti- 
tion of November 21, 1936, and includes the following, with 
page numbers of that petition indicated before the commodity 
in each instance: Page 4, chrome ore and concentrates; man- 
ganese ore and concentrates; page 3—grain products, viz.: grits, 
brewers’ flaked, granulated or refined; page 8—paper boxes, 
viz.: berry, fruit or vegetable till baskets or till boxes; page 26 
—pails, pulpboard, nested; page 4—grease, degrasse or wool; 
page 23—borate rock, chalk, crude clay, ashes; page 23—vermic- 
ulite, other than crude; page 8—mineral pulp, paper makers, 
N. O. I. B. N., in Consolidated Classification, including satin 
white, calcium aluminate and lithopone pulp; page 15—barium 
or silicate mud, gas or oil well drilling, containing clay and 
barytes and/or silicate; page 22—firestone, rough quarried; 
page 23—flourspar or gravel spar; page 21—iron ore, ground; 
page 24—ochre; page 24—paint, earth, dry; page 24—paints 
and varnishes, paint materials now specifically covered by other 
lists; page 24—earth pigments, dry; gypsum, ground or pul- 
verized, sienna, silica (not silica sand), umber; page 24—earth 
pigments, dry, oxide of iron (not alkalized hydrated ferric 
oxide) ; page 34—barium, sulphate of, precipitated (oblanc fixe); 
page 35—barytes, ground, not precipitated (barium, sulphate 
of); page 6—carbon black; page 8—sulphate or iron; ferrous 
sulphate (copperas); page 17—aluminum powder, bronze 
powder; page 26—portland cement, wall finishing or topping 
consisting of a mixture of portland cement and sand or chatt, 
or both, with not to exceed 3% dry color; page 27, magnesite; 
page 27—magnesite, crude; page 27—magnesite, caustic cal- 
cined; page 27—magnesite, dead, burned; page 4—stucco mag- 
nesite (consisting of stucco mix, magnesium, chloride of, crushed 
rock dash) and crushed shells or slag; page 5—fish scrap, dry, 
ground or pulverized; page 13—tankage, other than feeding, 
fertilizer or garbage tankage; page 17—lead silicate, litharge, 
etc.; page 47—bones, other than human or fresh meat bones 
also mixed carloads with fertilizer; page 15—barn equipment; 
page 16—houses, fabricated, N. O. I. B. N., iron or steel K. D.; 
houses, sections, iron or steel fabricated, K. D. or in flat sec- 
tions; page 29—cookers or steamers, stock feed, N. O. I. B. N.; 
page 1—ammonia, chloride of; ammonia, muriate~-of, or sal 
ammoniac, zinc ammonium chloride; page 2—sludge or waste, 
lime; page 13—liquified chlorine in tank cars; page 17, ammonia 
anhydrous; page 25—sodium (soda) acetate of, in bulk in bar- 
rels or double bags; page 3—tin, block, in bars, pigs or slabs; 
page 7—licorice mass; page 16—tobacco, manufactured, ciga- 
rettes, cigars, snuff; page 22—tobacco, leaf; page 4—flaxseed, 
flaxseed, ground, flaxseed screenings, linseed, linseed, ground, 
linseed screenings; page 4—packing cushions, mats or pads; 
page 18—-bagasse, shredded; page 2—vegetable plants, viz.: 
onion plants, in crates, onion plants; page 2—vegetable plants 
other than onion or cabbage; page 26—rubber shoddy (re- 
claimed) rubber, reclaimed, dispersed; page 19—cotton card 
stippings, cotton noils (cotton combings or comber waste), cot- 
ton spinners, cotton rovings waste or garnetted cotton stock 
(cotton shoddy), cotton motes, cotton gin flue cleanings or cot- 
ton sweepings, cotton clippings, waste, hosiery scraps or knit 
goods scraps, old cotton; page 6—boot and shoe findings, viz.: 
rubber counters, heels, soles, soling, or taps; page 26—heeling 
(composition, not leather); page 38—leather, viz.: sole leather, 
belting leather, solt leather, cut stock, including soles, heels, 
rough splits, taps, counters and welting; page 6—pottery: 
flower pots, clay or shale, not glazed, painted or decorated; 
page 28—pottery, viz.: earthenware and stoneware; page 9— 
soapstone linings, fire box or furnace; page 14—stone linings 
(green stone), fire box or furnace; page 26—calcium arsenate, 
dry arsenate of lead; page 29 insecticides and fungicides, agri- 
cultural, N. O. I. B. N. in Classification; insecticides, other 





































































































than agricultural, N. O. I. B. N. in Classification; London pur- 
ple or Paris green; page 13—explosives; page 27—fireworks, 
viz.: firecrackers, marble torpedoes, toy torpedoes, other than 
marble, toy pistol caps, fireworks, N. O. I. B. N. in classifica- 
tion, fuses, railway, sparklers, match head or self-igniting 
sparklers, N. O. I. B. N., in classification, torpedoes, railway; 
page 9—polish, boat, floor, furniture or vehicle, wax, automo- 
biles, boat floor, or furniture, dry, liquid, or paste; page 9— 
posts, lamp, iron or steel, with or without bases or tops, with- 
out electrical fixtures, loose or in packages; page 9—moss, 
N. O. I. B. N. in Classification, palm or palmetto fibre; page 25 
—copper, sulphate of; page 25—turpentine cups, with or with- 
out aprons or hangers; earthenware or stoneware; page 14— 
phosphate rock, crude (ground or unground) phosphatic lime- 
stone, phosphatic matrix; page 17—bagging or bags, cotton, 
including osnaburg, clayed or other than clayed; page 17— 
bags, new, rubberized burlap and rubberized cotton; page 25 
—bags, cotton, grain; page 32—bagging and bags, burlap, gunny 
or jute; page 7—plates or sheets, iron or steel, nickel clad; 
page 7—iron oxide, hydrated (having value only for gas purify- 
ing purposes: page 13—chloride of aluminum, dry; page 18— 
peat moss (not fertilizer). 

The carriers propose to publish the tariffs covering the 
commodities withdrawn from Ex Parte 115, set forth in their 
second list of withdrawals, effective April 20 on statutory no- 
tice, according to A. F. Cleveland, vice-president in charge of 
traffic of the Association of American Railroads. 

The changes in the rates on the commodities involved will 
be those set forth in the carrier’s petition of Nov. 21, 1936. 

In a letter to Commissioner Aitchison, accompanying the 
list of commodities, R. V. Fletcher, vice-president and general 
counsel of the Association of American Railroads, said the car- 
riers would like to have withdrawn the commodities ‘with the 
reservation that if tariffs containing the changes therein set 
out are suspended, we would be free to ask that the issues 
therein arising be transferred to Ex Parte 115 for final de- 
termination.” 

It was incorrectly stated in the Traffic World, Feb. 6, p. 265, 
in the report on the hearing in Ex Parte No. 115, that testimony 
concerning clay building materials had been completed. Clay, 
common or fired, crude or ground, was included in the group 3 
list of commodities as to some of which testimony was given but 
the clay item was not reached. It may be taken up later. The 
list of commodities as to which testimony has been heard was 
set forth in the Traffic World, Feb. 13, p. 323-4. 












































































COMMISSION ORDERS 


Finance No. 11080, Wabash Railway Co. abandonment. Effective 
date of certificate of Jan. 16 suspended pending the further order of 
the Commission. Proceeding reopened for oral argument at a time 
hereafter to be determined. 

No. 17558, Farley & Loetscher Manufacturing Co. et al. vs. A. C. 
& Y. et al. Petition for modification of the order entered herein on 
Aug. 15, 1927, filed by defendants, denied. 

No. 27112, Big Forks & International Falls Railway Co. et al. vs. 
Great Lakes Transit Corporation et al. Complaint dismissed at com- 
plainant’s request. 

No. 27236, North Dakota Traffic Association et al. vs. B. & O. et al. 
Complaint dismissed at the request of complainant. 

No. 27347, Sherwood Refining Co. vs. Pennsylvania. At the request 
of complainant eomplaint dismissed. 

No. 27327, Kingan & Co. vs. C. C. C. & St. L. et al. At the request 
of complainant complaint dismissed. 

MC-F 197, ET&WNC Motor Transportation Co. lease and option to 
purchase operating rights and property of Hoover Lines, Inc. Super 
Service Motor Fleet Co. and Hoover Truck Co., Inc., permitted to 
intervene. 

No. 27611, Hansen & Jensen Oil Co. et al. vs. Alton & Southern 
et al. H. N. Greis as trustee for Deep Rock Oil Corporation per- 
mitted to intervene. 

No. 26472, Armour & Co. vs. C. B. & Q. et al., and Sub. No. 1, 
E. K. Pond Co. et al. vs. A. G. S. et al. Petition on behalf of defend- 
ants for reargument and reconsideration, denied. 

MC C-7, Interstate Freight Carriers’ Conference, Inc., vs. Charles 
E. Spitz, dba, Arizona Motor Express. Complaint dismissed at request 
of complainant. 

MC C-6, Interstate Freight Carriers’ Conference, Inc., vs. Phoenix 
Blue Diamond Express, and three subnumbers thereunder, Same vs. 
Cal-izona Transportation Co., Inc., Same vs. George E. Henderson, L. 
J. Larson, Alvin Hellinger and E. L. Ray, dba, Phoenix Fast Freight 
Lines, and Same vs. Arizona Pacific Motor Freight Lines, Ltd. Com- 
plaints dismissed at the request of complainant. 

Finance No. 11466, Chicago, Burlington & Quincy Railroad Co. 
equipment trust certificates. Application for authority to assume 
obligation and liability in respect of $7,080,000 of C. B. & Q. equipment 
trust, series B, 2 per cent serial equipment trust certificates, dismissed 
at request of applicant. 

MC C-8, Cushman Motor Delivery Co. et al. vs. Howe Bros., dba, 
Interurban Fast Freight Co. Complaint dismissed at request of com- 
plainant. 


MC C-9, Commerce Association of Aberdeen vs. Rex Allen, dba, 
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Allen, Rex, Transportation Co. et al. Complaint dismissed at the re 
quest of complainant. 

MC C-13, Middle Atlantic States Motor Carrier Conference, Ine 
vs. Overland Motor Freight Co., Inc. At the request of complainay 
complaint dismissed. 

MC C-11, Middle Atlantic States Motor Carrier Conference, In¢ 
vs. C. Lewis Lavine, Inc., and a subnumber thereunder, Same yg 
Same. Complaint dismissed at the request of complainant. r 

MC C-20, Mississippi Valley Motor Freight Bureau vs. Interstate 
Dispatch, Inc. Complaint dismissed at the request of complainant, 

MC-F 206, Interstate Busses Corporation (Mass.), purchase of Op- 
erating rights and lease of property of United Transportation Co,, Ine 
Rail carriers in New England territory permitted to intervene. 

No. 20930, International Paper Co. et al. vs. Ann Arbor et al, pe 
tition of complainant International Paper Co. for issuance of a further 
order or supplemental report and order directing payment of reparation 
on 13 shipments on which reparation was not awarded in the origina) 
order, denied. 

No. 27594, New Orleans Joint Traffic Bureau vs. A. & S. et al. Mo 
tion of southwestern defendants, other than the Texas & Pacific Rajj- 
way Co., to dismiss the complaint on the ground that the rates com. 
plained of therein have been prescribed by the Commission in No, 
17000, part 7, the grain case, overruled. 

No. 27602, Industrial Silica Corporation vs. B. & O. et al. Ellwood 
Stone Co. permitted to intervene. 


No. 27610, South Chicago Coal & Dock Co. vs. Baltimore & Ohio 
Chicago Terminal Railroad Co. et al. Motion of defendants, includeg 
in their answer to the complaint in this proceeding, to dismiss gaiq 
complaint on the ground that the rates complained of therein haye 
been prescribed by the Commission in No. 19610, switching rates jp 
Chicago switching district, overruled. 


No. 27617, Durham & Southern Railway Co. vs. Norfolk Southern 
et al. Motion of receivers of Norfolk Southern to dismiss the com- 
plaint because it does not allege that the court which appointed the 
receivers has consented to the bringing of the complaint, and motion 
of Durham & Southern to dismiss the complaint on that ground and 
also on the ground of want of jurisdiction, overruled. 


No. 27624, Columbus Freight Bureau vs. A. B. & C. et al. Standard 
Oil Co., Inc., in Kentucky, permitted to intervene. 


No. 22009, Atlantic Shell Co., Inc., et al. vs. A. C. L. et al. Order 
of Dec. 12, 1932, as subsequently modified, further modified by vacat- 
ing the maintenance provision thereof so far as said order, as modified, 
relates to rates on oyster shells, whole, in carloads. 


No. 27305, Indian Refining Co. vs. C. C. C. & St. L. et al., anda 
subnumber thereunder, Texas Co. vs. Alton et al.; No. 27320, Gulf 
Refining Co. vs. B. & O. et al.; No. 27269, Du Pont Film Manufacturing 
Corporation vs. Raritan River Rail Road Co.; No. 27270, Du Pont 
Rayon Co. vs. N. & W. et al.; No. 27274, Du Pont Viscoloid Co. vs. N. 
& W. et al.; No. 27275, E. I. Du Pont De Nemours & Co., Inc., vs. A, 
G. S. et al.; and No. 26669, Kauffman-Lattimer Co. vs. Pennsylvania. 
Proceedings reopened for reargument before the entire Commission. 

1. and S. No. 4260, classification of fish in official territory. Peti- 
tion of protestants Eastern Central Motor Carriers Association for 
reconsideration, denied. 


1. and S. No. 4062, routing of live stock in western territory. Mo- 
tion of the Denver & Rio Grande Western Railroad Co. and of the 
petition of certain protestants requesting a reopening of this proceed- 
ing and the entry of an order requiring joint rates on live stock over 
cetain routes, denied. 


No. 27580, Atkinson Milling Co. et al. vs. Alton et al. Without 
passing at this time upon the question of identity of issues embraced 
within the motion asking that this proceeding (a) be consolidated 
with the Board of Trade of Kansas City, Mo., vs. Alton et al., Docket 
No. 27628 (filed during the hearing in this proceeding), because of 
identity of principle in the two proceedings; (b) be dismissed, because 
the adjustment in issue was prescribed in Grain and Grain Products, 
215 I. C. C. 83, and the subject of a recently denied petition for re 
hearing and consideration in that proceeding, to which complainants 
in No. 27580 were parties, the aforesaid motions are overruled, subject, 
however, to such future procedure respecting the simultaneous oral 
argument final disposition of the two proceedings first mentioned as 
to the Commission may, in its administrative discretion, seem proper. 


No. 27624, Columbus Freight Bureau vs. A. B. & C. et al. Arkansas 
Fuel Oil Co. permitted to intervene. 

No. 27646, State Docks Commission et al. vs. G. M. & N. et al. 
Alabama Public Service Commission permitted to intervene. 

MC 50200, application of Elizabeth Disaia. Proceeding reopened for 
further hearing at a time and place to be designated by the Com- 
mission. 

MC 1542, D. M. Stone, contract carrier application, and MC 2004, 
D. M. Stone, common carrier application. Applicant’s petition for 
rehearing, denied. 

No. 27631, Bibb Manufacturing Co. et al. vs. L. & N. et al. Nash- 
ville, Chattanooga & St. Louis Railway Coal Operators’ Rate Con- 
ference permitted to intervene. 

No. 27616, Alabama Oil Co. of Hollywood, Inc., et al. vs. Alabama 
Great Southern et al. Gulf Oil Corporation and Gulf Refining ©0. 
permitted to intervene. 

Finance No. 11358, Western Pacific Railroad Co. trustees’ certifi- 
cates. Order of Oct. 15, 1936, modified so as to limit the amount 
of trustees’ certificates that may be issued thereunder to $3, 400,000, 
the amount actually issued. 

No. 27617, Durham & Southern Railway Co. vs. Norfolk Southern 
et al. Order corrected to show that motion of the Durham & South 
Carolina Railroad Co. to dismiss the complaint was overruled instead 
of motion of the Durham & Southern Railway Co. 
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Proposed Reports in I. C. C. Cases 





PHOSPHATIC SAND AND CLAY 


ISMISSAL of the complaint in No. 27262, American Agri- 
[) cultural Chemical Co. et al. vs. A. & R. et al., has been 
commended by Examiner Charles W. Berry, on a finding that 
ates on phosphatic sand and clay from origins in Florida to 
jstinations in southern states are not unduly preferential to 
those commodities or to shippers thereof or unduly prejudicial 
i phosphate rock, superphosphate or mixed fertilizers or to 
shippers thereof. 


Complainants alleged that the rates on phosphate rock 
fom origins in Florida and Tennessee to their respective plants 
in Virginia, North Carolina, South Carolina, Georgia, Ken- 
weky, Tennessee, Alabama, Mississippi and that part of Louisi- 
yma east of the Mississippi River, were unduly prejudicial to 
emplainants and unduly preferential of shippers of phos- 
shatic sand and clay from points in Florida to the same destina- 
fons, and unduly prejudicial to phosphate rock and unduly 
referential of phosphatic sand and clay in bulk; and that the 
interstate rates on superphosphate and mixed fertilizer from 
their respective plants in the states named above to other 
wints in those states were unduly prejudicial to complainants 
and to superphosphate and unduly preferential of shippers of 
shosphatic sand and clay in bags, and of those commodities 
in packages from origins in Florida to the same destinations. 

“The evidence tends strongly to, if it does not decisively, 
impel the conclusion,” said Examiner Berry, “that there is 
n» commercially substantial and important competition between 
qude or ground phosphate rock, particularly crude rock and 
shosphatic sand or clay, or between mixed fertilizers or super- 
phosphate and phosphatic sand or clay or the shippers of those 
wmmodities, and that the respective rates thereon do not 
erate to the advantage of the shippers of phosphatic sand or 
day or to the injury of complainants. Certainly it fails to 
show the contrary or to make clear how or where the alleged 
undue prejudice and preference results from the difference in 
rate levels, all of which is necessary for predication of a find- 
ing of undue prejudice and preference. Barrett Co. vs. A. T. & 
fe. 172 1.C. C, SD. 


“There is still another particular in which the evidence is 
defective. We have seen that most of the hauls on super- 
phosphate are short. The Seaboard and Coast Line do not par- 
ticipate in many of them. This is true to an undivulged extent 
0 points to which those carriers maintain only single-line rates 
fom Florida on phosphatic sand and clay. Under such cir- 
umstances they are not chargeable with undue prejudice and 
preference. 

“The Seaboard and Coast Line are important carriers in 
the Carolinas and Georgia and undoubtedly do effectively par- 
icipate in rates on superphosphate from some of complainants’ 
jlants to some of the points to which those carriers maintain 
ingle or joint-line rates and it is probable that it is in their 
pwer to control both rates but the instances in which this is 
tue are not shown. Without such information a valid order 
annot be drafted or issued.” 


POWER REVERSE GEAR REPORT 


In a report on further hearing and reconsideration in No. 
4050, A. Johnston, grand chief engineer of the Brotherhood of 
locomotive Engineers et al. vs. A. C. L. et al., Director W. P. 
Bartel, of the Bureau of Service of the Commission, and H. C. 
King, special examiner, have proposed that the Commission find 
hat the use of steam locomotives equipped with hand reversed 
gear as compared with power reverse gear causes unnecessary 
wril to life and limb. They recommend that appropriate rules 
® approved and established. é 

Approval of the report by the Commission will in effect, it 
S understood, constitute approval of the agreement on power 
leverse gears reached between the railroads and the brotherhood, 
iid make it applicable to all defendants (see Traffic World, 
Jan. 23, p. 164). 


PROPOSED REPORTS 


Contractors’ Outfit 


No. 27493, Martin Wunderlich Co. vs. C. B. & Q. et al. By 
miner Carl A. Schlager. Dismissal proposed. Rate, one 





carload of commodity billed as contractors’ outfit, Dubuque, 
Ia., to South Hibbing, Minn., applicable. 


Coal 


No. 27446, Mandeville Mills et al. vs. Alabama Central et 
al. By Examiner R. L. Shanafelt. Rates, coal, origins in Ala- 
bama, Tennessee and Kentucky, to points in northwestern Geor- 
gia proposed to be found, for the past, present and future, un- 
reasonable to the extent they exceeded, exceed or may exceed 
the rates set forth in appendix to the report, provided that the 
authorized emergency charges should be added to the rates 
therein named in the period in the past such charges were ap- 
plicable. Reparation proposed to designated complainants. 
ba appendix setting forth the rates a net ton found reasonable 
ollows: 


From Whiteside Whitwell 
and and Tracy Coal Birming- 
Rathburn Dayton City Creek ham 
groups groups group group* groupt 
To Cents Cents Cents Cents Cents 
Chickamauga ....110 120 130 150 195 
La Fayette ..... 125 135 145 165 195 
Summerville ..... 135 145 155 175 195 
a 140 150 160 180 195 
Buchanan ....... 195 200 205 210 195 
FRPOGRGT occ cicies 200 205 210 215 190 
Carrolitom «....<.. 210 215 220 225 195 
PNR s 53.5.6000n 220 225 230 235 195 





*Includes Petros and the Bon Air, Wilder, Glen Mary, and Wind 
Rock groups. Rates from the La Follette group 6 cents higher, from 
the Pine Knot, Jellico, and Middlesboro groups 11 cents higher, and 
from the Harlan group 22 cents higher. 

tRates of 11, 17, 22, and 23 cents higher from the Alabama groups 
now taking such differences over the Birmingham group. 


Fibreboard or Pulpboard 


No. 27466, Arvey Corporation vs. Erie et al. By Examiner 
John J. Crowley. Proposes that class rate and rating on carload 
shipments of fibreboard or pulpboard, impregnated with asphalt, 
in forms or shapes requiring further processing before use, from 
Olean, N. Y., to Detroit, Mich., be found applicable but unreason- 
able to the extent that they exceeded charges at 31 cents a 100 
pounds, minimum 20,000 pounds, for cars 40 feet 7 inches or less 
in length and minimum 30,000 pounds for cars in excess of 40 
feet 7 inches in length. Reparation proposed. The examiner said 
uncollected undercharges below a basis at the rate and minimum 
weights recommended should be waived. 


Crude Rubber 


No. 27492, Lake Shore Tire & Rubber Co. vs. Central Ver- 
mont Transportation Co. et al., embracing also a sub number, 
Same vs. Same et al. By Examiner Henry B. Armes. Rates, 
crude rubber, New York, N. Y., to Des Moines, Ia., over differ- 
ential routes through Canada, proposed to be found unduly preju- 
dicial to complainant and unduly preferential of complainant’s 
competitors at St. Louis. The examiner said that the record would 
not support an award of reparation based on the undue prejudice 
found to exist. Reparation only was sought. 


MOTOR PROPOSED REPORTS 


(Recommended orders in proposed motor reports, at expiration of 
20 days from date of service of reports, become effective unless excep- 
tions have been filed within the 20-day period or exceptions have been 
seasonably filed by other parties, or the order has been stayed or 
postponed by the Commission.) 


MC F-69, Pacific Freight Lines purchase of property and 
operating rights of C. B. McClain, doing business as Los Angeles 
and Newport Freight Line. By Grocer L. Swink, assistant chief, 
section of finance, Bureau of Motor Carriers. Served Feb. 16. 
Purchase by Pacific Freight Lines of property and operating 
rights of C. B. McClain, dba Los Angeles and Newport Freight 
Line, approved and authorized. 

MC 17732, Andrew P. Keegan, contract carrier application. 
By Examiner C. I. Kephart. Served Feb. 12. Applicant found 
to have failed to establish the right to a permit as a contract 
carrier of commodities generally between points in Massachu- 
setts, Connecticut, New York and New Jersey under the “grand- 
father’ clause of the motor carrier act. Permit denied and 
operations ordered discontinued. 
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MC 23482, Gotham Consolidating Corporation broker appli- 
cation. By joint board No. 67, composed of John A. Bernhard 
of New Jersey, and Russell Wolfe of Pennsylvania. Served 
Feb. 12. Operation by applicant as a broker of transportation 
of commodities generally between points in New Jersey, New 
York and Pennsylvania found not consistent with the public 
interest and with the policy declared in section 202(a) of the 
motor carrier act. License denied. 

MC 31440, Maine Central Transportation Co. extension of 
operations. By Examiner Paul R. Naefe. Served Feb. 12. Pub- 
lic convenience and necessity found to require continuance of 
operations by applicant as a common carrier of passengers, 
_ baggage of passengers, express, mail, and newspapers, over 

6 specified routes, between points in Maine and New Hampshire, 
and on traffic to and from New Brunswick, Can. Certificate 
granted. 

MC 49296, Bigley Brothers, Inc., common carrier applica- 
tion, embracing also MC 79638, Bigley Trucking Corporation, 
common carrier application. By Examiner E. S. Idol. Served 
Feb. 12. Applicants’ local operations in interstate commerce 
found to be exempt under section 203(b)(8); no certificate 
authorizing such services required. Applicants found entitled 
to continue a joint common carrier operation transporting iron 
and steel articles, building materials, contractors’ equipment, 
factory equipment and machinery over irregular routes in 
Massachusetts, Rhode Island, Connecticut, New York, New 
Jersey, Delaware, eastern Pennsylvania, eastern Maryland and 
the District of Columbia by reason of having been engaged in 
such operation on June 1, 1935, and continuously since that 
time. Certificate ordered issued. Applicants found to have 
failed to establish the right to a certificate as a common carrier 
to or from points in Virginia, or to or from points in Pennsyl- 
vania and Maryland west of U. S. highway 15, under the grand- 
father clause provisions of section 206(a) of the motor carrier 
act. Certificate denied in respect of these operations. Appli- 
cants found not to be operating as contract carriers. Contract 
carrier minimum schedules ordered canceled. 

MC 50017, Harold W. Greenaker contract carrier applica- 
tion. By Examiner T. Naftalin. Served Feb. 12. Application 
for a permit to continue an operation in interstate commerce 
as a contract carrier of petroleum products from Titusville, 
Pa., to Bergen, N. Y., over specified highways, dismissed at 
request of applicant. Interstate operations ordered discon- 
tinued. 

MC 50215, Avery Eaton common carrier application. By 
Examiner D. C. Dillon. Served Feb. 12. Application for a 
certificate of public convenience and necessity authorizing 
operation as a common carrier of special commoidties between 
Buffalo, N. Y., and Genesee, Pa., denied for want of prosecu- 
tion. 


MC 50275, Reuben and Hattie Hanstine common carrier 
application. By Examiner D. C. Dillon. Served Feb. 12. Ap- 
plication for a certificate of public convenience and necessity 
authorizing continuance of operation as a common carrier be- 
tween points in New York and Pennsylvania denied for want 
of prosecution. Discontinuance of operations ordered. 


MC 50278, M. T. Hastings common carrier application. By 
Examiner D. C. Dillon. Served Feb. 12. Application for a 
certificate of public convenience and necessity authorizing con- 
tinuance of operation as a common carrier between Bovina 
Center, N. Y., and Forest City, Pa., denied for want of prosecu- 
tion. Discontinuance of operations ordered. 


MC 50307, Interstate Dress Carriers, Inc., contract carrier 
application. By joint board No. 67, composed of Thomas L. 
Hanson of New Jersey, and Russell Wolfe of Pennsylvania. 
Served Feb. 12. Operation by applicant as a contract carrier 
of garments cut for sewing, from New York, N. Y., to Sunbury, 
Pa., and intermediate points in Pennsylvania, and garments on 
hangers in the reverse direction, over a specified route, found 
consistent with the public interest and with the policy declared 
in section 202(a) of the motor carrier act. Permit granted. 

MC 50316, Lake Champlain Transport Lines contract car- 
rier application. By Examiner D. C. Dillon. Served Feb. 12. 
Operation of applicants in interstate commerce found to be 
that of common carrier of slate, marble and granite, from 
points in New York and Vermont to points in New York, Con- 
necticut and New Jersey. Continuance of operation by appli- 
cant as a common carrier of slate, marble and granite, from 
points in New York and Vermont to points in New York, Con- 
necticut, and New Jersey not shown to be required by public 
convenience and necessity. Certificate denied and operation 
ordered discontinued. 


MC 50449, George Masler, common carrier application. By 
Examiner D. C. Dillon. Served Feb. 12. Application for a 
certificate of public convenience and necessity authorizing con- 
tinuance of operation as a common carrier between points in 
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New York and Pennsylvania denied for want of prosecution 
Discontinuance of operations ordered. 

MC 50619, A. L. Reed Co., Inc., common carrier applica. 
tion. By Examiner D. C. Dillon. Served Feb. 12. Pyblic 
convenience and necessity found to require continuance ¢ 
operations by applicant as a common carrier in interstate com. 
merce, of household goods between New York, N. Y., and points 
in New York, Massachusetts, Rhode Island, Connecticut, New 
Jersey, Pennsylvania, Delaware and Maryland and the Distri¢ 
of Columbia, over irregular routes. Certificate granted. 

MC 50621, John F. Reed, contract carrier application. By 
Examiner D. C. Dillon. Served Feb. 12. Application for 4 
permit authorizing operation as a contract carrier between 
Russell, N. Y., and New Castle, Pa., denied for want of proge. 
cution. 

MC 50638, Melvin J. Robinson contract carrier application, 
By Examiner D. C. Dillon. Served Feb. 12. Application for a 
permit authorizing continuance of operation as a contract car. 
rier in interstate commerce between Buffalo and Colden, N, y, 
dismissed. Discontinuance of operations ordered. 

MC 50767, Alex Supenski common carrier application. By 
Examiner D. C. Dillon. Served Feb. 12. Public convenience 
and necessity found not to require continuance of operations 
by applicant as a common carrier of commodities generally 
between points in Pennsylvania and points in New York. Cer. 
tificate denied, and operations ordered discontinued. 

MC 50800, Paul A. Tompkins common carrier application, 
By Examiner D. C. Dillon. Served Feb. 12. Application for a 
certificate of public convenience and necessity authorizing con- 
tinuance of operation as a common carrier between Fish’s Eddy, 
N. Y., and Englewood, N. J., New Milford, Conn., and Scran- 
ton, Pa., and New York and Poughkeepsie, N. Y., denied for 
want of prosecution. Discontinuance of operations ordered. 

MC 50959, Cincinnati, Newport & Covington Railway. Co. 
common carrier applications. By joint board No. 37, composed 
of D. C. Moore of Kentucky and H. L. Goodbread of Ohio. 
Served Feb. 12. Public convenience and necessity found to re 
quire operation by the Cincinnati, Newport & Covington as a 
common carrier of passengers in interstate commerce between 
Southgate and Newport, Ky., and Cincinnati, O. Certificate 
granted. Applicant found to be not entitled to the exemption 
provided in section 203(b)(8) of the motor carrier act. 

MC 60766, John S. Wright, contract carrier application. 
By joint board No. 59, composed of E. J. Hopple of Ohio, Wil- 
liam E. Best of Pennsylvania, and James P. Tierney of West 
Virginia. Served Feb. 12. Applicant found entitled to continue 
operation as a contract carrier of clay products and accessorial 
articles and material and equipment used in the manufacture 
of clay products, over irregular routes between points in Ohio 
and Pennsylvania, by reason of having been engaged in such 
operations on July 1, 1935, and continuously since that time. 
Permit ordered issued. Continuance of operation by applicant 
as a contract carrier of the same commodities between points in 
West Virginia, on the one hand, and points in Ohio and Penn- 
sylvania, on the other, over irregular routes, found consistent 
with the public interest and policy declared in section 202(a) 
of the motor carrier act. Permit granted. 

MC 78650, Percy D. Hines broker application. By Exam- 
iner W. W. McCaslin. Served Feb. 12. Application for broker's 
license authorizing arrangement for transportation of property 
in interstate commerce dismissed upon motion of applicant to 
withdraw. Applicant ordered to discontinue such operations. 

MC 86208, Joe Virga contract carrier application. By joint 
board No. 11, composed of W. H. Gorman of California and 
Alvin A. Kurtz of Oregon. Served Feb. 12. Application for 
permit as a contract carrier by motor vehicle of specified com- 
modities between points in California and Oregon denied for 
want of prosecution. 


MC F-18, Southern Kansas Stage Lines Co. Acquisition of 
control of Western Transit Co. By Examiner Robert R. Hen 
don. Served Feb. 13. Acquisition by the Southern Kansas 
Stage Lines Co. of control of Western Transit Co. by purchase 
of capital stock, approved and authorized subject to conditions. 
Applicant is a part of group of companies controlled t 
stock ownership by the General Improvement Co., a wholly 
owned subsidiary of the Atchison, Topeka & Santa Fe Railway 
Co. The condition imposed is that subject to the Commissions 
approval such steps will promptly be taken as legally are pos 
sible and necessary: (a) to merge the properties and operating 
rights of Western Transit Co. into the Southern Kansas Stage 
Lines Co.; (b) to dissolve Western Transit Co.; and (¢) 1 
effect acquisition by the Atchison, Topeka & Santa Fe from the 
General Improvement Co. of all interest which the latter owns 
in the Southern Kansas Stage Lines Co. 

MC 224, North Coast Transportation Co. extension of oper@- 
tions. By joint board No. 80, composed of W. D. Lane of 
Washington. Served Feb. 13. Public convenience and necessity 
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found to require extension of operations by applicant, as a 
common carrier of passengers, baggage of passengers, light 
express, mail and newspapers, in interstate commerce, between 
purlington, Wash., and Bellingham, Wash. 

MC 50015, Alvin Peter Fitzer, contract carrier application. 
py joint board No. 26, composed of Charles Munn of Minne- 
gta and F. S. Pickart of South Dakota. Served Feb. 13. Ap- 
lication for a permit to operate as a contract carrier of beer 
between St. Paul, Minn., and Yankton, S. D., denied for want 
of prosecution. 

MC 50062, Conrad A. Anderson, contract carrier applica- 
tion. By joint board No. 27, composed of Noel F. George of 
Ohio and William E. Best of Pennsylvania. Served Feb. 13. 
Operation of applicant as a contract carrier of commodities 
generally in interstate commerce over specific routes from 
Youngstown, O., to points in Pennsylvania and Ohio found con- 
sistent with the public interest and the policy declared in sec- 
tion 202 (a) of the motor carrier act, 1935. Permit granted. 

MC 50206, Kenneth Drake, common carrier application. By 
Examiner D. C. Dillon. Served Feb. 13. Applicant’s opera- 
tions as a carrier of lumber and lumber products, over irregular 
routes, in the vicinity of Hancock, N. Y., and from Hancock to 
Wilkes-Barre, Pa., and intermediate points, found to be those 
of a contract carrier and consistent with the public interest 
and with the policy declared in section 202(a) of the motor car- 
rer act. Permit granted. 

MC 50498, Mo.-Ark Coach Lines, Inc., extension of opera- 
tions. By Examiner P. S. Peyser. Served Feb. 13. Public 
convenience and necessity found not to require operation by 
applicant as a common carrier of passengers between Jones- 
bro, Ark., and Memphis, Tenn., and between Corinth, Miss.., 
and Florence, Ala. Certificate denied, and operation ordered 
discontinued. Applicant found to have failed to establish its 
willingness to conform to the provisions of the motor carrier 
act, as a common carrier of passengers between Memphis and 
Corinth. Certificate denied. 

MC 50576, J. Loren Pendrigh, contract carrier application. 
By Examiner C. I. Kephart. Served Feb. 13. Operation by 
applicant as a contract carrier of paper-mill products and sup- 
plies between Northumberland, N. H., and Gouverneur, N. Y., 
over a specified route found consistent with the public interest 
and the policy declared in section 202(a) of the motor carrier 
act. Permit granted. 

MC 50841, Harley R. Warfield, common carrier application. 
By Examiner D. C. Dillon. Served Feb. 13. Public con- 
venience and necessity found to require continuance of opera- 
tions by applicant as a common carrier of coal from Forest 
City, Pa., to Hancock, N. Y., and of gravel from Susquehanna, 
Pa., to points within a radius of 50 miles of Hancock. Cer- 
tificate granted. In all other respects application denied. 

MC 74791, Lincoln Trails System, Inc., extension of opera- 
tions to Pittsburgh, Pa. By joint board No. 59, composed of 
E. J. Hopple of Ohio, Thomas C. Egan of Pennsylvania, and 
Burr H. Simpson of West Virginia. Served Feb. 13. Public 
convenience and necessity found not to require continuance of 
operation by applicant as a common carrier of passengers, 
baggage of passengers, express, mail, and newspapers between 
Columbus, O., and Pittsburgh, Pa. Certificate denied, and 
operations ordered discontinued. 


MC F-54, K. & L. Transportation Co. purchase of property 
and operating rights of Gamble Motor Express, Inc. By joint 
board No. 64, comprised of Eugene S. Matthews of Florida and 
Jud P. Wilhoit of Georgia. Served Feb. 18. Purchase by K. & L. 
Transportation Co. of property and operating rights of Gamble 
Motor Express, Inc., approved and authorized. 

MC F-42, Great Southern Trucking Co. purchase of property 
end operating rights of National Convoy & Trucking Co. By 
Examiner John S. Higgins. Served Feb. 18. Application of 
Great Southern Trucking Co. to purchase property and operat- 
ing rights of National Convoy & Trucking Co., approved and 
authorized. 

_ MC 70426, William Schumacher, common carrier applica- 
tion. By joint board No. 14, composed of Harry A. Barr of Illi- 
hols, Charles Munn of Minnesota and A. R. McDonald of Wiscon- 
sin. Served Feb. 18. Applicant found entitled to operate as a 
‘common carrier by motor vehicle of commodities generally be- 
tween Chicago, Il]., and Minneapolis, Minn., by reason of having 
een engaged in such operation on June 1, 1935, and continuously 
since that time. Certificate ordered issued. 

_ MC 66840, Texas Fireproof Storage Co., common carrier ap- 
plication. By joint board No. 77 composed of D. Leon Harp of 
Texas, Served Feb. 18. Collection and delivery service by motor 
vehicle for railroads and motor carriers found to be that of a com- 
mon carrier by motor vehicle, as defined in the motor carrier act. 
Applicant found entitled to continue such operation as a common 
carrier of commodities generally, in interstate commerce, over 
tregular routes within the corporate limits of the city of Waco, 
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Tex., and the zone commercially a part thereof. Certificate 
ordered issued. 

MC 66118, William D. Howard, common carrier application 
and extension of operations. By joint board No. 4, composed of 
Gillis Cato of Mississippi and Porter Dunlap of Tennessee. 
Served Feb. 18. Applicant found entitled to continue operation 
as a common carrier of milk, over specified route from Mt. 
Pleasant, Miss., to Memphis, Tenn., by reason of having been en- 
gaged in such operation on June 1, 1935, and continuously since 
that time. Public convenience and necessity found to require 
operation by applicant as a common carrier of commodities 
generally, with exceptions, over specified route, between Mt. 
Pleasant and Slayden, Miss., and Memphis, Tenn. Certificate 
granted. 

MC 59560, Glenn Cartage Co., Inc., contract carrier applica- 
tions, embracing also MC 59560, Glenn Cartage Co., Inc., exten- 
sion of operations. By Examiner Thurston B. Johnston. Served 
Feb. 18. Applicant found entitled to continue operation as a con- 
tract carrier of steel and steel products, over irregular routes, 
between all points in Ohio, New York, Pennsylvania, Michigan, 
and between such points and Ashland, Covington and Bellevue, 
Ky., by reason of having been engaged in such operation on July 
1, 1935, and continuously since that time. Permit ordered issued. 
Application in other respects denied. Application for authority to 
operate as a contract carrier of steel and steel products, over 
irregular routes, between all points in states named and all 
points in Kentucky and West Virginia found to be consistent 
with the public interest and with the policy declared in section 
202 (a) of the motor carrier act. Permit granted. 

MC 50743, William T. Darnell, Jr., common carrier applica- 
tion. By joint board No. 4, composed of Gillis Cato of Mississippi 
and Porter Dunlap of Tennessee. Served Feb. 18. Public con- 
venience and necessity found to require operation by applicant as 
a common carrier of milk, feed, groceries, hardware, coffine, 
and farm implements, over specified route between Wakefield, 
Miss., and nearby points, and Memphis, Tenn. Certificate 
granted. 

MC 50596, Herman Poll, Jr., common carrier application. 
By joint board No. 155, composed of Moie Cook of Indiana and 
D. C. Moore of Kentucky. Served Feb. 18. Public convenience 
and necessity found to require operation by applicant as a com- 
mon motor carrier in interstate commerce, of used household 
goods (uncrated) between points in Kentucky and Indiana, and 
of new household goods (uncrated) from Louisville, Ky., to points 
within a radius of 10 miles therefrom. Certificate granted. 

MC 50518, George T. Needham, common carrier application. 
By joint board No. 61, composed of Charles F. Schaber of Ohio 
and James P. Tierney of West Virginia. Served Feb. 18. Ap- 
plicant found entitled to continue operation as a common carrier 
of commodities generally between Huntington, W. Va., and Gal- 
lipolis, O., over U. S. Highway 52 and Ohio Highway 7, by 
reason of having been engaged in such operation on June 1, 1935, 
and continuously since that time. Certificate ordered issued. 

MC 50518, George T. Needham, extension of operations. By 
joint board No. 117, composed of Noel F. George of Ohio. Served 
Feb. 18. Public convenience and necessity found to require con- 
tinuance of operation by applicant as a common carrier in inter- 
state commerce of commodities generally between Gallipolis, O., 
and Pomeroy, O., over Ohio Highway 7. Certificate granted. 


MC 50428, Louis W. Malloy, common carrier application. 
By joint board No. 64, composed of Eugene S. Matthews of 
Florida and J. J. E. Anderson of Georgia. Served Feb. 18. 
Application for certificate authorizing operation as a common car- 
rier of commodities generally, with exceptions, in interstate 
commerce between points in Florida and Georgia, over ir- 
regular routes, denied for want of prosecution. Operations ordered 
discontinued. 


MC 50334, O. A. Schwartz & Son, contract carrier applica- 
tion. By joint board No. 175, composed of J. G. Hunter of 
California. Harry Holden of Idaho, and H. R. Martin of Nevada. 
Served Feb. 18. Application for a permit as a contract carrier 
of commodities generally, between specified points over desig- 
nated routes in Idaho, California and Nevada, denied for want 
of prosecution. 

MC 50264, Cecile M. Gagnon, contract carrier application. 
By joint board No. 115, composed of Edward Chase of Maine. 
Served Feb. 18. Application for a permit to operate as a con- 
tract carrier of fertilizer in interstate or foreign commerce be- 
tween St. Leonard, N. B., Can., and Van Buren, Me., denied for 
want of prosecution. ’ 

MC 50132, Eugene Calloway, contract carrier application. By 
Examiner A. E. Later. Served Feb. 18. Operation by applicant 
as a contract carrier of canned goods over irregular routes be- 
tween specified points in Indiana and all destinations in Ken- 
tucky, Tennessee, Alabama, Georgia, North Carolina, South Caro- 
lina and Virginia, and from specified origins in Tennessee to cer- 
tain destinations in Indiana, and of pimentos from Macon and 
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Griffin, Ga., and sugar from Savannah, Ga., to Austin, Ind., found 
to be consistent with the public interest and with the policy 
declared in section 202 (a) of the motor carrier act, 1935. Per- 
mit granted. Operation by applicant over irregular routes as a 
contract carrier of canned goods from specified points in Indiana 
to points in the states of Indiana, Ohio, Illinois, Michigan, Mis- 
souri and West Virginia found not to be consistent with the 
public interest and with the policy declared in section 202 (a) 
of the motor carrier act. Permit denied. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11510, Chicago Heights Terminal 
Transfer Railroad Company bonds, granting authority to issue $562,000 
* of first mortgage bonds, series due 1967, to be exchanged at par for 
a like amount of first mortgage 6 per cent gold bonds, series A, out- 
standing, approved. 

Report and order in F. D. No. 11383, Sierra Railroad Company 
acquisition, and F. D. No. 11382, Sierra Railroad Company securities, 
(1) approving and authorizing acquisition and operation by the Sierra 
Railroad Company of the properties of the Sierra Railway Company 
of California under section 5(4) of the interstate commerce act, (2) 
dismissing application for certificate of public convenience and neces- 
sity authorizing acquisition, and (3) granting authority to issue not 
exceeding $708,000 of 40-year sinking fund income bonds, $674,000 of 
4 per cent noncumulative preferred stock, consisting of 6,740 shares 
of par value of $100 a share, and not exceeding $584,000 of common 
stock, consisting of 11,680 shares of the par value of $50 a share in 
furtherance of a reorganization of the Sierra Railway Company of 
California, conditions prescribed, approved. 

Report and order in F. D. No. 11522, Baltimore & Ohio Railroad 
Company bonds, granting authority to issue (1) $2,941,000 of refunding 
and general mortgage 6 per cent bonds, series E, upon the deposit 
with the trustees of that mortgage of $2,941,000 of Pittsburgh, Lake 
Erie & West Virginia system refunding mortgage 4 per cent bonds, all 
or any part of said bonds to be pledged and repledged from time to 
time to and including June 30, 1939, as collateral security (a) for 
any note or notes issued under the provisions of section 20a(9) of the 
interstate commerce act, (b) in substitution for or in equalization 
of existing collateral under existing loans maturing within two years, 
(c) for loans maturing more than two years from date, and (d) for 
loans in respect of which the applicant has assumed obligation and 
liability, as guarantor, under authority of the Commission, or (e) for 
several of these purposes, and (2) $2,941,000 of Pittsburgh, Lake Erie 
& West Virginia system refunding mortgage 4 per cent bonds upon 
the deposit with the trustee of that mortgage of $2,941,000 of Ohio 
River Railroad Company general mortgage 5 per cent bonds or the 
cash equivalent thereof, said bonds to be pledged under the applicant’s 
refunding and general mortgage, approved. 

Report and order in F. D. No. 11513, Tennessee Railroad Company 
bonds, granting authority to issue $860,000 of first-mortgage 15-year 
bonds, series A, to be delivered at par to the holders of applicant’s 
matured first-mortgage 6 per cent 15-year gold bonds and general-mort- 
gage 6 per cent 15-year gold bonds, approved. 

Report and order in F. D. No. 11526, Louisville & Nashville Rail- 
road Company equipment-trust certificates, granting authority to as- 
sume obligation and liability in respect of not exceeding $4,950,000 of 
Louisville & Nashville Railroad equipment trust, series G, 2% per 
cent serial equipment-trust certificates, to be issued by the United 
States Trust Company of New York, as trustee, and sold at 98.53 
per cent of par and accrued dividends to Wood, Struthers & Com- 
pany in connection with the procurement of certain equipment, ap- 
proved. 


FINANCE APPLICATIONS 

Finance No. 11554. Wabash Railway Co. and its receivers ask 
authority to assume obligation or liability in respect of not to exceed 
$400,000 of first mortgage 3% per cent serial notes of the Wabash- 
Hannibal Bridge Co., a subsidiary of the applicant, in connection with 
acquisition by the Wabash-Hannibal Bridge Co. of the property of 
the Hannibal Bridge Co. which owns a bridge across the Mississippi 
River at Hannibal, Mo., for a total purchase price of $500,000. 

Finance No. 11555. Chicago Great Western Railroad Co. and 
trustees ask authority to issue twenty notes, dated April 1, 1937, 
maturing semiannually from October 1, 1937, to April 1, 1947, aggre- 
gating $477,795.27, bearing 5 per cent interest, to the Pullman-Standard 
Car Manufacturing Co. in connection with acquisition of 200 new 70- 
ton hopper cars. 

Finance No. 11465. Amended application by Great Northern Rail- 
way Co., seeking approval of sale of $4,650,000 of 2 per cent equipment 
trust certificates to Evans, Stillman & Co. at 98.597 per cent of the par 
value thereof, plus accrued dividends from March 1, 1937, to date of 
delivery. 

Finance No. 11553. Nashville, Chattanooga & St. Louis Railway 
asks authority to issue and sell at competitive bidding $840,000 of 
2% per cent equipment trust certificates, in connection with acquisi- 
tion of 500 box cars. 

Finance No. 11552. Elgin, Joliet & Eastern Railway Co. asks 
authority to issue and sell, by competitive bidding, $2,250,000 of 2% 
per cent equipment trust certificates in connection with acquisition 
of 6 Diesel electric locomotives, 850 steel gondola cars, and 200 steel 
hopper cars, at an estimated cost of $3,160,000. 

Finance No. 4972. Los Angeles Junction Railway Co. asks modi- 
fication of Commission’s order of Sept. 5, 1935, 207 I. C. C. 555, which 
will permit continuation of lease by applicant of railroad properties of 
the Central Manufacturing District, Inc., on terms and conditions some- 
what different than those approved in said report and order. 

Finance No. 11526. Supplemental application of Louisville & Nash- 


The Traffic World 





Vol. LIX, No. 8 







ville Railroad Co. asking approval of changes in application ang 
trust agreement and lease with respect to issuance of $4,950,009 
2% per cent serial equipment trust certificate, series G. 

Finance No. 11040. Application of E. Stanley Glines, W. 
Peabody and J. Hambleton Ober, constituting the protective commit. 
tee for holders of St. Louis Southwestern Railway Co. first te 
and unifying mortgage bonds for authority to solicit from holders of 
the bonds described proxies or authorizations to represent or act 
such creditors in the proceedings under section 77 of the bankrup 
act now pending in the district court of the United States for the 
eastern judicial district of Missouri, eastern division, entitled “‘in the 
matter of St. Louis Southwestern Railway Co., debtor, in proceed. 
ings for reorganization of a railway, No. 8497,’’ or before the Com. 
mission. 

MC-F 229. Hyatt Spaulding and Herman Gettelfinger, dba, Blye 
& Gray Transporttaion Co., Cincinnati, O., ask authority to purchase 
all rights, certificates, permits and equipment of George E. Shrop- 
shire, dba, Eveready Freight Lines. 

MC-F 230. The Transportation, Inc., Greenville, S. C., asks ay. 
thority to purchase operation of Rufus Frank Nelson, dba, Nelson 
Transfer Co., Coal Creek, Tenn. 

MC-F 231. The Silver Fleet of Memphis, Inc., Memphis, Tenn., 
asks authority to purchase certain properties of J. M. Self, dba, Ala. 
bama-Georgia Freight Lines. 

MC-F 232. Motor Express, Inc., of Little Rock, Ark., asks ay. 
thority to lease and take over the operation of certain lines of Ark. 
ansas Motor Freight Lines, Inc. 


in 
of 


PETITIONS FOR REHEARING, ETC. 

No. 26822, Utah Coal Operators Association vs. A. T. & S. F, et 
al. Northern Wyoming Coal Operators Association, intervener, asks 
for reconsideration of the northwest differential question on the present 
record and for reargument. 

No. 27343, Stevens Brothers vs. Northern Pacific. Complainant 
asks for reconsideration in connection with shipment consisting of 
crushing and screening plant and loading conveyor. 

No. 27412, Fitzgerald Manufacturing Co. vs. N. Y. N. H. & H. et 
al. Complainant asks for reopening and reconsideration by the full 
Commission, on the record as made. 

MC 39372, application of Old Colony Coach Lines, Inc. Applicant 
asks for rehearing. 

No. 27344, Neenah Paper Co. vs. C. & N. W. et al. Complainant 
asks the Commission to reopen this proceeding for reconsideration 
and decision by the full Commission on the record made. 

Il. and S. No. 4173, transit lumber, Pacific coast to eastern destina- 
tions. Respondents ask the Commission to vacate and set aside its order 
of October 12, 1936, reopening this proceeding for further hearing to 
bring the record down to date. 

No. 17149, Holden Paper Co. vs. Erie Railroad Co. Erie Railroad 
Co., in a supplemental petition, asks for a modification of, and va- 
cation of part of, the order of the Commission dated Jan. 22, 1927, 
in so far as said order requires this defendant to maintain and apply 
for the future to the transportation of printing paper in carloads from 
Newburgh and Salisbury Mills, N. Y., to Montclair, N. J., rates which 
shall not exceed 13.5 cents per 100 pounds. 

No. 26090, Fort Wayne Paper Box Co. vs. Wabash et al. Norman 
B. Pitcairn and Frank C. Nicodemus, Jr., receivers of Wabash Rail- 
way Co., ask for authority to reestablish the rates and ratings ap- 
plicable on paper baxes, in carloads, from Fort Wayne, Ind., to De 
troit, Mich., that were in effect prior to the decision and order of 
the Commission of April 7, 1934. 


K. 0. & G. BONDS 


With Commissioner Porter, dissenting, on the ground that 
no persuasive reason was offered for not requiring a sinking 
fund in connection with the issue authorized, the Commission, 
by division 4, in Finance No. 11452, Kansas, Oklahoma & Gulf 
Railway Company bonds, has granted authority to applicant 
to issue not exceeding $422,000 of first mortgage gold bonds 
5 per cent series 1978, to be sold at not less than 102 and 
accrued interest, and the proceeds used to reimburse the 
treasury in part for capital expenditures made therefrom, and 
pending their sale, to pledge and repledge them as collateral 
security for short term notes. The applicant, said the report, did 
not propose to create a sinking fund for the bonds because it 
did not wish to differentiate between the small amount of such 
bonds and those outstanding of the same series, the total 
amount of bonded debt after the issue of the bonds herein 
involved amounting to less than $15,000 a mile, and because 
the market value of the proposed bonds would be impaired by 
having two series, one with a sinking fund and one without. 
The Commission said it was not impressed with the cogency 
of these arguments. However, it said, the applicant a 
that so long as it was the Commission’s policy to require t 
establishment of sinking funds, it would not request authority 
to issue more bonds under this mortgage without providing a 
sinking fund therefor. Under those circumstances, said 
Commission, it would not require that a sinking fund be cre 
ated for the proposed bonds. 


TRUSTEE OF MIDDLEBURGH & SCHOHARIE 
In Finance No. 10747, Middleburgh & Schoharie Railroad, 
ratification by the Commission of appointment of John B. Bing- 
ham, attornel, of Middleburgh, N. Y., as temporary trustee of 
the Middleburgh & Schoharie is asked. 
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SOUTHERN CLASS RATES 


The Commission has instituted No. 27655, southern class 
rates, 1937, on consideration of a petition filed Sept. 25, 1936, by 
the joint conference of southern state commissioners and ship- 
pers and similar petitions filed by regulatory authorities of south- 
ern states, commercial organizations, and shippers praying that 
the Commission institute an investigation of the intraterritorial 
class rates in effect in Southern Territory, and on consideration 
of communications from commercial organizations and shippers 
in Official Territory expressing the view that the interterritorial 
class rates now in effect between Official and Southern territories 
are unjust and unreasonable, and urging that any investigation 
of the southern intraterritorial class rates should be broad enough 
to permit consideration of related interterritorial class rates in 
the same proceeding. 

The investigation will include interstate class rates and the 
charges resulting therefrom now in effect in Southern Territory 
and between Southern Territory and Official Territory, as defined 

the order. 

The Commission defined official territory for the purpose of 
these proceedings “as the same territory as that for which class 
rates Were prescribed in Eastern Class Rate Investigation, 164 
LC. C. 314, and southern territory being defined as bounded on 
the north by the line of the Virginian Railway Company from 
Norfolk, Va., to Roanoke, Va., the line of the Norfolk and Western 
Railway Company between Roanoke and Kenova, W. Va., and the 
Ohio River between Kenova and Cairo, Ill., and on the west by 
the Mississippi River between Cairo and the Gulf of Mexico, in- 
duding, however, westbank Mississippi River gateways in Ar- 
kansas and Louisiana, provided that this definition shall not be 
ynderstood as bringing within the scope of the proceeding such 
class rates subject to official classification as now apply from, 
to, or between points in southern territory as herein defined.” 

The proceeding is to be assigned for hearing at such times 
and places as the Commission may hereafter direct. In a notice 
the Commission said: 


On September 25, 1936, there were filed with the Commission peti- 
tions of the Joint Conference of Southern State Commissioners and 
Shippers, the’ state regulatory commissions of various southern states, 
the Southern Traffic League, the North Carolina Traffic League, the 
South Side Virginia Just Freight Rate Association, and certain other 
commercial organizations and shippers, alleging that the present class 
rates within southern territory are unjust and unreasonable and pray- 
ing that the Commission on its own motion institute an investigation 
into these class rates. 

The Commission decided to grant the request, but having in mind 
the fact that the interterritorial class rates between official and south- 
erm territories were Ciosely related in method of construction to the 
southern intraterritorial class rates and being aware of dissatisfaction 
with the interterritorial rates among a number of shippers, the Com- 
mission on November 20, 1936, issued a public notice inviting com- 
ments on the proposal of an investigation limited to the southern 
intraterritorial rates. A large number of communications in response 
to that notice were received. From these it appears that, although 
there is a difference of opinion as to the desirability of broadening the 
investigation to include the interterritorial rates, a considerable num- 
ber of shippers particularly in official territory consider the present 
interterritorial rates unreasonable and might be adversely affected if 
changes were to be made in the intraterritorial rates without con- 
temporaneous modification of the interterritorial rates. The Commis- 
sion is of the view that such testimony as these shippers may wish to 
present in criticism of the interterritorial rates is highly germane to 
the question of the related intraterritorial rates, and that if it should 
be found that changes should be made in the latter rates it would be 
impossible to do complete justice without requiring a readjustment 
of the interterritorial rates at the same time. Accordingly the investi- 
gation has been framed to include the interterritorial rates. Although 
this will necessarily result in a larger record than would propably be 
Involved in an investigation limited to the intraterritorial rates, it 
will obviate the possible necessity of a subsequent separate investiga- 
tion of the interterritorial rates and thereby time will probably be 
saved in the long run. 

In assigning this proceeding for hearing every effort will be made 
to serve the convenience of interested parties in both official and 
southern territories. It is probable that the opening hearing will be 
held in the latter territory, and that such hearing will be limited to 
evidence concerning intraterritorial rates. 


FLOOD REDUCED RATES 


By amendment No. 1 to flood order No. 1, the Commission, 
by Commissioner Aitchison, has granted applications of Agents 
J.R. Peel and Roy Pope, for carriers operating the flood threat- 
ened territory described in flood order No. 1 of Jan. 28, request- 
ing an amendment so as to authorize the establishment of addi- 
tional reduced charges for the transportation of various com- 
modities from points on their respective lines in Arkansas, 
Kentucky, Louisiana, Mississippi, Missouri and Tennessee in 
the flood threatened area to points outside of that area. The 
Commission said the carriers had expressed their desire to 
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publish reduced charges to the extent authorized by the pro- 
visions set forth in the following amendment to order No. 1: 


It is ordered, That Flood Order No. 1 of January 28, 1937, be, and 
the same is hereby amended so as to make the rule therein quoted 
subject to Rule 24 of the applicable Classification and to include the 
following rule: 

‘“‘Where commodities in carloads are subject to minimum weights 
and the quantities specified in the minimum weights cannot be loaded 
in car available because of its size, shipments of such commodities may 
be loaded in any car available and freight charges computed on basis 
of the carload rates (regardless of minimum weights specified in other 
tariffs) at actual weight, provided the car is loaded to full visible ca- 
pacity. If cars are not loaded to full visible capacity the shipments will 
be subject to the minimum weight applicable on the car used. Shippers 
are urged to load all cars to full visible capacity.’’ 

It is further ordered; that such reduced charges be, and they are, 
authorized, and that the authority granted herein shall expire with 
February 28, 1937. 


The order was dated Feb. 2, but was not made public by 
the Commission until Feb. 13. 

The Commission, by Commissioner Aitchison, in amendment 
No. 2 to flood order No. 1, dated Feb. 13, on consideration of 
applications of Agent J. R. Peel and Alternate Agent F. D. 
Miller, for and on behalf of carriers operating in the flood 
threatened territories described in order No. 1, has further 
amended that order so as to authorize establishment of addi- 
tional reduced charges for the transportation of various com- 
modities from points on their respective lines in Arkansas, 
Kentucky, Louisiana, Mississippi, Missouri and Tennessee for 
the purpose of evacuating threatened areas. The new order 
provides: 


It is ordered, that flood order No. 1 of January 28, 1937, and as 
amended, be, and the same is hereby further amended so as to 
eliminate reference to rule 24 of the applicable classification as gov- 
erning the rules authorized in flood order No. 1 and amendment No. 
1 thereto, and to include, in lieu thereof, the following additional 
rule for account of carriers operating from stations in the counties 
and parishes of Arkansas, Missouri, and Louisiana, west of the Mis- 
sissippi River as described in flood order No. 1, also for account of 
the Chicago, Rock Island and Pacific Railway Company, Missouri 
Pacific Railroad Company, the St. Louis-San Francisco Railway and 
St. Louis Southwestern Railway Company on traffic from Memphis, 
Tenn.: 

‘‘Where the quantity tendered as a single shipment is in excess 
of the quantity that can be loaded in or on one car, two or more cars 
may be used provided all cars, except the last in the series, are loaded 
to their full visible capacity.”’ 

And the following additional rule for account of carriers operating 
from stations in the counties and parishes of Kentucky, Mississippi, 
Tennessee and Louisiana, east of the Mississippi River as described 
in flood order No. 1: 

‘*(c) Where shipments of cotton, handled under the terms of 
paragraphs (a) or (b) above, are loaded in more than one car, the 
following shall apply: 

‘“‘The shipment must be made from one station by one shipper on 
one day on one shipping order or one bill of lading to one consignee 
and destination. 

“All cars save one, must be loaded to full visible capacity and 
freight charges on each car so loaded shall be computed at actual 
weight and at the carload rate applicable. Freight charges on the 
remaining car shall be computed at the actual weight and at the car- 
load rate applicable.’’ 

It is further ordered, that such reduced charges be, and they 
hereby are, authorized, and that the authority granted herein shall 
expire with February 28, 1937. 





THE FLOODS AND RAILROADS 


(By J. J. Pelley, President Association of American Railroads) 


The greatest mobilization of transportation for rescue 
and relief work ever known was carried out by the railroads 
of the United States, in helping to meet the emergency created 
by the recent unprecedented floods along the Ohio and Missis- 
sippi Rivers. 

Approximately 200,000 refugees were carried to places of 
safety on rescue trains. Hundreds of special trains were rushed 
into the flooded area loaded with relief workers and supplies 
of all kinds—drinking water, food, fuel, boats, tents, bedding, 
clothing and medicines among them. Thousands of freight and 
passenger cars were mobilized in the vicinity of threatened 
areas to meet anticipated emergencies and to house refugees 
and workers at critical points. 

The vital part played by the railroads in the great national 
effort to aid the flood regions is shown in reports just received 

rom the various rail lines by the Association of American 
Railroads. 

From practically the entire length of the Atlantic Coast to 
well into the heart of the Middle West and Southwest, the rail- 
roads were mobilized into one gigantic relief organization. 
That there was not greater loss of life and more intense suf- 
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fering from the effects of the floods can be attributed in no 
small degree to the prompt movement by the railroads of the 
refugees from the stricken areas and the dispatch with which 
the rail carriers transported relief supplies into the flood zones. 


The exact number of refugees evacated by the railroads 
will never be known, since no effort was made to collect tickets. 
Refugees were taken not only to the immediate safety of nearby 
high ground but many trainloads were carried on to cities and 
towns throughout a wide area on both sides of the Ohio and 
Mississippi Rivers, where problems of food and shelter were 
less acute than in the immediate vicinity of the flood. As con- 
ditions permit, they are being returned to their homes. 


Lounge cars in numerous instances were stripped of their 
furnishings and fitted up as hospital cars for the movement of 
sick. In one instance an entire hospital staff, together with 
patients—many of them in critical condition—were transferred 
from a hospital in the danger zone to another removed from 
the flood area. 


Special passenger and freight trains carrying lifeboats 
and members of the Coast Guard stationed at many points along 
the Atlantic Coast from Maine to Florida, and on the Great 
Lakes, moved on fast special schedules into the stricken area. 

Seamen, policemen, United States Army Engineers, 
soldiers, Navy Yard employes, Red Cross officials, physicians 
and other relief workers rushed in special trains to the fiood- 
besieged cities and communities from scores of cities through- 
out the East, South and West. On one special train were nearly 
200 volunteer seamen from New York, who were sent to Louis- 
ville, Kentucky, to engage in relief work. Two contingents of 
officers and men with boats, radio and general equipment were 
sent from the Philadelphia Navy Yard to Memphis, while a 
complete United States field hospital with ambulances and full 
equipment was forwarded from Carlisle, Pennsylvania, to Louis- 
ville, Kentucky. Fire engines and firemen from Philadelphia, 
Harrisburg, Altoona, Erie, Pittsburgh, Chicago, and many other 
cities were also sent on special trains to Louisville and other 
points. 

At the same time there were dispatched into the flood areas 
trains carrying free of charge all supplies shipped by the Amer- 
ican Red Cross and consigned to that organization for sufferers 
in the flood zone. These supplies included not only medicines, 
but milk, food, clothing, blankets, tents, cooking utensils, bed- 
ding, batteries, boots and shoes, and other supplies needed by 
the flood sufferers. 


Because water in the flood zone had been contaminated, 
great quantities of pure water were shipped by rail into Cin- 
cinnati, Louisville, Evansville and other cities along the Ohio 
River. Trains of tank cars, which had been sterilized and loaded 
with drinking water, were sent from Chicago, Indianapolis and 
other cities. Nearly every train, passenger and freight, which 
moved into the flood area from nearby cities included one or 
more tank cars filled with drinking water. In order to have 
available an adequate supply of tank cars to be used for this 
purpose, a special train of 50 empty tank cars was given pre- 
ferred movement from Philadelphia to Indianapolis. Locomo- 
tive tenders, after being sterilized, also were used in order to 
supply drinking water to flood victims in many localities. 

“Clarksville has many things to thank you and your rail- 
road for,” said the Chairman of the Red Cross at Clarksville, 
Tennessee, in a letter to H. W. Stanley, President of the Ten- 
nessee Central Railway Company. “What we would have done 
without the water each day I do not know. It is practically 
furnishing the city in drinking water. The supply of eatables 
(lard, sugar and canned goods) and shoes, which you sent us 
yesterday will help to fill many orders for families who were 
driven from their homes by the high water.” 


Many stories showing the resourceful devotion and even 
heroism on the part of railroad employes have been received. 
With the regular terminals under water, for the most part, 
railroad employes in many localities set up emergency arrange- 
ments for the delivery of supplies as near the rising waters as 
trains could be operated. Rescue and relief trains moved, in 
many instances, through water that threatened to extinguish 
the fires of the locomotives. In Louisville, for example, as the 
floods crept up, shuttle trains evacuated more than 50,000 per- 
sons to points of safety in nearby Kentucky, while other trains 
carried refugees across the Ohio to places of safety in Indiana. 
Still other trains operated from Jeffersonville and New Albany, 
Indiana, until the terminals at those points went under water. 
Operations then continued from higher ground further back 
from the river. Altogether, more than 100,000 persons were 
carried out of Louisville and vicinity alone by these rescue 
trains, operating under conditions of the gravest difficulty. This 
was typical of the work of rescue at Portsmouth, Maysville, 
Lawrenceburg, Evansville, Paducah and other Ohio River cities. 

When the flood put the city light plant at Louisville out of 
commission, an urgent request was sent to the authorities at 


The Traffic World 


Vol. LIX, No, 8 


Lexington, Kentucky, to send a 45-ton transformer so that ]j t 
and power could be provided in the eastern portion of the 
which was not inundated. Because of flood conditions, the 
had to be moved through a junction at Shelbyville, Kenty 
where there was no physical connection between the two lings 
handling this heavy emergency shipment. Crews of railroag 
track workers cut the tracks of both lines, swung them aroung 
almost at right angles, quickly made the necessary connect 
and so made it possible to supply light and power to hospitals 
and others in a portion of the city not inundated. 

To house the refugees, Pullman cars, day coaches, ang 
box cars were turned over to the use of the flood refugees ang 
workers until other quarters could be obtained. From dinj 
cars the railroads also furnished food to thousands of floog 
sufferers and workers. The steward of one dining car, which 
was caught in the flood zone at Louisville, reported that he feg 
an average of nearly one thousand persons daily during the 
flood. One day the number reached nearly 1,700. 

Although the Louisville & Nashville Railroad’s generaj 
office building in Louisville was surrounded by water and was 
without heat, and part of the time without lights, six girl tele 
phone operators remained continuously on duty for nearly five 
days to handle the four trunk lines which remained in opera- 
tion. One line was kept open exclusively to the Mayor’s Relief 
Committee, over which requests were transmitted for contact 
with points on the railroad’s own telephone system which the 
committee could not reach over the regular commercial tele. 
phone lines. More than one thousand contacts of this kind 
were made. 

In order to strengthen the levees at Cairo, Illinois, carloads 
of sand bags and 200 cars of loose dirt were delivered to threat- 
ened points. 

Many towns and cities either in or adjacent to the flood 
zone suffered from shortage of coal with which to operate heat- 
ing and power plants. The railroads in numerous instances 
diverted coal to them to enable them to continue to furnish 
light and heat. In Cincinnati, a railroad locomotive was used 
at the request of the United States Post Office Department to 
supply heat for the mail room in the Union Station. Similar 
uses of locomotives were made at other points either to supply 
heat or steam, or to get plants into operation as the waters 
receded. 

With the passing of the crest at Cincinnati and Louisville 
and other Ohio River cities, fears were felt for the possible safety 
of inhabitants of cities and towns along the lower Mississippi 
River. In order to make available adequate rail transportation 
facilities if there should be need for a general evacuation of 
the territory along that river, the Car Service Division of the 
Association of American Railroads, which, all during the flood, 
kept constantly in touch not only with the individual railroads 
but with the War Department and the American Red Cross, 
ordered all empty box cars that could be spared be sent at once 
into the South. As a result, nearly 700 empty cars were rushed 
in solid trains through Washington, D. C., from North Atlantic 
cities into the South to augment the supply already available 
there. Similar action was also taken by the railroads in the 
Southeast, which moved more than a thousand empty cars 
from points on the Atlantic Coast to threatened areas, and by 
the railroads west of the Mississippi River. Fortunately the 
anticipated emergency along the lower Mississippi did not 
develop, but had it done so the railroads were ready not only 
to evacuate the inhabitants but also the live stock, cotton, and 
other possessions. 

With every gateway across the Ohio below Pittsburgh 
closed by flood, the railroads handled the regular commerce 
between north and south with a minimum of interruption by a 
system of rerouting freight and passengers through the open 
gateways of Memphis, Pittsburgh, Washington, and Hagers- 
town, Md. In this work, as well as in the marshaling of extra 
coal cars to enable mines outside the flooded areas to remain 
in operation, the Car Service Division of the Association of 
American Railroads cooperated. 


Ss. & A. REORGANIZATION 
In a notice of hearing in Finance No. 11336, Savannah & At- 
lanta Railway reorganization, scheduled for March 11 at Wash- 
ington, before Examiners R. T. Boyden and C. A. Bernhard, 
Secretary McGinty says: 


At the hearing evidence will be received in support of, and in 
opposition to, the plan of reorganization filed by Piedmont Associates, 
Inc., with the court and with the Commission in this proceeding, which 
plan has also been adopted by the Savannah and Atlanta Railway, 
debtor, and any other plans which may be properly presented. Plans 
of reorganization may be filed at any time before or upon cause shown 
during the hearing, by the trustees of the debtor, or by or on behalf 
of creditors being not less than 10 per cent in amount of any class 
of creditors, or on behalf of stockholders being not less than 10 per 
cent in amount of any such class, or with the consent of the Com- 
mission by any party in interest. 
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C. & E. I. REORGANIZATION 


An amended plan of reorganization filed by the Chicago & 
Eastern Illinois Railway Company, debtor, in Finance No. 9952, 
has been made public by the Commission. 

Under the plan $566,000 of 5 per cent equipment trust 
certificates, series A and B, will be assumed by the reorganized 
company without change. It was stated that the principal 
amount of 5 per cent equipment trust certificates had been re- 
duced by a payment of $60,000 on Feb. 1, 1937, on series A. 
Similar treatment will be accorded $1,080,000 of 3% per cent 
equipment trust certificates. There will be paid in cash $201,- 
900 of 4 per cent trustee’s certificates. There will be assumed 
without change $142,000 of 5 per cent Evansville Belt bonds. 
A note stated that the holders of these bonds may at their 
option receive cash payment at par plus accrued interest. 
There will be paid in cash $2,736,000 of 6 per cent first con- 
sglidated bonds and interest of $246,240 from Oct. 1, 1934, to 
Dec. 31, 1936, at 4 per cent. A note states that additional in- 
terest from Jan. 1, 1937, to date of payment at 4 per cent will 
be paid in cash. A debt of $1,745,449.77 to the Railroad Credit 
Corporation will be paid in cash. A note stated that this 
figure was as of Dec. 31, 1936, and would be reduced by dis- 
tributions of capital by the RCC subsequent to that date, and 
that interest at the existing contract rate would be paid in 
cash to date of payment. As to the debtor’s debt of $5,760,- 
967.82, principal, and $270,092.36 interest due Jan. 1, 1936, to 
the RFC, it was stated that $960.18 would be paid in cash and 
$6,030,000 in prior lien 4 per cent bonds series A. A note stated 
that additional prior lien 4 per cent bonds would be issued to 
the RFC to the extent of amount advanced to refund the 
Evansville Belt mortgage bonds, the first consolidated mortgage 
bonds, and the 4 per cent trustee’s certificates and the RCC 
debt. As to $30,709,036 of 5 per cent general mortgage bonds, 
$36 will be paid in cash, $15,354,500 in 5 per cent income bonds, 
383,862 shares of 5 per cent preferred stock, par value $40 
ashare, and 53,740% shares of common stock. For $22,046,100 
of old preferred stock, par value $100, there will be issued 
220,461 shares of common stock. For old common stock, par 
value $100 in the amount of $23,845,300 there will be issued 
19,4844, shares of common stock. 

Under the capital structure of the new company fixed in- 
terest charges will total $508,021.66 and contingent charges, 
$767,725. A contingent sinking fund of $150,000 is provided. 


SUSPENDED TARIFFS 


In I. and S. No. M-75, the Commission has suspended from 
February 15 until May 16 schedules in supplement No. 2 to 
tariff MF I. C. C. No. 3 of Apex Express, Inc. The suspended 
schedules propose to establish reduced minimum weights and 
rates resulting in reductions and changes on various commodi- 
ties between Philadelphia, Pa., and Washington, D. C. The 
folloging is illustrative: 





Coffee between Philadelphia, Pa., and Washington, D. C., present 
rate (minimum weight 15,000 pounds), 30; proposed rate (minimum 
weight 10,000 pounds), 25. 


In I. and S. No. M-76, the Commission has suspended from 
February 15 until May 16 schedules in tariff MF I. C. C. No. 3 
of Stanley L. Hastings, doing business as Stanley L. Hastings, 
and tariff MF I. C. C. No. 3 of Darcy O. Bennett, doing business 
as Salisbury Transfer Co. The suspended schedules propose 
lo establish rates resulting in reductions and changes on vari- 
os commodities between points in eastern and southern ter- 

ory. 

In I. and S. No. 4306, the Commission has suspended from 
February 15 until September 15 schedules in B. T. Jones’ I. C. 
C. No. 2963, and supplement No. 1 thereto. The suspended 
schedules propose to establish reduced commodity rates on 
sewer pipe and related articles, in carloads, from certain origins 
in Ohio and Indiana to destinations in southern territory, on 
basis of 17% per cent of Docket 13494 K-2 scale first class 
rates, subject to the application of 25 per cent of the Docket 
15879 Appendix E first class rates, where higher. The follow- 
ing is illustrative, rates in cents a 100 pounds: 


From Uhrichsville, O., to Birmingham, Ala., present rate 47, pro- 


posed rate 34; from Uhrichsville, O., to Chattanooga, Tenn., present 
rate 41, proposed rate 30. 


In I. and S. No. M-77 the Commission has suspended from 
Feb. 15 until May 16 schedules in tariff MF I. C. C. No. 2 of Con- 
solidated Freight Lines and tariff MF I. C. C. No. 2 of The Hartell 
Truck Lines, Inc. The suspended schedules proposed to estab- 
lish rates and ratings resulting in reductions and changes on 
various commodities between points in Colorado and Wyoming 
on the one hand, and points in Montana, on the other. 

In I. and S. No. 4307, the Commission has suspended from 
Feb. 16 until Sept. 16 schedules in supplements Nos. 15 and 16 
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to the Chicago, Rock Island & Pacific I. C. C. No. C-12579. The 
suspended schedules propose to cancel present westbound joint 
through rates on grain and grain products, in carloads, from 
points on the Chicago & Eastern Illinois in Illinois and Indiana 
to destinations on the Chicago, Rock Island & Pacific in Mis- 
souri, via St. Louis, Mo., which would result in the application 
of higher combination rates. 

The Commission, by division 5, has further suspended until 
May 19, schedules involved in I. and S. No. M-43, commodity 
rates of Samuel Davis, and I. and S. No. M-45, rates of Hall 
Motor Freight. These schedules were previously suspended 
until Feb. 18. 

In I. and S. M-78 the Commission has suspended from 
February 19 until May 20 schedules in supplement to W. L. 
Meyers’ MF I. C. C. 95 and supplement No. 11 to James H. 
Noble’s MF I. C. C. 7. The suspended schedules propose to 
establish rates and ratings resulting in increases, reductions, 
and other changes in class and commodity rates, from, to and 
between points in central states. 


GRAPEFRUIT RATE CUT DENIED 


The railroads have declined to make emergency reductions 
in rates on grapefruit from Florida asked by Florida interests 
as a means of stimulating the movement of the surplus grape- 
fruit crop, according to an announcement made by the Asso- 
ciation of American Railroads in Washington, Feb. 13, follow- 
ing a joint meeting of the members of the traffic executive com- 
mittees of the eastern, western and southern territories at Chi- 
cago the preceding day. 

It was stated that, at the Chicago meeting, there was con- 
sidered the application received from Florida grapefruit pro- 
ducers and marketers for a temporary emergency reduction in 
the rates on grapefruit to a basis of 50 per cent of the maximum 
reasonable rates which the Commission required to be estab- 
lished in its order in No. 16939, 144 I. C. C. 603. There was 
made available to the traffic officers of all railroads in the 
three districts, it was stated, a complete verbatim record of 
the meeting held in Washington, Feb. 9, at which the delega- 
tion representing the Florida interests formally presented their 
application and arguments in support thereof. 

“The discussion indicated,” said the association announce- 
ment, “that the carriers generally were very sympathetic to the 
unfortunate conditions with which the Florida producers of 
grapefruit are at present confronted. It was finally concluded 
unanimously as to territories and unanimously as to individual 
railroad companies, that it would be impracticable to make the 
reduction sought. The reasons for this denial are as follows: 





1. There are at present in effect on grapefruit from Florida to 
the Ohio and Mississippi Rivers and to all of Official Classification Ter- 
ritory, embracing the largest and most important consuming area, rates 
which are far below the reasonable maximum basis required by the 
Commission after a full and complete hearing on this adjustment. Into 
this territory, with the exception of the special adjustment at North 
Atlantic ports, the rates are uniformly 20 cents per hundred pounds 
below the reasonable basis required by the Interstate Commerce Com- 
mission, and carriers are therefore earning, into that large territory, 
$72 per car less than the Commission found would be reasonable. To 
the North Atlantic Ports the existing rates are the following amounts 
below the normal reasonable basis required by the Interstate Com- 
merce Commission: 


From 
Lake Wales Orlando 
To (Cents per 100 Ibs.) 
OT OR eee Oe ee eee ry 25.7 26. 
ee ee ee a ee 34.5 
BNE SU o.c v o:bo wine caw baw oink ales n ele Re eee eee 39.5 39.5 
a Nd Ge Waa aclabw aretacw erate dal pooun a ace ae 38.5 37.5 


which represents a reduction per car below the reasonable normal basis 
per car of the following amounts: 


Lake Wales Orlando 
ND On Dron a Gana bicla Geach wis Oak 5 eee $ 92.52 $ 93.60 
EIN. ig cone ceereee Gack pain ba hag MaReN Eee 127.80 124.20 
Ns bo od BAC b a Sinind ary ait acme ae ee 142.20 142.20 
PEO LL LEE ELITE PEN IE 138.60 135.00 


The effect of the reductions that have been made, therefore, rep- 
resent a total revenue from this traffic much less than would have 
accrued under the rates prescribed by the Commission. This demon- 
strates that the railroads have liberally endeavored to foster and 
develop this traffic. 

2. The reductions requested will result in the following: 

From Lake Wales, Fla., to 


Short Line Rate Per Car Per Car 
Mileages Proposed Revenue Loaded Mile 

i Ae a a Ae 1156 52c $187.20 16.2c 
NS EIST LTE SCPEE 1226 54¢ 194.40 15.9¢ 
ee ener ae eae 1221 5546ec 199.80 16.4¢ 
I é6 ic bin wee eB = os 1221 55¢ 198.00 16.2¢ 
From Orlando, Fla., to 
Maw: Wott: Ne Se «oc is Gee 1120 52¢ 187.20 16.7¢ 
Donk S53. 5s kerio. 1161 53e 190.80 16.4c 
er re eee 1202 544ec 196.20 16.3¢ 
CN oc Sind s CinGoaees 1193 54%4c 196.20 16.4c 
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The per car mile revenue as illustrated above is understated to a 
very considerable extent in so far as the actual movement of this traffic 
is concerned, because in many instances and especially where recon- 
signments are required the mileages used are much greater than that 
of the short line, not only because of the use of routes of greater 
mileage, but as a result of longer hauls account of reconsignments en- 
route. 


Further, these earnings are not representative of the real service 
performed because they are figured only upon the movement of the 
loaded car via the shortest possible route to the destinations indicated, 
and do not reflect the return empty movement to the loading territory. 


3. Further, the carriers’ revenues do not justify the reductions 
proposed in the existing rates on this commodity for the following 
reasons: 


(a) Many of the railroads in the United States are either in bank- 
ruptcy or receivership. Many other railroads are just barely meeting 
their fixed charges and the resulting condition caused by this situation 
in the railroad industry will not warrant the proposed reductions 
from the rates maintained on this traffic which by voluntary action 
of the carriers are now substantially below the reasonable maximum 
rates prescribed by the Commission. 


(b) Due to the failure to secure an authorization for a con- 
tinuance of the emergency charges, the earnings of the Class I car- 
riers are by that fact decreased to the extent of $10,000,000 per month. 
Such a serious reduction in freight revenues having taken effect be- 
ginning with January 1, 1937, obviously precludes any such additional 
impairment of earnings as this proposal would produce. 


4. Many of the carriers have been and at present are confronted 
with emergencies due to flood conditions, which have necessarily in- 
volved them in tremendous and unusual expenditures in the rehabili- 
tation of their properties. The effect of the floods last spring and of 
very recent date have involved expenditures amounting to many mil- 
lions of dollars to the railroads involved in the affected territories, 
which railroads are very important units in the handling of this 
traffic, and in addition to these expenditures they have contributed, 
in an effort to save and sustain human life, free services which in 
the aggregate represent a very large sum of money in addition to the 
direct losses that they have sustained to their property. 


New Rate Philosophy 


5. This proposal presents a new philosophy in rate treatment in 
that it involves a reduction in rates predicated on the single fact 
that there exists this season the largest grapefruit production in his- 
tory, with the result that the market under the law of supply and 
demand has reached a point where the product cannot be profitably 
marketed. 

Rates on agricultural products of all types, as well as rates on 
all other commodities, do not ftuctuate responsive to changes in market 
prices. The history of marketing of any product clearly indicates that 
the particular time of sale largely governs the margin of profit. It 
is well known that the highest prices, particularly on perishables, are 
obtained in the earliest period of their production and that with the 
increasing later production, almost invariably, the margin of profit 
declines. It is well known that there is a fluctuating price at each 
market and that this fluctuation at times amounts to more than the 
entire transportation charge. If the principle advanced here were to 
be followed to an ultimate conclusion, it would mean that the trans- 
portation charge should vary on each day and differently at different 
markets, depending upon the actual marketing conditions that may 
then exist. 


To adjust freight rates based upon crop and market conditions 
would develop a lack of stability to the rate structure which it is 
believed would be most disadvantageous to industry. It could not be 
confined to the localities or sections in which the difficulty arose with- 
out throwing out of alignment relationships generally, and would un- 
questionably, therefore, result in a general readjustment which we 
believe would not be advantageous to the producers, the public or the 
railroads. 


6. It is inconceivable that a reduction could be confined to grape- 
fruit even though such action might be satisfactroy to the producers 
in Florida and Texas. The larger production in California consisst of 
oranges. Oranges and grapefruit have heretofore taken the same rates. 
The two commodities are highly competitive and anyone conversant 
with the situation knows that there would be demanded the same 
reduction in cents per hundred pounds on oranges as might be made 
on grapefruit. 

7. The charts introduced by Mr. Royston, Agricultural Statistician 
of the United States Department of Agriculture, graphically portray 
the tremendous increase in shipping from Florida by vessel, which 
has been one of the largest contributing factors in the receipt by the 
grower of unsatisfactory prices for Florida citrus. It stands to reason 
that dumping cargo lots of citrus at North Atlantic markets can only 
result in a glutting of such markets, with a resultant depressing in- 
fluence upon the price, and that this price situation at these port 
markets inevitably creates a lesser price at the interior markets than 
otherwise would exist. This tendency is reflected by the market 
prices even prior to this season with its unusually large production. 
It is true that many of the Florida producers who attended the meet- 
ing in Washington February 9 stated that they were using the rails 
in some instances exclusively and in others on a large proportion of 
their business, but the fact remains that the charts exhibited clearly 
demonstrate the tremendous increase in movements by boat. These 
situations were not created by the railroads, and in connection with 
them, it is quite apparent the remedy is in the control of the pro- 
ducers and their various associations. 

The statistics presented by the representatives of the Agricul- 
tural Department with respect to the new trees planted and the in- 
creasing production of the orchards because the trees are reaching 
greater yield, caused him to make the prediction that the average 
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production for the next five years, allowing for favorable anq un- 
favorable conditions, would be 30,000,000 boxes as compared with 

estimated production for the current season of 28,000,000 boxes. This 
would indicate that instead of the present situation representing ap 
emergency it will be a normal condition. The difficulty appears to 
be that there has been a constantly increased production without pro- 
viding for a consuming market capable of absorbing the increase. 

8. During the hearing held in Washington on February 9 a State. 
ment was made that should the Florida grapefruit crop be placed on 
the market it would bring no return whatsoever to the growers, It 
was later stated that the carriers should provide a substantial reduc. 
tion in rates or otherwise the producers would not be able to plage 
the existing crop on the market, with the result that a great deal 
of tonnage would be lost to the carriers and the grapefruit would be 
left on the ground in Florida. It would seem that if placing the 
entire crop on the market would produce no return to the grower under 
existing freight rates, that the same would be true even though the 
present rates were reduced, because experience proves the truth of that 
principle of economic law which holds that in a buyers’ market a re 
duction in transportation charges is inevitably absorbed by the buyer, 


OYSTERS TO CHICAGO 


Testifying in Docket 27615, Booth Fisheries Corporation ys, 
Chesapeake and Ohio, at the hearing before Examiner Frank ¢ 
Weems at Chicago February 15, Herbert H. Behrel, traffic man- 
ager for the complaining company, said the charges on 14 car. 
loads of shucked oysters shipped from Hampton, Va., to Chicago 
in 1936 was unreasonable for two reasons—first, because it was 
assessed on the actual scale weights of the shipments and, second, 
because it was assessed at the rate of $1.51 a hundred pounds 
instead of $1.34. On the first point he said that, though the tariff 
under which the shipments were made specified an estimated 
weight of 12 pounds a gallon on shucked oysters where the actual 
scale weight was not obtained, it was the general custom of the 
railroads to disregard the excepting clause. He cited tariffs of 
other railroads, some of which carried the phrase about actual 
scale weights and some of which did not, but insisted that in all 
cases the rates were figured on the basis of 12 cents a gallon. It 
was on the basis of that rate that the Booth corporation paid for 
the shipments and the railroad was making attempts, in court pro- 
ceedings, to collect a difference of $1,055 between the charges 
as paid and as assessed on actual weights averaging 16 pounds 
a gallon. 

The witness also alleged that the $1.51 rate was unreasonable 
and prejudicial against his company because a rate of $1.34 was 
in effect to Chicago from other eastern shore oyster points at 
the time the shipments were made. Subsequently, he added, the 
Hampton rate was reduced to that figure and later a temporary 
truck-compelled rate of $1.06 put in. He asked the Commission 
to find applicable the $1.34 rate on the 12 pounds a gallon basis, 
in which case the railroad would owe his company something 
instead of his company owing the railroad over $1,000. Regard- 
less of the question of weights applied, however, he said, the Com- 
mission ought to find the $1.51 rate unreasonable to the extent it 
exceeded $1.31. In that case, he said, his company would still 
owe the railroad something over $300. 

There was no defending testimony. Frank Greenberg, at- 
torney, waived brief and proposed report on behalf of the com- 
plainant. 


KANSAS CITY TERMINAL CASE 


Justice Luhring, of the federal court for the District of Co 
lumbia, in law No. 87607, The United States of America ex rel. 
the Kansas City Southern Ry. Co., relator, vs. Interstate Com- 
merce Commission, has overruled a demurrer of relator to an- 
swers of the Commission and interveners, the latter being the 
so-called large users of the Kansas City terminal facilities in- 
volved. This litigation represents an effort to have the Commis- 
sion take jurisdiction of a complaint of the Kansas City Southern 
which the Commission dismissed for want of jurisdiction Nov. 11, 
1935 (211 I. C. C. 291). The Kansas City Southern sought an order 


directing the Kansas City Terminal Railway Co. to cease and 


desist requiring payment from it and the small users of the ter- 
minal under an operating agreement of interest and taxes im 
excess of or less than those found by the Commission to be just 
and reasonable. In the instant court proceeding it sought a writ 
of mandamus to compel the Commission to take jurisdiction of 
the complaint. 





c.S.S.& L. V. ABANDONMENT 


Examiner J. S. Prichard, in Finance No. 11369, Concho, San 
Saba & Llano Valley Railroad Co. et al. abandonment, has recom- 
mended that division 4 of the Commission permit abandonment 
by the Concho, San Saba & Llano Valley of a line of railroad 
extending from Miles to Paint Rock, Tex., 16.74 miles, and per 
mit the Gulf, Colorado & Santa Fe to abandon operation thereof. 
Proposed abandonment was protested. The examiner said 
there was much evidence that the use of motor vehicles a8 4 
means of transportation in preference to the railroad was gen 
throughout the territory served by the branch. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 
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DELAY IN TRANSPORTATION OR DELIVERY 


(Court of Civil Appeals of Texas. Austin.)—Relation of car- 
ser became that of warehouseman under statute on rejection by 
msignee at destination in Arizona of shipment of cedar posts 
riginating in Texas (Rev. Code Ariz. 1928, sec. 653; Rev. St. Tex. 
9, art. 887). (Reed vs. Southern Pac. Co., 99 S. W. Rep. (2d) 
1026.) 

Shipper would be liable to carrier for reasonable charges for 
ymurrage or storage of freight rejected by consignee after 
eight had reached its destination, until freight could be dis- 
gsed of, either under instructions from shipper or in manner 
gescribed by laws of state of destination.—Ibid. 

Fact that carrier did not sell freight rejected by consignee 
i, Arizona in manner provided by statute relating to sale of un- 
jaimed freight by carriers in force at destination was immaterial 
ndetermining authority of carrier for making sale, where shipper 
iad authorized sale (Rev. Code Ariz. 1928, sec. 653) .—Ibid. 

Carrier, on rejection of freight by consignee in Arizona, was 
wt relieved of duty of giving notice and making sale in such 
manner and in such place as would reasonably assure shipment 
winging its fair market value by authorization of shipper to sell 
ysts without specifying time, place, or manner of making sale 
Rev. Code Ariz. 1928, sec. 653) .—Ibid. 

Generally, testimony as to market value at a time too remote 
fom date in question to be of any probative value should be 
axcluded.—Ibid. 

In determining whether testimony to market value con- 
ems time too remote from date in question to be of any proba- 
ive value, nature of merchandise involved and the time, place, 
ad surrounding circumstances should be considered.—Ibid. 

In shipper’s cross-action against carrier to recover value 
{cedar posts which had been rejected by consignee and sold by 
arier, based on alleged negligence of carrier in failing to secure 
afair price, where authority to sell was given on April 8, and 
le was made on April 21, evidence as to value of posts in March 
atplace posts were rejected, and also at place where sold, held 
aimissible, since variance between values on different dates went 
nly to weight of testimony.—Ibid. 

In action by carrier for freight charges and demurrage, which 
tas sold cedar posts rejected by consignee in Arizona at place 
iher than destination on authority of shipper, which did not 
gecify time, place, or manner of sale, wherein shipper sought 
ly cross-action to recover value of posts based on negligence of 
arier in failing to obtain a fair price, whether carrier exer- 
‘ised reasonable diligence in securing a fair price for posts held 
4 jury (Rev. Code Ariz. 1928, sec. 653; Rev. St. Tex. 1925, art. 
87). —Ibid. 

Carrier would be entitled to a reasonable time in which to 
inload posts rejected by consignee in Arizona after notice by 
hipper to unload posts and would be entitled to a reasonable 
tharge as warehouseman in holding posts thereafter (Rev. Code 
Ariz. 1928, sec. 653; Rev. St. Tex. 1925, art. 887) .—Ibid. 

_ Carrier would not be entitled to arbitrarily hold posts after 
ejection by consignee in Arizona and notice from shipper to 
inload posts in order to save demurrage charges until it saw fit 
0 sell them, and impose upon shipper demurrage charges for 
ay unreasonable or unnecessary time taken by it to unload posts 
Log Code Ariz. 1928, sec. 653; Rev. St. Tex. 1925, art. 887).— 
101d, 
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Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 
(Supreme Judicial Court of Maine.)—Contract carrier has 
0 Vested right to use highways to carry freight for hire (Pub. 
laws 1933, c. 259, secs. 2, 5, as amended by Pub. Laws 1935, c. 
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146; Const. Me., art. 1, sec. 1; Const. U. S. Amend. 14). (State vs. 
King, 188 Atl. Rep. 775.) 

Statute regulating contract carriers by motor vehicles held 
not invalid as an attempt to legislate contract carriers into com- 
mon carriers (Pub. Laws 1933, c. 259, secs. 2, 5 (A), as amended 
by Pub. Laws 1935, c. 146).—Ibid. 

Statute requiring contract carrier transporting property for 
hire by motor vehicle to obtain permit held not violative of due 
process (Pub. Laws 1933, c. 259, secs. 2, 5 (A), as amended by 
Pub. Laws 1935, c. 146; Const. Me., art. 1, sec. 1; Const. U. S. 
Amend. 14) .—Ibid. 

Statute which operated to accord favoritism cannot stand 
against provision of Fourteenth Amendment prohibiting state 
— equal protection of laws (Const. U. S. Amend. 14). 
—Ibid. 

Legislative classifications must not be arbitrary, unreason- 
able, or unjust (Const. U. S. Amend. 14) .—Ibid. 

Where legislative classification is attacked, if any state of 
facts reasonably can be conceived that would sustain it, there 
is presumption of existence of that state of facts, and person 
assailing classification has burden to show that legislative action 
is arbitrary (Const. U. S. Amend. 14).—Ibid. 

State has broad discretion in matter of classification for 
purpose of legislation, in exercise of its power and regulation 
(Const. U. S. Amend. 14).—Ibid. 

Equal protection clause of Federal Constitution is directed 
only against arbitrary discrimination without any reasonable 
basis (Const. U. S. Amend. 14).—Ibid. 

Purpose of equal protection clause of Fourteenth Amend- 
ment to Federal Constitution is to secure every person within 
state’s jurisdiction against intentional and arbitrary discrimina- 
tion, whether occasioned by express terms of statute or by its 
improper execution through duly constituted agents (Const. U. S. 
Amend. 14).—Ibid. 

Specific regulations for one kind of business which may be 
necessary for protection of public can never be just ground of 
complaint because like restriction are not imposed on other busi- 
ness of a different kind (Const. U. S. Amend. 14).—Ibid. 

Legislative classification can rest on narrow distinctions 
(Const. U. S. Amend. 14).—Ibid. 

Class legislation discriminating against some and favoring 
others in prohibited by Fourteenth Amendment, but legislation 
which, in carrying out public purpose, is limited in its applica- 
tion is not within amendment if, within sphere of its operation, 
it affects alike all persons similarly situated (Const. U. S. Amend. 
14) —Ibid. 

Courts need not be ingenious in searching for grounds of 
distinction to sustain classification that may be subjected to 
criticism, since person attacking law for constitutionality has 
burden of proof (Const. U. S. Amend. 14).—Ibid. 

Legislative classification is sufficient if it is practical, and is 
not invalid on ground that it does not depend on scientific or 
marked differences in things or persons, or in their relations 
(Const. U. S. Amend. 14).—Ibid. 

Legislative classification is not reviewable unless palpably 
arbitrary (Const. U. S. Amend. 14).—Ibid. 


Statute which discriminates in favor of certain class is not 
arbitrary so as to be unconstitutional as denying equal protection 
of law, if discrimination is founded on reasonable distinction, 
or if any state of facts reasonably can be conceived to sustain 
such discrimination (Const. U. S. Amend. 14).—Ibid. 


Statute is unconstitutional as denial of equal protection of 
laws, where statute bears no actual relation between means and 
end involved, considering purpose of statute, or where statute 
creates purely arbitrary distinction, unwarranted by actual dif- 
ferences which, without proper distinction, favor some persons 
or classes over others in like circumstances (Const. U. S. Amend. 
14) .—Ibid. 


Purpose of equal protection clause of Fourteenth Amendment 
to Federal Constitution was to prevent law-made favoritism, and 
to supply full measure of evenly apportioned liberty to the people 
(Const. U. S. Amend. 14).—Ibid. 

Provisions exempting persons hauling for themselves from 
operation of act regulating use of highways by motor vehicles 
transporting property for hire held not to create arbitrary dis- 
crimination which rendered act unconstitutional as denying equal 
protection of law (Pub. Laws 1933, c. 259, sec. 10 (A), as amended 
by Pub. Laws, 1935, c. 146; Const. U. S. Amend. 14) .—Ibid. 

Provision exempting motor vehicles while used exclusively 
in transportation of fresh fruits and vegetables from farms to 
canneries during canning and packing season from operation of 
act regulating use of highways by motor vehicles transporting 
property for hire held not arbitrary so as to render act uncon- 
stitutional as denial of equal protection of laws, notwithstanding 
that exemption did not include every sort of perishable farm 
product (Pub. Laws 1933, c. 259, sec. 10 (A), as amended by Pub. 
Laws 1935, c. 146; Const. U. S. Amend. 14) .—Ibid. ‘ 
It is common knowledge that post-harvest period in Maine 
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for transportation of fresh fruits and vegetables from farms to 
canneries is of exceedingly short duration due to early frosts and 
road conditions.—Ibid. 

Provision exempting transportation of newspapers from op- 
eration of act regulating use of highways by motor vehicles in 
transporting property for hire held not arbitrary so as to render 
act unconstitutional as denial of equal protection of laws (Laws 
1933, c. 259, sec. 10 (C), as amended by Pub. Laws 1935, c. 146; 
Const. U. S. Amend. 14).—Ibid. 

Provision exempting transporters of logs, wood, or lumber 
to mills for manufacture from rate regulating provisions of act 
regulating use of highways by motor vehicles transporting prop- 
erty for hire held not arbitrary so as to render act unconstitutional 
as denial of equal protection of law (Pub. Laws 1933, c. 259, sec. 
10 (B), as amended by Pub. Laws 1935, c. 146; Const. U. S. 
Amend. 14) .—Ibid. 

Provision exempting motor vehicles used within limits of 
city in which vehicle is registered or in which owner maintains 
established place of business, or used within fifteen miles of 
point in city where property is received, from operation of 
act regulating use of highways by motor vehicles transporting 
property for hire, held not arbitrary so as to render acts uncon- 
stitutional as denial of equal protection of laws (Pub. Laws 1933, 
c. 259, sec. 10 (A), as amended by Pub. Laws 1935, c. 146). 

In determining constitutionality of statute, court is not con- 
cerned with wisdom of Legislature’s decision on matter of policy. 
—Ibid. 





(Supreme Court of Rhode Island.)—-Foreign corporation en- 
gaged in interstate carriage in Rhode Island held not entitled 
to appear from order granting, without notice to appellant, a 
certificate to another carrier to operate over same route, since 
not a party “aggrieved,” in that purpose of proceeding for cer- 
tificate was to determine if operation of additional carrier would 
endanger public safety, and not to determine whether public 
convenience and necessity justified operation of additional car- 
rier, which was matter of interstate commerce not within province 
of state (Gen. Laws 1923, c. 254, sec. 9; Federal Motor Carrier 
Act 1935, 49 U. S. C. A., sec. 301 et seq.). (Interstate Transit 
Corp. vs. Division of Pub. Utilities, 188 Atl. Rep. 875.) 

Foreign corporation engaged in interstate carriage in Rhode 
Island held not entitled to appeal from order granting certificate 
to another carrier to operate over same route, since not a party 
“aggrieved,” notwithstanding certificate was antedated prior to 
effective date of federal act providing certain advantages to car- 
riers operating on date act became effective within discretion 
of Interstate Commerce Commission, since state court could not 
speculate as to whether action of Commission under act would 
be prejudicial to appellant as a result of state certificate (Gen. 
Laws 1923, c. 254, sec. 9; Federal Motor Carrier Act 1935, sec. 
206 (b), 49 U.S. C. A., sec. 306 (b) ).—Ibid. 





(Supreme Court, Appellate Division, Second Department. )— 
Licensed chauffeur who was not owner and who did not bear 
any relationship to owner or operator other than that of driver 
of one of its busses held properly convicted of operating omnibus 
without certificate of public convenience and necessity and con- 
sent of local authorities, where owner of bus line had not received 
such certificate and consent (Transportation Corporation Law, 
secs. 65, 66). (People vs. Speciale, 292 N. Y. S. 23.) 





(Court of Civil Appeals of Texas. Amarillo.) Trucking com- 
pany held entitled to order restraining deputy sheriff, sheriff, 
county highway officer, constables, deputy constables, and county 
attorney from arresting truck drivers and weighing and causing 
to be weighed trucks for the purpose of ascertaining whether they 
were loaded in excess of 7,000 pounds, since statute confers such 
authority on license and weight inspectors and not on constables 
and other peace officers of state (Vernon’s Ann. P. C. art. 827a, 
sec. 6). (De Shong Motor Freight Lines vs. Hopkins, 99 S. W. 
Rep. (2d) 1033.) 


K. C. K. V. & W. REORGANIZATION 


The Commission, by division 4, in Finance No. 10480, Kansas 
City, Kaw Valley & Western Railroad Co. reorganization, has 
approved a plan of reorganization for the carrier pursuant to 
section 77 of the bankruptcy act, as amended. 

The Commission said that, considering the earning power 
in the past and at the present time, and also the prospective 
earning power on the basis of facts developed with respect to 
traffic and earnings, and also considering the outstanding liabili- 
ties of the debtor, it found that the equity of the preferred and 
common stock holders in the property of the debtor, if such 
equity existed, had no value. It also found that the probable 
maximum amount that reasonably might be expected to be 
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available for the return on the investment in the property jp 
dividends or interest or both would not exceed $17,000 a year 

The Commission further found that the debtor’s plan would 
be modified to provide for the exchange of 4 per cent non 
tive, nonvoting preferred stock of $10 par value a share, for lahg 
and other operating claims. It said the total par value of preferreg 
stock necessary for this exchange would be $28,920. It said the 
plan should provide for the issue of not exceeding $30,000 par 
value of such stock. Under this and other modifications of th 
debtor’s plan the Commission said there would result (1) ap 
issue of $25,000 of 20-year 6 per cent first mortgage bonds whic) 
would have a first lien on the property; (2) an issue of not ge. 
ceeding $30,000 of 4 per cent noncumulative first preferred stock 
of $10 par value a share to labor and other preferred claimants. 
(3) an issue of $269,500, par value, of 4 per cent noncumulatiye 
second preferred stock, with shares of $100, par value, each; ang 
(4) an issue of 500 shares of no par common stock. 

The Commission said the debtor’s plan should further ppp. 
vide that the obligations of the debtor not specifically otherwise 
disposed of therein should be assumed by the new corporation, 
The notes outstanding in the amount of $3,000, secured by mort. 
gages on real estate, should retain their status as secured notes, 
it said. 


HOCH-SMITH COTTONSEED 


By an order (not a report and order) in No. 17000, part § 
rate structure investigation, cottonseed, its products and related 
articles, the Commission has denied the petition of southwestern 
lines and western trunk lines for modification of the orders so as 
to permit establishment on whole pressed cottonseed from, to and 
between all points in southwestern and western trunk line terri- 
tories the same rates and minimum weights as applicable on cot- 
tonseed cake or meal. In connection with the announcement of 
this order the Commission made public a letter addressed to 
F. A. Leland, chairman of the Southwestern Freight Bureau, 
and E. B. Boyd, as chairman of the Western Trunk Line Commit- 
tee, in which it was stated the Commission had denied “your joint 
petition of Jan. 14, 1937, asking that the findings and order in 
No. 17,000, part 8, be modified sufficiently to permit the establish- 
ment of cottonseed cake and meal rates on ‘whole pressed cot- 
tonseed’ and to permit amendment of tariffs naming rates on 
feed consisting of mixtures of cottonseed products only to provide 
specifically that such rates are not applicable on straight carload 
shipments of whole pressed cottonseed. In denying your peti- 
tion the Commission has instructed the undersigned to say that 
denial is without prejudice to the question of what constitutes 
reasonable rates on ‘whole pressed cottonseed,’ the conclusion to 
deny the petition having been reached because of the failure to 
find anything in the findings or order in No. 17,000, part 8, pre- 
scribing rates on this commodity. In the absence of the prescrip- 
tion of rates in that proceeding on this article, it follows that no 
modification of the order is necessary to enable the carriers to file 
tariffs subject to suspension proposing any adjustment that they 
consider to be lawful.” 


DAIRY PRODUCTS HEARING POSTPONED 
The hearing in Docket 27607, Swift and Company vs. Great 
Northern et al., set before Examiner Weems at Chicago Feb. 
16, was postponed to March 9, before the same examiner at Chi- 
cago, at the request of lawyers for the Minnesota-Atlantic Transit 
Company and the Great Lakes Transit Corporation, who said they 
were not ready to proceed. The case involves rates on dairy 
products from Minnesota and the Dakotas to Trunk Line and New 

England points via lake-and-rail and rail-lake-and-rail. 





TERMINAL ALLOWANCE LITIGATION 


The Commission has appealed to the Supreme Court of the 
United States six cases from the federal court for the westem 
district of Pennsylvania involving the validity of its orders m 
Ex Parte 104, part 2, terminal allowances, condemning railroa' 
allowances to industries. The cases are those originally brought 
against the Commission by Weirton Steel Company, West Leech- 
burg Steel Company, Pittsburgh Plate Glass Company (2), Amer- 
ican Sheet & Tin Plate Company, and Allegheny Steel Company. 





M. & ST. L. DISMEMBERMENT 


The Order of Railroad Telegraphers has filed a statement 
with the Commission in Finance No. 10947, application of 
Associated Railways Co. for authority to acquire the lines 0 
the Minneapolis & St. Louis Railroad Co., objecting to applica- 
tion of the dismissal wage agreement to agents, telegraphers 
and towermen on the M. & St. L. who would not be retain 
in employment if the proposed plan were consummated. The 
employes said they renewed their objections to the plan am 
again insisted that the dismemberment of the M. & St. L. as 
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roposed was not justified, was not in the public interest, and 
public convenience and necessity did not require nor permit it. 


LOANS TO RAILROADS 


In Finance No. 9166, Minneapolis, St. Paul & Sault Ste. 
Marie Railway Co. asks approval of extension of RFC loans 
of $1,221,929.30 from Feb. 27, 1937, to July 1, 1938. 


NEW HAVEN REORGANIZATION 


By a second supplemental report, in Finance No. 10992, 
yew York, New Haven & Hartford Railroad Co. reorganization, 
the Commission, by division 4, on application of Francis R. Hart, 
Willia Dexter, George Peabody Gardner, Jr., E. Sheldon Stewart, 
and Alexander Whiteside, as a protective committee for share- 
nolders of the Old Colony Railroad Co. common stock, has ap- 
proved Eugene S. Taliaferro, as an additional member of such 
gemmittee. Mr. Taliaferro is employed by Joseph Walter & Sons, 
New York, N. Y., brokers. 


SOUTHWESTERN PAPER RATES 


By an order (not a report and order), the Commission, in No. 
13535 et al., consolidated southwestern cases, supplemental fourth 
ection order No. 9500, has further amended fourth section order 
No. 9500, so far as it pertains to carload rates on paper and paper 
articles inbound to the southwest and to Texas and Oklahoma dif- 
ferential territories as defined in the proceedings, so that it will 
pecome effective June 22 instead of Feb. 22. 


FRISCO TRUSTEE SALARY 


By an amendatory order in Finance No. 10008, St. Louis, 
San Francisco Railway Co. reorganization, the Commission has 
modified its order of Nov. 13, 1933, so as to approve maximum 
empensation at the rate of $25,000 a year to be paid to John G. 
Lonsdale, cotrustee, beginning as of Jan. 1, 1937. The previous 
order fixed the maximum compensation at $18,000 a year to be 
maid to Mr. Lonsdale. 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 
19325, Southern Cotton Oil Co. vs. A. & R. et al.; No. 26742, 
Armour & Co. vs. C. C. C. & St. L. et al.; No. 27108, Borden 
Sales Co., Inc., et al. vs. A. & A. et al.; No. 17304, International 
(il Co. et al. vs. A. & S. et al., and No. 20703, Boston Wool 
Trade Association et al. vs. A. & R. et al. 


Cc. & N. W. REORGANIZATION 


In Finance No. 10881, Chicago & North Western Railway 
(o. reorganization, the Commission, by division 4, has ordered 
fled a report by its bureau of valuation on its investigation of 
ements of value, and related matters, of the property of the 
er a & North Western Railway Co. et al., as of December 
31, 1935. 


A. V. |. REORGANIZATION 


_ The Commission, by division 4, in Finance No. 10078, Ar- 
kansas Valley Interurban Railway Co. reorganization, has re- 
pened for reconsideration the proceedings with respect to com- 
pensation of Robert B. Campbell as trustee and to a petition of 
Warren E. Brown for approval of compensation for his services 
s trustee. The proceeding has been assigned for hearing March 
sat Washington, before Examiner C. A. Bernhard. 


FALSE BILLING ALLEGED 

Secretary McGinty issued the following: 

The Commission has been advised that on Feb. 2, 1937, a joint 
indictment in 20 counts was returned in federal court at Los Angeles, 
lif, against John McClure Estate, Inc., doing business under the 
ade name of The Burbank Winery, and E. Girard Gordan, vice- 
president and director of sales of The Burbank Winery, for violations 
f section 10 (3) of the interstate commerce act. The indictment 
charges that the defendants falsely billed 20 mixed carload shipments 
ii wine and brandy as wine, thereby defeating the published tariff 
faté in substantial amounts. The case was investigated by the Com- 
mission's bureau of inquiry. 


COPPER RANGE REORGANIZATION 

In Finance No. 10810, Copper Range Railroad Co. reor- 
ganization, the Commission, by division 4, has issued a certifi- 
fate that holders of $1,842,000 of the debtor’s first mortgage 

nds or 99.09 per cent of those voting, have accepted the plan 
if reorganization; that holders of $17,000 of debtor’s first mort- 
gage bonds or 0.91 per cent of those voting, voted to reject 
he plan; and holders of 19,990 shares of debtor’s capital stock, 
100 per cent of those voting, voted to accept the plan. 
The Commission said that on Dec. 1, 1936, it had submitted 
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for acceptance of rejection not later than Feb. 1, 1937, the 
plan of reorganization for the Copper Range. 


SIX-HOUR DAY AND SHIPPERS 


The proposal for a six-hour day for railroad labor “is 
aimed more at getting higher pay for present railroad employes 
than at changing hours of work or relieving unemployment,” 
says the third of a series of reports on the subject, issued under 
the title, “The Shipper Pays,” by the Transportation Associa- 
tion of America. After pointing out that, of the nation’s 1935 
railroad freight bill of $2,800,000,000, approximately 45 per cent, 
or $1,260,000,000 went for labor, the report asks where the 
additional $630,000,000, estimated by the Commission as the 
labor costs to be added by the six-hour day, is to come from. 

“Unless government, which means the taxpayer, is willing 
to donate annually the $630,000,000 that would be required,” 
it says, “there appears to be only one source left—the shipper.” 
The report continues: 


Now the shipper can pay this 14.6 per cent increase in required 
revenues, or 22.2 per cent increase in payroll expense (I. C. C. esti- 
mates), in only one way—through higher transportation charges. But 
are shippers able to do this? 

Some light on the answer to that question may be provided by 
consideration of the additional amount per car the shipper would pay 
if the six-hour day were made effective in a year like 1930. The Inter- 
state Commerce Commission estimated that $556,000,000 of the $630,- 
000,000 added cost would be assessed against Class I railroads and 
Class I switching and terminal companies. Freight traffic produced 
more than 76 per cent of the operating revenues of those roads in 
that year and would probably bear a similar proportion of the added 
cost to Class I railroads if the six-hour day law were enacted, or 
$425,000,000. Interpreted from the standpoint of the cost per loaded 
ear of revenue freight originated and the cost per ton in the case of 
less than carload freight, the additional charges thus assessable against 
the different classes of freight traffic would be approximately as 
follows: 


Per Carload 

EE Ce IIS oo 6.6. ooo 5 in Sinnitcce bes cud abbaas<cugademe $15.25 
De TE EE, DEE 55 65a 0. 0'n Setd veivrbiwemese sandra 11.90 
I io aha 5) 4: d-ataiaiasd elem Oke s Naletand O's owe weed eS 9.80 
ROE IOS ou cin aed ela pine ¥ 40k Be Wb olbeslo Daal eoetdeaes 10.55 
Manwinctures- ard MiscallameOUes cs... 6. vicite cee ciwaw caddcvinar 13.95 

CS Ee ee eee eer ee $12.10 
ee ee Be eS er ee 1.46 


Then it should be borne in mind that if the remainder of the 
additional cost were not allocated to other than freight traffic as in 
1930 there would be approximately $130,000,000 more, or $4.15 per 
carload, which the shipper would be called upon to pay. 

That most of the estimated cost of $630,000,000 would be passed 
on to shippers in the form of higher freight rates cannot be denied. 
The experience gained from the Adamson Act tends to prove this. In 
1916, the year before the Act became effective, freight charges aver- 
aged 0.707 cents per ton-mile, according to the Interstate Commerce 
Commission. Five years later, in 1921, the average charge was up 
0.568 cents to 1.275 cents per ton-mile. In other words, largely due 
to the higher labor costs resulting from the Adamson Act, shippers 
were forced to pay 80 per cent more in 1921 than in 1916 for the trans- 
portation of their goods. If the basic railroad workday is further re- 
duced to six hours, it seems logical, on the strength of this experience, 
to assume that rates must be increased to the point where freight 
revenues would provide most of the estimated added $630,000,000 ex- 
pense. 


Analyzing railroad wages, the report says the weekly rate 
has increased 79 per cent since 1916, while the average work 
day has decreased 28 per cent. The hourly rates have gone 
up from varyingly 90 to 159 per cent, depending on the type of 
work. Figures for October, 1936, compiled by the Department 
of Labor, show that the weekly wage of railroad labor, $31.50, 
was exceeded in industry only by workers in the power and 
light industries with an average weekly rate of $31.95, the re- 
port points out, adding that railroad workers have many per- 
quisites, such as free transportation, pensions and medical 
attention not available to workers in many other industries. 
Much of this preferential treatment has come about through 
legislation, the report says. In conclusion, it says: 


If a six-hour day is established on railroads by law it becomes 
a precedent which may extend to other forms of transportation and 
thus increase the cost of all transportation services used by the shipper. 

In the same way a six-hour day measure, applying to such an im- 
portant part of the national economy as the railroads, has implications 
also by way of precedent which naturally would tend to induce ad- 
herence to similar standards for business generally. Shippers therefore 
are not concerned merely with an increase in the cost of transporta- 
tion but also with the possibility that the idea of a six-hour day may 
spread beyond the railroads and transportation to other industry and 
trade. 


A Few Conclusions 


1. Everyone wishes to see railroad labor paid justly and gener- 
ously but friends of labor fear that if the traditional policy of ‘‘more’’ 
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is not reasonably related to arithmetic the goose that lays their golden 
egg may be killed. 

2. It simply is not in the cards to provide the additional money 
to finance a six-hour day with eight hours’ pay for railroad labor un- 
less the shipper puts it up whether by higher rates or indirectly 
through taxation. 

3. Railroad rates are not just railroad rates. They are primary 
factors in the cost of everything else that we buy and pyramid their 
effects through the whole price structure when they are jacked up 
in any important degree. 

4. Since railroad labor, in comparison with the employes of other 
industry, occupies a favorable position with respect to compensation, 
the shipper may properly conclude that an increase in his transporta- 
tion bill in order to pay more to railroad labor is open to question 
today. 

5. The use of the political powers of railroad employe organiza- 
tions for selfish ends may easily be carried so far as to contravene 
public interest and wear out public tolerance. 

6. The aim of railroad labor should be to keep the railroads finan- 
cially successful if there are to be good jobs and good pay. Conserving 
what one has is of equal or greater importance than reaching out for 
‘‘more.”’ 


RAILROAD EARNINGS 


Preliminary reports from 91 Class I railroads, representing 
91.2 per cent of total operating revenues, received and made 
public by the Association of American Railroads, showed that 
those railroads, in January, 1937, had estimated operating rev- 
enues amounting to $272,881,592 compared with $249,210,826 in 
the same month of 1936 and $364,946,961 in the same month in 
1930. Operating revenues of those roads in January, 1937, were 
9.5 per cent above those for January, 1936, but 25.2 below Jan- 
uary, 1930. 

Freight revenues of the 91 Class I railroads amounted to 
$220,385,446 in January, 1937, compared with $200,144,599 in 
January, 1936, and $275,097,935 in January, 1930. Freight 
revenues in January, 1937, were 10.1 per cent above the same 
month of 1936, but 19.9 per cent below the same month in 1930. 

Passenger revenues, according to these preliminary reports 
from 91 Class I railroads, totaled $31,083,341 in January, 1937, 
compared with $28,757,813 in January, 1936, and $58,165,433 
in January, 1930. For the month of January, 1937, they were 8.1 
per cent above the same month of 1936, but 46.6 per cent below 
the same month in 1930. Continuing the bureau said: 


Eastern District 


Thirty-seven Class I railroads, representing 97.4 per cent of total 
operating revenues in the Eastern District, had estimated operating 
revenues of $151,866,117 in January, 1937, compared with $142,780,577 
in January, 1936, and $209,572,806 in January, 1930. Operating revenues 
of the 37 Class I railroads in the Eastern District in January, 1937, 
were 6.4 per cent above the same month of 1936, but 27.5 per cent be- 
low January, 1930. 

Freight revenues of those railroads in January, 1937, amounted to 
$121,210,645 compared with $113,141,260 in January, 1936, and $155,- 
578,803 in January, 1930. Freight revenues of those railroads in Jan- 
uary, 1937, were 7.1 per cent above the same month in 1936, but 22.1 
per cent below the same period in 1930. 

Passenger revenues of those roads in January, 1937, totaled $19,- 
244,488 compared with $18,526,137 in January, 1936, and $35,819,084 in 
January, 1930. Passenger revenues in January, 1937, showed an increase 
of 3.9 per cent compared with January, 1936, but a decrease of 46.3 
per cent below January, 1930. 


Southern District 


Nineteen Class I railroads, representing 69.7 per cent of total 
operating revenues in the Southern District, had estimated operating 
revenues of $27,352,375 in January, 1937, compared with $25,045,418 in 
January, 1936, and $37,295,695 in January, 1930. Operating revenues of 
the 19 Class I railroads in the Southern District in January, 1937, 
were 9.2 per cent above the same month of 1936, but 26.7 per cent 
below January, 1930. 

Freight revenues of those railroads in January, 1937, amounted to 
$22,122,970 compared with $20,343,857 in January, 1936, and $28,457,- 
581 in January, 1930. Freight revenues of those railroads, in January, 
1937, were 8.7 per cent above the same month in 1936, but 22.3 per cent 
below the same month in 1930. 

Passenger revenues of those roads in January, 1937, totaled $3,- 
108,873 compared with $2,712,712 in January, 1936, and $5,976,882 in 
January, 1930, being 14.6 per cent above January, 1936, but 48 per cent 
below January, 1930. 

Western District 


Thirty-five Class I railroads, representing 90.1 per cent of total 
operating revenues in the Western District, had estimated operating 
revenues of $93,663,100 in January, 1937, compared with $81,384,831 in 
January, 1936, and $118,078,460 in January, 1930. Operating revenues 
of the 35 Class I railroads in the Western District in January, 1937, 
were an increase of 15.1 per cent compared with the same month of 
1936, but a reduction of 20.7 per cent compared with January, 1930. 

Freight revenues of those railroads in January, 1937, amounted to 
$77,051,831 compared with $66,659,482 in January, 1936, and $91,061,551 
in January, 1930. Freight revenues of those railroads in January, 1937, 
were 15.6 per cent above the same month in 1936, but 15.4 per cent 
below the same month in 1930, 
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Passenger revenues of those roads in January, 1937, totaled $8,799. 
980 compared with $7,580,964 in January, 1936, and $16,369,467 in Jany. 
ary, 1930. Passenger revenues in January, 1937, were 16.1 per cent 
above those for January, 1936, but a decrease of 46.7 per cent beloy 


January, 1930. 


REVENUE ESTIMATE—MONTH OF JANUARY, 1937 
Railways of Class | 


East. Dist. Southern Western 
Incl. Poco, Region District U.8. 

Number roads report- 

civ cieteminere kein Toutof56 190utof28 B35 outof55 91 out of 139 
Per cent complete; .. 97.4 69.7 90.1 91.2 
Freight Revenue: 
January, 1937, Est. ..$121,210,645 $22,122,970 $ 77,051,831 $220,385, 446 
January, 1936, actual 113,141,260 20,343,857 66,659,482 200,144 599 
January, 1930, actual 155,578,803 28,457,581 91,061,551 275,097,935 
Per cent increase or decrease 

1937 over 1936 .... & | 8.7 15.6 10.1 

1937 over 1930 22.1* 22.3* 15.4* 19,9* 
Passenger Revenue: 
January, 1937, Est. ..$ 19,244,488 $ 3,108,873 $ 8,729,980 $ 31,083.34 
January, 1936, actual 18,526,137 2,712,712 7,518,964 28,757,813 
January, 1930, actual 35,819,084 5,976,882 16,369,467 58,165,433 
Per cent increase or decrease 

1937 over 1936 ..... 3.9 14.6 16.1 81 

1937 over 1930 ..... 46.3* 48.0* 46.7* 46.6" 
Total Operating Revenues: 
January, 1937, Est. ..$151,866,117 $27,352,375 $ 93,663,100 $272,881,592 
January, 1936, actual 142,780,577 25,045,418 $1,384,831 249,210,896 
January, 1930, actual 209,572,806 37,295,695 118,078,460 364,946,961 
Per cent increase or decrease 

1937 over 1936 ..... 6.4 9.2 23.3 95 

1937 over 1930 ..... 27.5* 26.7* 20.7* 25.2* 





*Decrease. 

+‘‘Per cent Complete’ based on ratio of the 1936 total operating 
revenues reported above to corresponding total operating revenues for 
all roads reported last year. 


AGAINST MAKE-WORK BILLS 


The Merchants’ Association of New York has issued a state- 
ment denouncing the “make work” railroad labor bills in Con- 
gress. 

Disapproval of the bills was urged in letters to Senator 
Wheeler, chairman of the Senate committee on interstate com- 
merce and Representative Lea, chairman of the House con- 
mittee on interstate and foreign commerce. 

“The enactment of any such legislation would force an 
entirely wasteful employment by the railroads of a consider- 
able number of men in excess of those actually needed for the 
proper operation of the trains,” the association said. 

“It certainly cannot be said that the bills are in the interest 
of the general public. 

“On the other hand, it is distinctly class legislation. Cer- 
tainly the public welfare imperatively requires that the car- 
riers be relieved of all wasteful and needless expense as quickly 
as possible in order that their ability to provide needed facili- 
ties and services at minimum rates, be restored. 

“It is obvious that the moment that the carriers are bur- 
dened with the exacting and excessive requirements of the 
proposed measures they will be faced with greatly increased 
operating costs. Naturally any increase in such costs affects 
the measure of the carriers’ freight rates, which, in the final 
analysis must be borne by industry in general. We submit 
that nothing should be done—particularly at this time—that 
will have a tendency to increase present day distribution costs. 

“Much traffic has been diverted from the railroads to com- 
peting agencies of transportation, due in a large measure to 
lower costs via such agencies, and any increase in rail operat 
ing costs would naturally place the railroads at a greater dis- 
advantage. , 

“We submit in all fairness that the operation of railroad 
property should be left to the managerial discretion of the rail 
carriers so as to provide for the most efficient transportation 
service where the public interest is not at stake and where 
safety of operation is not involved.” 


1. C. C. AND COURTS 


A resolution adopted by the Senate on motion of Senator 
McCarran requires the Commission and other government agen 
cies to report to the Senate all cases in which injunctions, Te 
straining orders or other judgments have been issued or deni 
by the U. S. Supreme Court or inferior federal courts since 
March 4, 1933, enjoining enforcement of any act of Congress, 
and to show the extent to which the operations of the govert 
ment have been affected thereby. Senator McCarran explain 
the information would aid the committee on judiciary and Con- 
gress in considering the President’s recommendations for Te 
organization of the federal courts. 
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FOURTH SECTION AMENDMENT 


The Traffic World Washington Bureau 


Reference to the fact that the witnesses opposing the Pet- 
engill long-and-short-haul bill outnumbered the witnesses 
appearing in favor of the bill was made by J. P. Haynes, chair- 
man of the special committee on fourth section of the National 
industrial Traffic League, in his rebuttal statement to the House 
committee on interstate and foreign commerce, Feb. 16. 

Mr. Haynes said that when he was advised on Jan. 22 that 
the hearings would begin on Jan. 28, it was his understanding 
that the proponents and the opponents would be allowed two 
days each for the presentation of their views; that the record 
made in the hearing of the House subcommittee of the Seventy- 
fourth Congress would be made a part of the record in this 
case, and that the committee desired no duplication in the 
presentation of the parties. 

' “With this understanding,” said he, “the League’s com- 
mittee made no attempt to bring to the hearing all of the parties 
who were anxious to repeat and emphasize their statements 
with respect to the handicaps with which they are confronted 
ynder the present long-and-short-haul rule. We had _ seven 
witnesses, all of whom we hoped could be heard within the 
limited time assigned for the proponents’ case. Only four of 
these could be heard and some of their statements were neces- 
sarily abbreviated for lack of time. The remaining three wit- 
nesses filed their statements for incorporation in the record. 


“T am making this statement, not in criticism of the com- 
mittee, aS We were in sympathy with its views that the present 
hearings might very well be curtailed, but I do wish to empha- 
size that in view of this situation it is very important that 
the members of the committee familiarize themselves with the 
attitude of the many shippers, proponents of the bill, as out- 
lined in the record of hearings on H. R. 3263, including the 
producers of basic commodities such as copper, beet, sugar, 
canned goods, lumber, cement, iron and steel, citrus arid de- 
ciduous fruits, rice, etc.” 


Mr. Haynes said the opponents of the bill had repeatedly 

expressed the view that should the long-and-short-haul clause 
of the fourth section be modified in accordance with the bill, 
neither shippers nor competing transportation agencies would 
have any protection under other sections of the act. In refut- 
ing that contention he said the point he wished to bring out was 
that for the last twenty-five years the protection under sections 
1,2 and 3 of the act, as contemplated by the proviso included 
in the Pettengill bill, had-been recognized by the Commission 
as available to prevent discrimination, and this finding had been 
reiterated on numerous occasions since that time. He said 
representatives of water lines had especially stressed the alle- 
gation that they had no standing before the Commission in 
seeking to protect themselves against the competition of the 
rail carriers. He said this allegation was not sustained by the 
record of proceedings before the Commission in cases where 
fourth section departures were not involved, and there was no 
reason to believe that the Commission would administer other 
sections of the act any differently in the event of the modifica- 
tion of section 4 as proposed. 
_ How, in the face of decision and reports of the Commis- 
sion, said Mr. Haynes, the opponents of the Pettengill bill, 
whether they were competing transportation agencies, shippers 
or receivers, could allege that they would have no protection 
from undue preference, prejudice and discrimination under 
other sections of the act “is entirely too deep for us to fathom.” 
Concluding his rebuttal statement, Mr. Haynes said: 


Commissioner Eastman, in his appearance before the committee, 
first admitted that the repeal of the long-and-short-haul clause would 
hot prevent the Commission from so administering other sections of 
the act as to accomplish substantially the same results as are now 
accomplished under Section 4. Later he modified this statement to 
the extent of expressing the view that repeal would not enable the 
Commission to give effect to one of the factors included in its definition 
of the term “reasonably compensatory,’’ as announced in the trans- 
continental cases of 1922, namely, that rates should not be so low as 
to threaten the extinction of legitimate competition by water carriers. 
We do not quite see how this particular factor can be read into the 
fourth section of the act as it reads today, and obviously it was ad- 
vanced by the Commission more in conformity with section 500 of the 
transportation act than in compliance with Section 4. 

Mr. Eastman also asked, repeatedly, why, if the Commission could 
administer other sections of the act so as to produce the same results, 
there is any occasion for repealing the present long-and-short-haul 
clause. The answer is clear. In the first place, as pointed out in my 
direct statement, the expense involved in the preparation and defense 
of fourth section applications, and the compilation, publication and 
use of voluminous routing instructions or ‘‘conversion tables’? in com- 
pliance with unjustified and unnecessary restrictions placed by the 
enmission, reaches a staggering annual figure and represents just 
— much waste or preventable expense. Whether this expense is 
Neurred by the rail carriers directly or by the shippers in the neces- 
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sary use of complicated tariffs, the fact remains that the entire expense 
must eventually be assumed by the shipping public. 

Then again there will doubtless be numerous instances where 
rates made to meet competition will not be protested, and will thus 
enable a free movement of commerce. In this connection, and also 
in reply to statements of numerous opponents, as to the lack of time 
within which to determine changes in rates provided by tariffs, it 
should be borne in mind that under an agreement between the rail- 
roads and the National Industrial Traffic League, extending over a 
long period of years, the railroads publicly advertise proposed changes 
in rates, and shippers are given an opportunity to express their views 
thereon before the tariffs are published. This feature was gone into 
fully by railroad witnesses during the hearing on H. R. 3263, Seventy- 
fourth Congress. 

Summarily, may we emphasize that the National Industrial Traffic 
League is a national organization, representing shippers from every 
section of the country; that the judgment of the overwhelming ma- 
jority of its members, based upon constant contact with transportation, 
particularly as it has been affected by legislation and the administra- 
tion of legislative enactments, over a long period of years, is that the 
long-and-short-haul provision of the present fourth section should be 
repealed, primarily, for the following reasons: 

First: Because it affords no protection to either shippers, receivers 
or competing transportation agencies that is not also afforded by other 
sections of the act, in so far as the reasonable, nondiscriminatory, 
nonpreferential and nonprejudicial nature of rates is concerned. 

Second: Because, solely by reason of the existence of the present 
long-and-short-haul clause, the railroads are prevented from, or seri- 
ously delayed in, effecting adjustments necessary to meet the needs, 
and permit the free flow, of commerce. 

Third: Because, it places an arbitrary, unreasonable and wholly 
unjustified restriction upon the rail carriers, by requiring them to 
obtain the specific approval of the Commission before publishing any 
rates which, even technically, depart from the strict long-and-short- 
haul principle. 

Fourth: Because, as administered by the Interstate Commerce 
Commission it serves no public need but, on the contrary, it results 
in tremendous waste and unnecessary expense which, in the final 
analysis, must be assumed by the shipping public. 

We think it is also proper to point out that to a very large extent 
the opposition to the pending bill comes from competing transporta- 
tion agencies against whom no such restrictions are placed and, as 
we have previously pointed out, some of these agencies indulge in 
practices reflecting more discrimination, undue preference and undue 
prejudice than has ever been reflected in the practices of the railroads. 
Certainly, it cannot be contended that the railroads would attempt 
to indulge in such discriminatory practices with the repeal of the 
long-and-short-haul clause because they are specifically prohibited by 
other sections of part I of the interstate commerce act. 

We urge that the committee favorably report this measure and 
exert its efforts to the end that it may be enacted into law at the 
earliest practical date. 


Chairman Lea, of the House committee on interstate and 
foreign commerce, declared closed Feb. 17 the hearings on the 
Pettengill bill, after R. V. Fletcher, general counsel and vice- 
president of the Association of American Railroads, had made 
the closing rebuttal statement in support of the measure. The 
proponents hope to obtain early action on the bill in the com- 
mittee and in the House, to the end that they may press for 
action in the Senate at this session. 

Mr. Fletcher submitted argument in support of the con- 
tention that, if the bill were passed, the Commission would 
have full power to protect other forms of transportation under 
section 3 of the act. He also emphasized that the Pettengill 
bill did not repeal paragraph 2 of section 4 which provides 
that wherever a carrier by railroad shall in competition with 
a water route or routes reduce the rates to or from competitive 
points “it shall not be permitted to increase such rates unless 
after hearing by the Commission it shall be found that such 
proposed increase rests upon changed conditions other than 
the elimination of water competition.” He said the third section 
must be considered modified by paragraph 2 of section 4. 


Opposing Congressmen Organize 


Representative Pierce, of Oregon, speaking in the House, 
Feb. 16, said that at a meeting of congressmen opposed to the 
Pettengill bill Representative Hill, of Washington, was elected 
chairman, and Representative O’Connell, of Montana, secre- 
tary, of the group. A steering committee of seven was ap- 
pointed to oppose the bill, as follows: Representative Pierce, 
chairman; Rankin, of Mississippi; Culkin, of New York; Clark, 
of Idaho; O’Connell, of Montana; Luckey, of Nebraska, and 
Hope, of Kansas. Mr. Pierce submitted a statement from the 
steering committee in opposition to the bill, to which was at- 
tached the summary of Commissioner Eastman’s statement in 
opposition to the bill. In part, the steering committee state- 
ment said: 


It should be made clear that this bill appears to be the answer 
of the Wall Street owners of railway stocks and bonds to the develop- 
ment of waterways and motor trucking. It has, apparently, resulted 
from determination to prevent the benefits of progress in transportation 
from accruing to producers, who are now feeling some relief on account 
of competition of trucks and waterways. 

Opponents are convinced that this bill, if enacted into law, would 
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open the way for further discrimination against the inland farmers, 
merchants and shippers, who bear, equally with others, the costs of 
state and national governments. 

This proposed legislation undoubtedly had its origin in Wall Street, 
perhaps aided by some of the industrial centers which desire easier 
access to tidewater. It is opposed by most of the interior country, 
it is opposed by the beneficiaries of our great waterways program, 
it is opposed by those who live at tidewater and are dependent upon 
the protection of water-borne traffic. 

It is favored and promoted by Wall Street owners of railroad 
securities, by a certain geographical section which seeks unfair ad- 
vantage, and, most strangely, by most railway laborers who have been 
misled into the belief that this legislation would result in increased 
employment and wages. The railway representatives who have visited 
towns and cities with their propaganda for this bill, and have secured 
letters from individuals and resolutions from organizations favoring it, 
have, almost without exception, secured letters from individuals and 
resolutions from organizations against the legislative program of rail- 
way labor, including the 6-hour day, full crew, train length, and un- 
employment-insurance measures. Certainly it does not appear that 
the railways managements are expressing particular interest in rail- 
way labor, and it is most clearly apparent that railway labor would not 
benefit from this proposed legislation. It is most unfortunate that the 
influence of this railway-labor group should be in any way instrumental 
toward passage of legislation for the sole benefit of those who seek 
to deny them the benefits for which they have struggled. * * * 

The opponents consider this bill as an attempt to turn over the 
resources of the nation to the owners of the stocks and bonds of the 
rail lines so that they shall suffer no devaluation, but be able to 
collect dividends upon many billions of dollars never actually invested. 
The railroads were subsidized with millions of acres of land and mil- 
lions of dollars from local bond issues. They have received hundreds 
of millions in loans from the Reconstruction Finance Corporation, and 
still they clamor for more. The insatiate greed of Wall Street that 
owns, controls and manages these railroads seems impossible to satisfy. 


THE FOURTH SECTION 


(By Thomas F. Woodlock in the Wall Street Journal) 


_ Another battle over the fourth section of the transporta- 
tion act (the familiar “long-and-short haul” clause) is in prog- 
ress at Washington. Representative Pettengill, of Indiana, has 
reintroduced the bill for its amendment, which passed the 
House in the last session but was killed in the Senate by failure 
of the committee on interstate commerce to report it to the 
floor. Hearings have been in progress before the House com- 
mittee and the arguments pro and con have traveled the old 


beaten trails, there being nothing new that can be said on the 
subject. 


Last year this writer inflicted upon his readers what he 
fears many of them must have felt to be too frequent and too 
dull discussions of the technicalities of the whole business. He 
hastens to assure them that there will be no more of these. 
All that he is desirous of doing now is to point out that the 
proposed amendment to the fourth section expressed in the 
Pettengill bill is precisely the kind of legislation that the rail- 
road industry needs at this time, and that it perfectly expresses 
the true principle that should govern in the matter of the long- 
and-short haul controversy. 


The railroad industry, in its present position, needs and is 
entitled to have the maximum freedom to meet competition 
from other forms of transportation that is consistent with ele- 
mentary canons of fairness. It is required by those canons to 
treat all shippers alike—that is, it is prohibited from favoring 
one person or one group as against another in rates or service. 
It is required to avoid deliberate wasting of its assets by doing 
business at a loss in order to kill off a competitor. The first 
three sections of the act prohibit either of these offenses. Now, 
the specific prohibition of charging less for a longer than a 
shorter haul over the same line or route bases squarely upon 
the assumption that the more distant point is necessarily favored 
as against the intermediate points. Section 3, of the act, al- 
ready forbids all actions of the sort, so that there never was 
and there is not today any necessity for prohibition by the 
fourth section of a special case already prohibited by the gen- 
eral terms of section 3. 


The great merit of the Pettengill amendment to the present 
fourth section is that it returns the matter to the place in the 
act where it properly belongs by providing that a carrier seek- 
ing to charge a lower rate to a more distant point than it 
charges to an intermediate point must show that that lower rate 
does not favor the more distant point as against the nearer, 
and also that it will not cause the carrier to lose money. The 
proposed rate, in other words, must be shown not to violate 
any of the first three sections of the act. That being shown, 
the rate is free from all deficiencies of fairness. 

The defects of the fourth section as it stands are two- 
fold. One is that it improperly protects water-lines against rail 
competition by handicapping the latter. The other is that it 
contains illogical restrictions having no necessary connection 
with the above principles, e. g., the so-called equidistant clause. 
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(The reader may here take this writer’s word for this; he jg 

prepared to demonstrate both statements but wishes to ayoj 

technicalities and save space at this point.) The Pettengil] bill 

oo out these provisions, which never should have been in 
e act. 

The essence of discrimination (section 2) and of “undye 
preference” (section 3) is in the grant of favor to someone 
which is denied to someone else. The real test of a long-hay 
rate is whether or not it changes the position of the distant 
point in relation to the intermediate points by giving it ap 
advantage which it did not already possess, and to which its 
position did not entitle it. If the more distant point 
has an advantage over intermediate points in the shape of an 
alternative carrier service which the intermediate points haye 
not, its position as to rates is not changed by the admission of 
another carrier with the same rate. There is, thus, no favor 
implied in relieving the latter from the general prohibition. And 
that is all there is and all there should be in the question of 
fourth section relief. Furthermore, to the best of this writer's 
information and belief, that is all there actually is in it out. 
side the borders of the United States. 

Finally, in the administration of the fourth section from 
the beginning of its labors to the present day, the Commission 
has construed the section in a fashion that must fairly be de- 
scribed as at once gingerly, grudging, restrictive, and without 
much consistency. It could, no doubt, still do so even under the 
Pettengill amendment—if it were so minded. Consequently, we 
need not only the amendment but a new spirit in its con- 
struction. 


GOVERNMENT REORGANIZATION 


The congressional joint committee on government organi- 
zation conferred this week with Louis Brownlow, chairman of 
the President’s advisory committee on reorganization of the 
administrative branches of the government, in executive ses- 
sion. One of the recommendations of the Presdient’s com- 
mittee was that the Commission be placed in a cabinet depart- 
ment. 








INVESTIGATION OF RAILROADS 


A provision in the independent offices appropriation bill, as 
passed by the House, providing that none of the funds therein 
appropriated for any executive department or other executive 
agency should be available to pay any compensation or other 
expense in connection with any investigation or inquiry under 
a resolution of either branch of Congress, was recommended 
for elimination by the Senate appropriations committee in re- 
porting the bill to the Senate. If the provision remains in the 
bill, the Senate interstate commerce committee will be barred 
from using Commission employes in its investigation of rail- 
roads, as it has been doing. The House committee on appro- 
priations had the provision in question put in the bill. It favors 
paying directly for investigations either branch of Congress 
may order. 





PLANNING AND TRANSPORT 


State planning provides “a new channel for improved under- 
standing and better relations between the federal government 
and the states,” according to a report on state planning progress 
transmitted to the President by the National Resources Com- 
mittee. 

“The state planning boards haxe examined the physical re- 
sources of the states—land, water, minerals, problems of better 
management of their forests, provision of recreational facilities, 
the best use of agricultural lands,” says the report “They have 
all made some progress in the study of their transportation prob- 
lems, particularly the better integration of their highway systems 
with other methods of transportation by air, rail or water. All of 
the state planning boards have attacked the problem of long-time 
budgeting of their construction activities, and many of them are 
now engaged on an inventory of desirable public works in the 
preparation of a six-year program.” 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
Jan. 15-31, inclusive, was 130,754, according to the Association 
of American Railroads. It was made up as follows: Plain box, 
57,107; auto, 7,240; total box, 64,347; flat, 6,004; gondola, 16,572; 
hopper, 9,636; total coal, 26,208; coke, 497; S. D. stock, 21,000; 
D. D. stock, 3,310; refrigerator, 8,368; tank, 180; miscellaneous, 
840. Canadian roads reported a surplus of 9,574 cars, made up 
of 7,376 plain box, 238 auto, 694 flat, 400 gondola, 500 S. D. 
stock, 266 refrigerator and 100 miscellaneous cars. 
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R. R. CONTROL OF MOTOR LINES 


In reports involving the Atchison, Topeka & Santa Fe, the 
purlington, and the East Tennessee & Western North Carolina 
railroad companies, approval by the Commission of railroad con- 
trol of motor operations has been recommended. 

In MC F-57, Burlington Transportation Co. purchase of prop- 
erty and operating rights of Roy A. Sand, doing business as Sand 
Motor Express Co., Examiner Robert R. Hendon, of the section of 
finance of the Bureau of Motor Carriers, has recommended ap- 
proval of purchase by the Burlington Transportation Co. of the 
property and operating rights of Sand. The applicant is controlled 
through ownership of its entire capital stock by the Chicago, Bur- 
jington & Quincy Railroad Co., which in turn, the examiner 

inted out, was controlled by the Great Northern Railway Co. 
and the Northern Pacific Railway Co. Applicant, further said the 
examiner, in turn owned 33% per cent of the stock of the Denver, 
Salt Lake & Pacific Stages, Inc., and 25 per cent of the stock of 
Denver, Colorado Springs & Pueblo Motorway, Inc. It is a mem- 
per of the voluntary association consisting of a group of motor 
carriers engaged in transportation of passengers known as the 
National Trailways System. 

Applicant, according to testimony, has been engaged in the 
transportation of passengers from Chicago, IIll., to Los Angeles 
and San Francisco, Calif., and numerous intermediate points. 
[thas also been operating as a common carrier of property and 
owns and operates in freight services approximately 90 motor 
yehicles, with which it engages in such transportation in terri- 
tory parallel and contiguous to the Burlington, extending from 
Chicago, Ill., to Omaha, Neb., Corning, Ia., to Kansas City, Mo.; 
Galesburg, Ill., to Peoria, Ill., and Macomb, IIll., Kewanee, III, 
to Peoria; and Burlington, Ia., to Keokuk, Ia., with branches 
and other lines in Illinois and Iowa, a total of approximately 
2100 miles. It also provides truck terminals and local pick-up 
and delivery service at Chicago, Galesburg, Rock Island, Peoria 
and Kewanee, Ill.; Kansas City and St. Joseph, Mo.; Burlington, 
Corning and Ottumwa, Ia.; and Omaha, Neb., according to the 
report. 

The Sand Motor Express Co., according to testimony, operates 
freight service between Davenport, Ia., and St. Louis, Mo., via 
Moline, Galesburg, Macomb, Rushville, Concord, Whitehall, and 
Alton, Ill., a distance of approximately 262 miles. Applicant 
contracted to buy the Sand property for $15,000. 


Acquisition of the line involved would be, in effect, an exten- 
sion of applicant’s system into new territory in and around St. 
Louis, which has been served by the railroad for many years, 
according to the report. 


The report stated that a witness for applicant testified that 
although his company’s bus operations were showing deficits, 
its truck operations had been running at a profit, and for the six 
months ended June 30, 1936, earned a net operating income of 
$9405. Continuing the examiner said: 


Applicant’s president and other officials testified concerning the 
proposed coordination of rail-truck service along that part of the rail- 
road's line, extending through the territory reached by vendor’s opera- 
tions. It was represented that applicant intends to move less-than- 
tarload merchandise in set-out cars to distributing points from which 
delivery to destination will be made in line haul trucks, and which will 
pick up freight at intermediate stations for concentration at key points, 
and perform a lateral or feeder service giving branch line stations 
benefits of main line service. It was demonstrated by specific examples 
how the coordinated service would improve the service, such as shorten- 
Ing delivery time by at least 24 hours from various origin points. It is 
also represented that applicant proposes to substitute truck service for 
some way freight service, supplement rail with truck service, and 
where advantageous, move semi-trailers on flat cars. 


In MC F-63, Santa Fe Transportation Co. purchase of prop- 
erty of A. K. Richards, doing busines as Kent Truck & Rigging 
Co., Grover L. Swink, assistant chief, section of finance of the 
Bureau of Motor Carriers, has recommended approval of pur- 
chase by the Santa Fe Transportation Co. of the property of 
Richards for $3,000. 

The applicant was incorporated in California June 8, 1933, 
and on Oct. 26, 1934, began operations as a common carrier of 
property between Fresno and Porterville, Calif., and intermedi- 
ate points, handling less-than-carload freight for the Atchison, 
Topeka & Santa Fe Railway Co., according to the report. The 
latter controls applicant through ownership of its entire capital 
stock. These and other operations represent the declared pur- 
pose of the railway to coordinate rail and motor service in terri- 
ory parallel and adjacent to its lines, said the report. The operat- 
ing rights sought to be acquired herein, said the examiner, ex- 
tended from Los Angeles to Wilmington and San Pedro, Calif., 
adistance of approximately 20 miles. The report said the acquisi- 
tion under consideration was stated to be in furtherance of the 
desire of the Santa Fe, through and by means of truck opera- 
lions of applicant, to coordinate rail and truck transportation in 
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southern California to the end that the movement of less-than- 
carload freight might be expedited in order to compete with other 
transportation agencies serving the same general territory, par- 
ticularly the so-called over-the-road truckers. In addition, said 
the report, the railway claimed to have found truck operation in 
certain localities more flexible and less expensive than com- 
parable service by rail. 

Several witnesses, said the report, testified that since three 
rail carriers and more than 100 truck lines now operated in the 
vicinity of Los Angeles in competition with the Santa Fe, the 
instant transaction would not be in restraint of competition, but 
rather would enable the railway to furnish more expeditious 
service than heretofore and increase its ability to compete with 
other carriers. In his conclusions Mr. Swing said: 


The record clearly establishes that consummation of the proposed 
transaction will permit the railway and applicant to render improved 
service to shippers in the vicinity of Los Angeles and that the pro- 
posed coordination of rail and truck operations under a common man- 
agement with the financial backing of the railway will be to the ad- 
vantage of the public, and will not unduly restrain competition. 


In MC F-71, E. T. & W. N. C. Motor Transportation Co. lease 
and option to purchase operating rights and property of Imperial 
Transportation Company, Inc., Examiner John S. Higgins, of 
the section of finance of the Bureau of Motor Carriers, has recom- 
mended approval by lease of the applicant of property and operat- 
ing rights of the Imperial company. The applicant asked author- 
ity to lease for one year certain property and operating rights 
of the Imperial company at a rental of $1,200; and, if renewed, at 
rentals of $1,350 and $1,500 the second and third years, respec- 
tively, with an option to purchase within three years for the sum 
of $11,000. Applicant is affiliated through stock ownership with 
the East Tennessee & Western North Carolina Railroad Co. It 
conducts both passenger and freight service by motor vehicle with 
its principal bus routes, extending from Bristol, Tenn., to Ashe- 
ville, N. C., and from Johnson City, Tenn., to Hickory, N. C. Its 
freight operations are conducted in North Carolina, Tennessee, 
Georgia, and South Carolina. It operates 13 busses in passenger 
service and 57 motor vehicles in freight service. The Imperial 
company operates as a carrier of interstate freight between High 
Point, N. C., and Roanoke, Va. 

The report said that applicant’s vice-president testified that 
the railroad decided in 1926 to engage in motor transportation 
and to coordinate rail and highway service, because of loss of its 
local passenger and freight traffic due to improved highway trans- 
portation and had since developed the service described, operat- 
ing 1,447 route miles. In his conclusions, Examiner Higgins said: 


The record shows that the railroad is a short line and, due to sub- 
stantial loss of its business, it was impelled to extend its service through 
motor transportation, so that at present these operations are greatly 
in excess of its rail line operations. While it is true the lease herein 
sought will have the technical effect of a further extension of rail line 
operations through a motor affiliate, it appears, because applicant will 
be directly serving territory which it now serves by interchange and 
which has no other direct rail or motor service, that such extension 
under these circumstances is justifiable. Because of such lack of either 
direct motor or rail service between Greensboro and Roanoke, the 
lease herein sought would not have the effect of extending the motor 
service of the railroad into new or competitive territory to the detri- 
ment of existing competitors. : 

From the foregoing, it appears that through service under one 
management, in lieu of connecting arrangements, will eliminate delays, 
effect savings, result in better use of facilities, and more efficient and 
economical operation, and thereby promote the public interest to 
public advantage. 

The lease agreement provides that consummation of the sale shall 
be conditioned upon the consent of all commissions and governmental 
agencies having jurisdiction. The order herein should reserve for fu- 
ture determination the matter of exercise of the option to purchase. 


Recommended orders in these cases will become effective at 
the expiration of twenty days from Feb. 15 unless exceptions are 
filed or the orders are stayed. 


In MC F-64, Santa Fe Transportation Co. purchase of prop- 
erty of R. T. Howard, doing business as Oceanside Truck & 
Transfer Co., served Feb. 18, Assistant Chief Swink of the sec- 
tion of finance of the Bureau of Motor Carriers, has recommended 
approval of purchase by the Santa Fe Transportation Company 
of the operating rights of Howard. The applicant is a wholly 
subsidiary of the A. T. & S. F. Howard was a common car- 
rier of property between Oceanside, Fallbrook, and Escondido, 
Calif. The report said the evidence established that not only 
would the transportation proposed result in continuation of a 
much desired trucking service between Oceanside, Fallbrook, 
and Escondido, but that the coordination of such service with 
rail service under a common management would be more re- 
liable, efficient, and expeditious than service previously rendered 
by the railway and vendor. 
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WASHINGTON STATE MOTOR TAX LAWS 


The Washington State Highway Cost Commission, ap- 
pointed in 1933 to ascertain the cost of highways to serve as 
a factor in making motor vehicle taxation rates, has made a 
supplemental report to the state legislature. Its original report, 
in 1935, was intended to serve as a basis for tax measures, but 
the legislature.that year adopted revisions in its tax policy 
declaration that made the supplemental report necessary. The 
revised policy declares it the intention of the legislature to 
apportion “highway costs and a fair special tax” among various 
types of motor vehicles “according to all elements which may 
properly enter into a determination of the fair and proper taxa- 
tion of each.” Theretofore the declaration of policy had called 
for the apportionment of highway costs among the types of 
vehicles “according to the cost caused.” 

After an exhaustive study of the elements of costs enter- 
ing into the building and maintenance of the Washington high- 
ways, the commission, in its report, recommends a schedule of 
motor vehicle taxes. These scales, the report says, are made 
under the handicap of two opposing public interest considera- 
tions, the first of which is the necessity in the state for an ade- 
quate higway transportation system which, in turn, is “depend- 
ent on a public highway system capable of serving all regions 
of the state adequately and safely,” and the second is the fact 
that that public interest requires that such a highway system 
be used to its fullest extent. To encourage such use “high- 
way taxation must be kept as low as possible.” 

The recommendations are also modified by expediency, the 
report says. That is because tax schedules must be practical 
and workable. The commission also says that the theoretically 
proper method of taxation for heavy motor vehicles is the 
metered mileage tax, but adds that that method was declared 
inexpedient by the legislature. It remains in the commission’s 
recommendations only with reference to diesel operated trucks, 
of which there are only 75 in the state. That, it explains, is 
because such trucks use cheap fuel oil and thus fail to pay 
taxes proportionate to those paid by gasoline-operated trucks 
which pay heavy gasoline taxes. 

The recommendations of the commission include the re- 
tention of the present 5-cents a gallon gasoline tax; a reduction 
of 50 per cent in the existing gross weight and seat taxes; on 
vehicles registered after midyear; an increase in the seat tax 
of for-hire passenger vehicles from $3 to $4.50; a complete re- 
vision of the scale of taxes for gross weights of trucks and 
trailers; a tax of 1% cents a mile on diesel-powered trucks; 
provisions for monthly permits for trucks from other states 
on the basis of one-twelfth of the annual tax applicable on the 
vehicle. 


The commission also recommends provisions for a study 
of facts relating to the conditions which appeared to be break- 
ing down the reciprocal relations between Washington and 
other states on registration, regulation, and taxation, so that 
recommendations for measures to improve conditions may be 
made, and the establishment of a motor vehicle accident re- 
porting system to assist in the formulating of a highway safety 
program. 


TRUCKING IN PACIFIC STATES 


The sum of $58,696,000 was received in 1935 by 2,929 con- 
cerns with headquarters in the Pacific states whose primary 
business was motor trucking for hire, according to William L. 
Austin, director, U. S. Bureau of the Census. 

The 2,929 concerns reported an average of 16,183 persons 
on their payroll for the year. A total of $21,739,000 was paid 
to these employes in 1935, of which $20,250,000 was paid to full- 
time and $1,489,000 to part-time employes. This did not in- 
clude compensation to the 2,840 active proprietors and firm 
members of unincorporated businesses. 

The number of vehicles in operation by these concerns in 
October, 1935, amounted to 17,685. The month of October was 
chosen as representative for the year. Standby equipment was 
not included. In counting the number, semtrailers and trac- 
tors were considered as separate vehicles. 

California, with 61.1 per cent of the total number of estab- 
lishments and 71.3 per cent of the total revenue, dominated the 
Pacific region overwhelmingly. Washington was next with 27.1 
per cent of the total number of establishments and 16.7 per 
cent of the total revenue, followed by Oregon, with 11.8 per 
cent of establishments and 12.0 per cent of revenue. Distribu- 
tion of payroll followed closely distribution of revenue, Cali- 
fornia with $15,472,000 accounting for 71.2 per cent, followed 
by Washington, whose $3,480,000 payroll represented 16.0 per 
cent, and Oregon, whose $2,787,000 payroll represented 12.8 
per cent. 


Analysis of the data for local, 


intrastate and interstate 
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truckers shows that 69 per cent of the trucking concerns report. 
ing were primarily engaged in local operations, 26.3 per cent 
in intrastate, and 4.7 per cent in interstate trucking. In terms 
of annual revenue, local operators accounted for 38.7 per cent 
of the total, intrastate 47 per cent, and interstate 14.3 per cent 
Thus, in the Pacific coast region, with its coastwise water trang. 
portation, states with large area, and mountain barriers on the 
east, interstate business was relatively small. Those concerns 
that were engaged primarily in interstate operations receijyeg 
a greater revenue per vehicle than local or intrastate operators. 
Revenue from all sources for local truckers was $2,645 a vehicle 
operated, as compared with $3,711 for intrastate, and $5,046 for 
interstate operators. 

Persons employed by local truckers represented 43.9 per 
cent of total employes, and received 42.1 per cent of the totaj 
payroll. The bulk of total part-time payroll (59.0 per cent) 
was paid to employes of local operators. 

By far the larger number of truckers in the Pacific states 
were small operators. About one-third (32.6 per cent) of al] 
concerns received less than $2,000 a year, but accounted for 
only 1.7 per cent of total revenue. Operators receiving from 
$2,000 to $9,999 a year represented 37.8 per cent of the total 
number, but received only 8.7 per cent of total revenue. Thus 
slightly more than 70 per cent of all concerns accounted for 
about 10 per cent of total revenue. 

There were 247 concerns in the Pacific states or slightly 
more than 8 per cent of the number reporting, whose annual 
revenue amounted to $50,000 or more. These concerns received 
65 per cent of total trucking revenue. These same concerns 
operated 49.5 per cent of the total number of vehicles but aec- 
counted for 63.2 per cent of all paid employes and 706 per 
cent of the annual payroll. Of total “other expense” (not in- 
cluding depreciation), 66.7 per cent was sustained by these 
247 concerns. 

There were 33 concerns that received one-quarter million 
dollars or more a year. These represented a little more than 


one per cent of the total number, but received 28.8 per cent of . 


the total annual revenue. They also employed 29 per cent of 
all paid employes and paid 32.8 per cent of the total payroll. 

This report is the sixth of a series of regional reports on 
motor trucking. The regional series will be followed by a final 
report giving more complete and detailed information about 
the for-hire trucking business. 





TRUCKING IN M. ATLANTIC STATES 


The sum of $107,704,000 was received in 1935 by 8,644 con- 
cerns with headquarters in the middle Atlantic states whose 
primary business was motor trucking for hire, according to Wil- 
liam L. Austin, director U. S. Bureau of the Census. 

The 8,644 concerns reported an average of 31,884 persons 
on their pay roll for the year. A total of $40,674,000 was paid to 
these employes in 1935, of which $36,990,000 was paid to full- 
time and $3,684,000 to part-time employes. This did not in- 
clude compensation to the 8,223 active proprietors and firm mem- 
bers of unincorporated businesses. 

The number of vehicles in operation by these concerns in 
October, 1935, amounted to 32,179. The month of October 
was chosen as representative for the year. Standby equipment 
was not included. In counting the number, semitrailers and 
tractors were considered as separate vehicles. 

New York, with 54.7 per cent of the total number of con- 
cerns and 57.4 per cent of the total revenue, dominated the 
middle Atlantic region. Pennsylvania was next with 29.8 per 
cent of the total number of concerns and 26.6 per cent of the 
total revenue, followed by New Jersey, with 15.5 per cent of 
concerns and 16.0 per cent of revenue. Distribution of pay ro 
followed closely distribution of revenue, New York with $24,245,- 
000 accounting for 59.6 per cent, followed by Pennsylvania, 
whose $9,819,000 pay roll represented 24.1 per cent, and New 
Jersey, whose $6,610,000 pay roll represented 16.3 per cent. 

Analysis of the data for local, intrastate and interstate truck- 
ers show that 78.1 per cent of the trucking concerns reporting 
were primarily engaged in local operations, 12.7 per cent m 
intrastate, and 9.2 per cent in interstate trucking. In terms 
of annual revenue, local operators accounted for 51.3 per cent 
of the total, intrastate 18.2 per cent, and interstate 30.5 per 
cent. Revenue from all sources for local truckers was $2, 

a vehicle operate, as compared with $3,372 for intrastate, 
$4,140 for interstate operators. 

Persons employed by local truckers represented 54.3 per cent 
of total employes, and received 53.6 per cent of the total pay 
roll. The bulk of total part-time pay roll (70.4 per cent) was 
paid to employes of local operators. ; 

By far the larger number of truckers in the middle - 
lantic states were small operators. More than two-fifths (45. 
per cent) of all concerns received less than $2,000 a year, bu 
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acounted for only 3.5 per cent of total revenue. Operators 
ceiving from $2,000 to $9,999 a year represented 34.7 per cent 
of the total number, but received only 11.9 per cent of total 
revenue. Thus, 79.7 per cent of all concerns accounted for only 
5.4 per cent of total revenue. 

There were 440 concerns in the middle Atlantic states, or 
51 per cent of the number reporting, whose annual revenue 
gmounted to $50,000 or more. These concerns received 57.5 per 
gent of total trucking revenue. These same concerns operated 
gly 41.3 per cent of the total number of vehicles, but accounted 
for 53.7 per cent of all paid employes and 63 per cent of the 
annual pay roll. Of total “other expense” (not including de- 
preciation), 61.4 per cent was sustained by these 440 concerns. 

There were 48 concerns that received one-quarter million 
jollars or more a year. These represented slightly more than 
one-half of one per cent of the total number, but received 22.4 

r cent of the total annual revenue, employed 21.5 per cent of 
all paid employes and paid 25.5 per cent of the total pay roll. 

The relative importance of a few trucking concerns em- 
ghasized by the number receiving $500,000 or more a year. There 
were 11 such concerns in the three middle Atlantic states, or 
approximately one-eighth of one per cent of the total number, yet 
they accounted for more than one-tenth (10.9 per cent) of total 
revenue, paid out 13.1 per cent of total annual pay roll and sus- 
igined 10.9 per cent of total “other expense” (not including de- 
preciation). 


MOTOR ACT VIOLATIONS 


Secretary McGinty, of the Commission, issued the follow- 
ing: 

A criminal information was filed against Howard Trucking Cor- 
poration, 550 West 25th Street, New York City, Benjamin Eskow, 
president, Maxwell Eskow, secretary and treasurer, and J. A. Coyle, 
general manager, in the district court of the United States for the 
suthern district of New York, on Feb. 9, 1937. The information 
consists of 200 counts charging Howard Trucking Corporation with 
violations of the motor carrier act, 1935, with respect to the granting 
of concessions and discriminations in the transportation of property 
by motor vehicle, the transportation of property by motor vehicle at 
acompensation greater than the effective tariff rates and charges, and 
the unlawful extension of credit to shippers for transportation charges 
in violation of order of the Commission dated July 8, 1936. It is 
sated that this is the largest information ever filed in the office of 
the clerk of the United States district court for the southern district 
of New York. Feb. 16, at 10:30 a. m., has been set as the time for 
the defendants to appear before the court and plead to the informa- 
tion. 

On February 5 action was instituted by the Interstate Commerce 
Commission against Howard Trucking Corporation by the filing of a 
bill in equity, consisting of five causes of action, to restrain Howard 
Trucking Corporation from violating the provisions of the motor car- 
rier act, 1935, by (1) transporting property in interstate commerce by 
motor vehicle at less and greater compensation than the effective tariff 
rates and charges; (2) extending credit to shippers in excess of the 
5 day period prescribed by order of the Commission; (3) issuing cir- 
culars setting forth rates and charges other than those specified in the 
effective tariffs; and (4) failing and refraining from remitting the 
proceeds of C. O. D. collections for a period in excess of the ten day 
period specified in the carrier’s effective tariffs. Howard Trucking 
Corporation appeared by counsel in this action and under date of Feb- 
tuary 11 consent decree was entered in the United States district court 
for the southern district of New York restraining and permanently 
enjoining the carrier from violating the motor carrier act, 1935, in 
the particularS prayed for in the bill of complaint. 


MOTOR CARRIER INSURANCE 


In Ex Parte No. MC 5, in the matter of security for the 
protection of the public as provided in the motor carrier act, 
ete, the Commission, by division 5, has modified its order of 
August 3, 1936, with respect to filing and approval of surety 
bonds, policies of insurance, qualifications as a self-insurer or 
other securities and agreements prescribed by the order, so 
that until the further order of the Commission the following 
shall not be required to comply with the rules and regulations 
prescribed in the order: 


(1) Carriers engaged in the transportation of passengers or prop- 
erty in interstate or foreign commerce wholly within a municipality 
or between contiguous municipalities or within a zone adjacent to and 
commercially a part of any such municipality or municipalities. (2) 
Brokers, (3) Forwarding companies. That said order of August 3, 1936, 
ly effective, except as herein provided, from and after February 


The Commission, by division 5, in Ex Parte MC 5, in the mat- 
ler of security for the protection of the public as provided in the 
motor carrier act, 1935, and of rules and regulations govern- 
ing the filing and approval of surety bonds, policies of insurance, 
qualifications as self-insurer or other securities and agreements 

Y motor carriers and brokers subject to the act, has modified its 
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order of Aug. 3, 1936, so that until the further order of the Com- 
mission certificates of insurance issued in connection with policies 
of insurance written as new business for a period of not more 
than one year, and effective between Jan. 1, 1937, and March 31, 
1937, may be filed for approval, and will be deemed to be in con- 
formity with Rule VIII of the rules and regulations in the order. 


KEESHIN APPLICATION APPROVED 


In a supplemental report in MC-F 11, Keeshin Transconti- 
nental Freight Lines, Inc., acquisition of control of National 
Freight Lines, Inc., etc., the Commission, by division 5, has 
approved and authorized purchase by National Freight Lines, 
Inc., of operating rights of Charles T. Durand, doing business 
as National Transfer and Storage Company, in connection with 
motor carrier operations instituted between June 1 and Octo- 
ber 15, 1935. 

In the original report the Commission approved purchase 
by National Freight Lines, Inc., of the properties of Durand. 
By petition of February 1, National Freight Lines, Inc., asked 
the Commission to modify the order entered in the original 
report to authorize specifically the purchase by it of the right 
of Durand to continue certain operations instituted between 
June 1 and October 15, 1935, in connection with which appli- 
cation for a certificate was filed by him, and the right to any 
certificate hereafter issued as a result of such application. 





MOTOR ORDERS EFFECTIVE 


No exceptions having been filed to the recommended motor 
reports and orders and the Commission not having stayed them, 
reports and orders proposed by joint board or examiners respect- 
ing the following applications have become effective as of the 
dates mentioned: 

MC 3188, T. J. Higgins, common carrier application, by joint 
board No. 143, as of Feb. 1. 

MC 3188, T. J. Higgins, extension of operations, by joint board 
No. 84, as of Feb. 4. 

MC 29120, Wilson Storage & Transfer Co., extension of 
operations, by joint board 148, as of Feb. 2. 

MC 50108, James W. Truitt, common carrier application, by 
Examiner Thurston B. Johnston, as of Feb. 4. 

MC 50412, John V. Kuhn, common carrier application, by 
joint board No. 24, as of Feb. 4. 

MC 50453, Leach & Mays Transfer, contract carrier applica- 
tion, by Examiner F. D. Binkley, as of Feb. 2. 

No exceptions to the recommended report and order of 
Examiner Thurston B. Johnston in MC 50971, Edward C. Hill, 
common carrier application, having been filed and the Commis- 
sion not having stayed or postponed said order, it has become 
effective as of January 26. 





MOTOR SERVICE AUTHORIZED 

The Commission, by division 5, has issued certificates, effec- 
tive March 15, in MC 7953, application of Dallas J. Peterson, 
Rochester, N. H.; MC 5459, application of Herman O. E. Lager- 
berg, Keene, N. H., dba Bartlett’s Express; MC 3117, application 
of Joseph Welker, Philadelphia, Pa., dba Nixon Express, and 
MC 1278, application of Elmer Monti and John D’Amico, Provi- 
dence, R. I., dba Grey Goose Line. 

In MC 2741, application of Pan American Bus Lines, Char- 
lotte, N. C., the Commission, by division 5, has issued a certificate 
authorizing motor passenger service between New York and 
Miami, Fla. 

The Commission, by division 5, in MC 2078, application 
of Alex McLaren, Danville, Ill., dba McLaren Truck Line, and 
MC 11543, application of Fred Sieder, Philadelphia, Pa., dba 
Delhi Storage, has issued certificates effective March 19. 

The Commission, by division 5, has issued certificates in 
MC 286, application of E. W. Lancaster Co., Ltd., Windsor, Ont., 
Can., and MC 3479, application of W. F. Biehl, Geddes, S. D., 
an individual, dba Biehl’s Motor Service. 

In MC 1326, application of George Munford, Caldwell, Ida., 
dba Jordan Valley Mail Stage, the Commission, by division 5, 
has issued a certificate, effective March 20. 


IMPROVEMENT OF HIGHWAYS 


State highway departments are to select a system of sec- 
ondary or feeder roads for improvement with federal assistance, 
according to an announcement by the Secretary of Agriculture. 
Rules and regulations have been issued governing the expendi- 
ture of $25,000,000 of federal aid for secondary roads apportioned 
last December to the various states, Hawaii and Puerto Rico. 
The federal funds are to be administered by the Bureau of Public 
Roads in cooperation with state highway departments. The fed- 
eral funds may be matched by equal amounts of state funds, and 
are for expenditure on secondary highway construction projects 
initiated by the various state highway departments and approved 
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by the Secretary of Agriculture. The funds become available 
July 1 for payment to the states for completed work and remain 
available for two years. 





TRUCK COMMODITY LOADING 


Monthly reports on movement of commodities by truck are 
to be compiled from reports from truck carriers by the American 
Trucking Associations, Inc., according to present plans. The 
first survey made by the association, based on reports from 128 
carriers operating in 32 states, showed total loading of 220,322 
tons, as compared with average monthly loading of 215,521 tons 
in 1936. It is hoped that, although only 128 carriers were repre- 
sented in the first compilation, the number of reporting carriers 
will increase to more than a thousand in a few months. 


MOTOR JOINT BOARDS 


The Commission has created the following motor joint boards 
or made changes as indicated: 

No. 6, Idaho and Oregon. Herbert Hauser, Oregon commis- 
sion, vice A. F. Harvey, chief, Oregon commission. 


WASHINGTON-OREGON TRUCK MEETING 


The Washington Motor Freight Association and the Allied 
Truck Owners, Inc., of Oregon, will hold their annual convention, 
jointly, at the New Washington Hotel, Seattle, Wash., April 24, 25 
and 26. A registration of 500 is expected. Ted V. Rodgers, presi- 
dent, American Trucking Associations, Inc., will be the guest of 
honor. 





MOTOR ORDERS STAYED 


The Commission, by division 5, has stayed until its further 
order the recommended order made in MC F-46, North East 
Texas Motor Lines, Inc., purchase of property and operating 
rights of W. L. and J. E. Mangrum, dba The Mangrum Motor Line. 

The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carriers cases: MC 34659, contract carrier application, and MC 
86104, Harold Gifford, contract carrier application. 

The Commission, by division 5, has stayed until its further 
order the recommended orders made in the following motor 
carriers cases: MC 23193, Pacific Transfer Co. extension of op- 
erations; MC 47970, James Loyd Faulk, brokers’ license; and MC 
59239, W. F. Couch, contract carrier application. 


GRADE CROSSING ACCIDENTS 


Fatalities resulting from accidents at highway-railroad grade 
crossings were greater in November, 1936, than in any month 
since January, 1929, according to the safety section of the Asso- 
ciation of American Railroads. 

The total for November, 1936, was 243, an increase of 65 
compared with October and an increase of 69 compared with 
November, 1935. Fatalities from such causes in January, 1929, 
numbered 249. 

Reports showed that 496 accidents, for the most part involv- 
ing motor vehicles, took place at highway-railroad grade cross- 
ings in November, 1936, an increase of 53 compared with Octo- 
ber, 1936, and an increase of 84 compared with November, 1935. 

Persons injured in such accidents in November totaled 586 
compared with 488 in October, 1936, and 486 in November, 1935. 

Fatalities resulting from highway-railroad grade crossings 
in the first eleven months of 1936 totaled 1,561. This was an in- 
crease of 101 compared with the corresponding period in 1935, 
while 4,340 were injured, an increase of 288 compared with the 
same period in the preceding year. In the first eleven months 
of 1936 there were 3,742 highway-railroad grade crossing acci- 
dents compared with 3,408 in the first eleven months of 1935. 

Analysis of highway-railroad grade crossing accidents in 
the first half of 1936, made by the Commission, showed that 89 
per cent involved either passenger automobiles, motor buses or 
motor trucks. 


GRADE CROSSING ELIMINATION 


The Secretary of Agriculture has announced the terms un- 
der which the states can share in the $50,000,000 federal fund 
for continuing through the next fiscal year on a permanent basis 
the program of eliminating hazards at railroad grade cross- 
ings. The funds, authorized by the act of Congress of June 16, 
- 1936, were apportioned among the various states, the District 
of Columbia, Hawaii and Puerto Rico by the Secretary on Dec. 
29, 1936, and become available for expenditure on July 1. The 
Bureau of Public Roads will administer the funds in coopera- 
tion with state highway departments, says the department, 
continuing: 


These new funds are in addition to the initial appropriation of 
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$200,000,000 of emergency funds under which grade crossing elimination 
work is now under way and will be expended in mueh the same 

Five types of grade crossing elimination and protection develop. 
ments are eligible: (1) Separation of grades at crossings; (2) installa. 
tion of protective devices at grade crossings; (3) reconstruction of 
existing grade separation structures; (4) relocation of highways to 
eliminate grade crossings; and (5) relocation of railroads to eliminate 
grade crossings. The funds are available to pay the cost of constrye. 
tion exclusive of cost of rights of way or property damage, and cap 
be spent either on rural highways or on city streets. 

To insure a fair distribution of benefits among the railroads jp 
each state, the regulations require that improvements shall be divideg 
among the various railroads so that the amount expended on each shalj 
be approximately in proportion to its mileage. On each railroad, crogs. 
ings of the greatest hazard to traffic are to be selected for elimination 
or protection. Initiative in selecting projects for improvement rests 
with the state authoriies who will prepare programs, and submit them 
to the bureau of public roads for approval. 

Where legal authority exists in a state for the physical closyre 
of railroad grade crossings and where, by the construction of a grade 
separation structure with adequate approaches the use of an existing 
grade crossing structure is rendered unnecessary for the convenience 
of the general public, the regulations require that approval of a proj- 
ect for the construction of a grade separation structure shall be ¢op- 
tingent upon prior provision for the physical closure of such grade 
crossing or crossings after completion of the new stucture. Any lateral 
connection necessary to accomplish the physical closure of such ex. 
isting grade crossings may be included as part of a project and paid 
for with grade crossing funds. 


BARGE LINE GRAIN PROPORTIONALS 


There was nothing new about the rates published in Inland 
Waterways Corporation tariff I. C. C. 110, under suspension 
in I. and S. 4280, proportional grain between Federal Barge 
Line points, hearing on which was held before Examiner 
Franck C. Weems at Chicago beginning February 18, according 
to the testimony of W. G. Oliphant, of the barge lines’ traffic 
department. Those rates were exactly the same as the port-to- 
port rates on grain southbound from barge line points north 
of Cairo, Ill., to points on the Mississippi below St. Louis that 
had been in effect for some time and published in the barge line 
tariffs. The port-to-port rates were not filed with the Commis- 
sion, however, the witness said, and, moreover, the thing the 
suspended schedule sought to accomplish was to apply those 
port-to-port rates as proportionals on grain originating at or 
beyond the northern barge points to interior destinations in 
the southeast. 

Though barge rates generally were made on the basis of 
80 per cent of the factor of the rail rates between the barge 
points, the situation with grain was somewhat different, he said. 
Those rates were made on a flat basis of 2 mills a ton mile 
southbound and 2.7 mills a ton mile northbound, with some 
variations where traffic conditions were unusual, he said. Ex- 
perience had shown the operators of the barge line that grain 
rates so made were compensatory, he added, because, unlike 
barge rates on other commodities, they did not include handling 
charges at ports and switching absorptions. Where the barge 
line performed loading and unloading services on grain, he 
pointed out, a charge of 24% cents a hundred pounds was made 


for a operation. That charge was preserved in the proposed 
tariff. 


_ He said that, when the barge lines approached the southern 
railroads with the proposal that joint rates be established with 
the unfiled barge rates as proportionals, they declined. It was 
his opinion that, should the Commission permit the suspended 
schedule to go in effect, such joint rates would automatically 
become effective. 

“That,” interjected J. T. Quisenberry, attorney for the Illi- 
nois Central, “is your theory.” 

“It is only our theory that is now going into the record,” 
replied N. D. Belnap, barge line attorney. 

J. L. McClintock, manager, Chicago division, Farmers’ Na- 
tional Grain Corporation, said he thought the proposed basis 
would be of help, especially to the small grain dealer. He 
pointed out that at present, grain shippers were required to 
maintain offices or agents at southern barge ports to transship 
the grain by rail. In addition to that expense, he added, they 
had to retain possession of the barge line bill of lading until 
the transshipment had taken place, thus delaying their use of 
the shipping document for purposes of collateral. 

It was pointed out on cross-examination that Item 5 of the 
suspended tariff specified shipment under the rates in that tariff 
on barge line bulk-freight bills of lading and that, therefore, 
transfer of the bills would have to take place at the southern 
ports anyway. Mr. McClintock said he thought that might be 
obviated by attaching to the bill a memorandum specifying the 
rail delivery of the’various lots contained in the cargo ship 
ment. The proposed tariffs, it was testified, called for minimum 
weights ranging from 140 tons to 2,000 tons depending on the 
port of loading. 

The hearing was expected to last several days. 
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; Water Transportation 

e 
truc. 
can tO Or Orr 
is in R of its contract on ocean mail Route No. 33 extending between 
'ided STRIKE TROUBLE STILL PREVAILS a Southeastern Atlantic ports and the west coast of the United 
shall The Traffic World New York Bureau xingdom and Germany has been postponed until March 15. 
tie Despite the settlement of the maritime strike trouble with The conference between the commission and the Oceanic and 
rests samen continues. Freight ships are prevented from sailing Oriental Navigation Company of San Francisco on the adjust- 
them with their heavy cargoes. It is not a case of picketing or ment of the four ocean mail contracts held by this company which 

shysically preventing the ship from setting sail, but a dead- were begun on January 25 were to be resumed February 17, 

sure lock caused by the refusal of the seamen to accept the new instead of Feb. 16 as was originally announced. 
rade continuous discharge books in accordance with the maritime The commission has been notified that R. D. Lapham, presi- 
sting niles and regulations. Some of the employes are conducting dent of the American Hawaiian Steamship Company and Frazier 
= what almost amounts to a “sit-down” strike because they refuse Bailey, vice-president of the Matson Navigation Company, will 
a to go off the ships where they are engaged to work and they represent the Oceanic and Oriental Navigation Company at this 
rade refuse to work under the condition of accepting the new books. conference. The Oceanic and Oriental Navigation Company is 
teral The steamship companies are not able to obtain other men in jointly owned by the American Hawaiian Steamship Company 
| ex: their place because the unions won’t furnish the men and the’ and the Matson Navigation Company. 
paid samen on the Pacific coast are cooperating with Atlantic coast 


gamen who refuse to accept the continuous discharge books. 

Vessels in the coastwise trade under the law may be sailed 
at present without the discharge books and some of the lines 
have taken advantage of this to move their vessels from port 








WATER CARRIER AGREEMENTS 


The Inland Waterways Corporation, the government barge 
line agency, in complaint No. 429, filed with the Maritime Com- 


dnp P99 lek up cargo a: baa tani Gos Conesanten se Onneeaet 
arge ment No. 5630 (see Traffic World, Jan. 23, p. 182) between the 
iner CHARTER OF U. S. LINES member lines of the Intercoastal Steamship Freight Association 
ding Representatives of the America France Line, the American and of the Gulf Intercoastal Conference. 
affic Hampton Roads-Yankee-Oriole Lines and the American Repub- The U. S. barge line alleges that the agreement is in viola- 
-to- lies Line, and of port interests of New York, Boston and Hamp- tion of sections 16 and 18 of the shipping act in that it subjects 
orth ion Roads, appeared before the House committee on merchant certain persons and traffic to undue prejudice and gives unrea- 
that marine and fisheries this week in support of the O’Leary bill sonable preference and advantage to other business localities 
line (H. R. 4207), extending for an additional year the period in and types of traffic by arbitrarily assigning in section 7 certain 
mis- which the Maritime Commission may continue to operate the territory to each of the member groups and makes certain other 
the gvernment shipping lines involved through managing agents. territory common to both, with no consideration being given to 
hose The merchant marine act, 1936, provides for termination of the normal flow of traffic, and in that section 8 restricts the 
t or operation under managing agents, and the Maritime Commis- application of all-water rates so as not to apply on traffic from 
3 In son has made arrangements to charter the lines. Admiral H. certain points in Ohio, and further that the maintenance of 
A. Wiley, chairman, and S. Duvall Schell, acting director of jdentical rates by the two conferences is unlawful inasmuch as 
sof the Commission’s division of transportation, opposed the bill. the service of each is vastly different. It is further alleged that 
arge Admiral Wiley said, in a report to the committee, that the the agreement is contrary to the purpose of Congress in develop- 
said. Maritime Commission was convinced that the proposed exten-  jng certain inland waterways. 
nile sion of time would serve no useful purpose, was not in the The following described action has been taken by the Mari- 
ome public interest, and would not be in accord with the policy of time Commission on agreements filed pursuant to the provisions 
Ex- = _ States on which the existing shipping laws were of section 15 of the shipping act, 1916, as amended: 
rain sed. 
like Objection was made to the proposed consolidation of the Agreements Approved 
ling America France Line with the American Hampton Roads Yan- 5577 between Luckenbach Steamship Company, Inc., and The Bank 
rge kee Line, for charter. Inman H. Payne, vice-president of the Line, Ltd., providing for the transportation of cargo under through 
he Cosmopolitan Shipping Co., Inc., managing operators of the bills of lading from United States Atlantic coast ports to China, Hong- 
lade America France Line, said the proposed consolidation of the kong, and the Philippine Islands, with transhipment at Los Angeles 
sed wo lines was too serious a matter to be disposed of so sum- Harbor, San Francisco, Seattle, or Portland. 
marily “without full time for deliberate consideration by a full 5614 between Luckenbach Steamship Company, Inc., and Ellerman & 
commission as required by the act.” Bucknall Steamship Co., Ltd., providing for the transportation of cargo 
ern as q . : ; under through bills of lading from United States Atlantic coast ports 
vith If charters for a single year are put into execution at the +4 China, Hongkong, Manchuria and the Philippine Islands, with 
was present time,” said he, “there is grave danger that experienced transhipment at Los Angeles Harbor or San Francisco. 
ded operators may be forced to resort to operate foreign-flag ves- 5615 between Luckenbach Gulf Steamship Company, Inc., and Eller- 
ally ls or disband the personnel of efficient and long established man & Bucknall Steamship Co., Ltd., providing for the transportation 
organizations to the detriment of the American merchant of cargo under through bills of lading from United States Gulf pe 
Ili- marine.” to China, Hongkong, Manchukuo, and the Philippine Islands, w 
Frank S. Davis, manager of the Maritime Association of ‘@"Shipment at Los Angeles Harbor or San Francisco. 
: cn 5621 between Pacific-Atlantic Steamship Company (Quaker Line) and 
rd,” ~~ Boston Chamber of Commerce, appeared in support of the States Steamship Company (States Line) cuneldinde for the transpor- 
i, as did Walter P. Heddon, of the Port of New York Au- tation of cargo under through bills of lading from United States Atlantic 
Na- thority ; Charles E. Ware, Jr., a member of the Boston Port ports to Portland and Seattle, with transhipment at San Francisco or 
asis Authority; John J. Halleran, of C. H. Sprague & Son, managing Los Angeles. 
He operator of the American Republics Line, and W. F. Taylor, of 5657 between Swayne & Hoyt, Ltd. (Gulf Pacific Line) and Osaka 
to the Southgate Nelson Corporation, operating the American Shosen Kaisha (Osaka Mercantile Steamship Co.), providing for the 
hip “@mpton Roads-Yankee-Oriole Lines. Gull porte te ports te Japan anal Gaiam, wae Seemanigemneras Sada 
hey geles Harbor or San Francisco. 
e OCEAN MAIL CONTRACTS 5659 between Osaka Shosen Kaisha (Osaka Mercantile Steamship Co.) 
» Oo Bates = : , and Gulf Pacific Mail Line, Ltd., providing for the transportation of 
Seer Lonternaes on he GAinetnent of the come. niall an cargo under through bills of lading from ports in China, Japan, Port 
the Francisco ‘iil b h 1 p ’ "’ "” +. Swettenham, and Straits Settlements, with transhipment at Los An- 
riff Sco, will be he d on March 1 between the U. S. Maritime geles Harbor or San Francisco. ; ' 
_~ Ommission and representatives of the company. The contracts 5661 between Osaka Shosen Kaisha (Osaka Mercantile Steamship 
’ cover ocean mail Routes Nos. 25 and 27 extending between San Co.) and Swayne & Hoyt, Ltd. (Gulf Pacific Line), providing for the 
= rancisco and Japan, China, Hawaii, Philippine Islands and transportation of cargo under through bills of lading from ports in 
Pre other Far East ports. The new merchant marine act requires China, Japan, Straits Settlements, and Port Swettenham to United 
> ae termination of all ocean mail contracts by June 30. Normally ecaie Py ports, with transhipment at Los Angeles Harbor or San 
um oe empty lk | Hg bd company on these routes would _ 5666 between Ocean Shipping Co., Ltd., Border Line Transporta- 
the pt. oU, . tion Co., Frank Waterhouse & Co. of Canada, Ltd., and Luckenbach 


The conference originally scheduled for March 3 between the 
‘ommission and the South Atlantic Mail Line on the adjustment 


Gulf Steamship Company, Inc., providing for the transportation of 
cargo under through bills of lading from China, Japan, Hongkong, 
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and Manchuria to United States Gulf of Mexico ports, with tranship- 
ment at Vancouver, British Columbia and Seattle, Wash. 

5667 between Osaka Shosen Kaisha and Luckenbach Gulf Steam- 
ship Company, Inc., providing for the transportation of cargo under 
through bills of lading from Straits Settlements, Indo-China, India, 
Siam, China, Hongkong, Taiwan (Formosa), Manchuria, Chosen (Korea), 
and Japan to United States Gulf of Mexico ports, with transhipment 
at Los Angeles Harbor. 

5668 between Osaka Shosen Kaisha and Luckenbach Steamship Com- 
pany, Inc., providing for the transportation of cargo under through 
bills of lading from Straits Settlements, Indo-China, India, Siam, China, 
Hongkong, Japan, Taiwan (Formosa), and Chosen (Korea) to United 
States Atlantic coast ports, with transhipment at Los Angeles Harbor. 

5683 between Luckenbach Gulf Steamship Company, Inc., and The 
Bank Line, Ltd., providing for the transportation of cargo under 
through bills of lading from United States Gulf ports to China, Hong- 
kong, and the Philippine Islands, with transhipment at Los Angeles 
Harbor, San Francisco, Seattle, or Portland. 

5587 between Luckenbach Gulf Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Gulf ports to Japan, China, Hong- 
kong, and the Philippine Islands, with transhipment at Los Angeles 
Harbor, San Francisco, Seattle, or Portland. 

5588 between Luckenbach Gulf Steamship Company, Inc., and States 
Steamship Company, providing for the transportation of cargo under 
through bills of lading from United States Gulf ports to Japan, Korea, 
Formosa, China, Hongkong, Indo-China, Siberia, Manchuria, and the 
Philippine Islands, with transhipment at Los Angeles Harbor, San 
Francisco, Seattle, or Portland. 

5690 between American-Hawaiian Steamship Company and Edward 
P. Farley and Morton L. Fearey, Trustees of Munargo Steamship Cor- 
poration, providing for the transportation of cargo under through bills 
of lading from United States Pacific coast ports to Nassau, Bahama 
Islands, with transhipment at New York. 

5702 between Refrigerated Steamship Line, Inc., and American 
Scantic Line, Inc., providing for the transportation of citrus fruit under 
through bills of lading from Jacksonville, Tampa and/or Fort Pierce 
to Copenhagen, Gothenburg, Stockholm, and Helsingfors, with tranship- 
ment at New York. 

4984-1 between Gulf Pacific Mail Line, Ltd., and Osaka Shosen 
Kaisha, modifying agreement 4984 to provide for the deletion of the 
Philippine Islands from the scope of that agreement. Agreement No. 
4984 covers the transportation of cargo under through bills of lading 
from United States Gulf ports to China, Japan and the Philippine Is- 
lands, with transhipment at Los Angeles Harbor or San Francisco. 

5551 between Dollar Steamship Lines, Inc., Ltd., and New York 
and Cuba Mail Steamship Company, providing for the transportation 
of cargo under through bills of lading from United States Pacific coast 
ports to Vera Cruz, Tampico, Puerto Mexico, and Progreso, Mexico, 
with transhipment at New York. 

5594 between Luckenbach Steamship Company, Inc., and Edward P. 
Farley and Morton L. Fearey, Trustees of Munargo Steamship Cor- 
poration, providing for the transportation of cargo under through bills 
of lading from United States Pacific coast ports to Nassau, Bahama 
Islands, with transhipment at New York. 

5601 between Luckenbach Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Atlantic coast ports to Japan, China, 
Hongkong and the Philippine Islands, with transhipment at Los An- 
geles Harbor, San Francisco, Seattle or Portland. 

5651 between Wilhelm Wilhelmsen and Agwilines, Inc., providing 
for the transportation of cargo under through bills of lading from the 
Philippine Islands, China and Japan to Charleston, Jacksonville, Miami 
and Tampa, with transhipment at New York. 

5679 between Luckenbach Gulf Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Gulf ports to the Dutch East Indies, 
with transhipment at Los Angeles Harbor, San Francisco, Portland or 
Seattle. 

5681 between Luckenbach Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Atlantic coast ports to the Dutch 
East Indies, with transhipment at Los Angeles Harbor, San Francisco, 
Seattle, or Portland. 

5682 between Luckenbach Steamship Company, Inc., and Silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Atlantic ports to Ceylon, with 
transhipment at Los Engeles Harbor, San Francisco, Portland, or 
Seattle. 

5684 between Luckenbach Gulf Steamship Company, Inc., and silver 
Line, Ltd., providing for the transportation of cargo under through 
bills of lading from United States Gulf ports to Ceylon, with tranship- 
ment at Los Angeles Harbor, San Francisco, Portland, or Seattle. 


Agreements Canceled 


2075 between Luckenbach Steamship Company, Inc., and The Bank 
Line, Ltd., which has been superseded by 5577. 

4204 between Luckenbach Steamship Company, Inc., and Eller- 
man & Bucknall Steamship Co., Ltd., which has been superseded by 
5614. 

4205 between Luckenbach Gulf Steamship Company, Inc., and Eller- 
— & Bucknall Steamship Co., Ltd., which has been superseded by 

15. 

2737 between Pacific-Atlantic Steamship Company (Quaker Line) 
and States Steamship Company (States Line), which has been super- 
seded by 5621. 

3326 between Swayne & Hoyt, Ltd. (Gulf Pacific Line) and Osaka 
Shosen Kaisha (Osaka Mercantile Steamship Co.), which has been 
superseded by 5657. 
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3477 between Osaka Shosen Kabushiki Kaisha (Osaka Shosen 
gg and Gulf Pacific Mail Line, Ltd., which has been supersedeq 

y 5659. 

3478 between Osaka Shosen Kabushiki Kaisha (Osaka Shogep 
Kaisha) and Swayne & Hoyt, Ltd. (Gulf Pacific Line), which has been 
superseded by 5661. 

5011 between Ocean Shipping Co., Ltd., Border Line Transporta- 
tion Company, Frank Waterhouse & Co. of Canada, Ltd., and Lucken- 
bach Gulf Steamship Company, Inc., which has been superseded b 
5666. , 

4836 between Osaka Shosen Kaisha and Luckenbach Gulf Steam- 
ship Company, Inc., which has been superseded by 5667. 

1157, as amended, between Osaka Shosen Kaisha and Luckenhaeh 
Steamship Company, Inc., which has been superseded by 

2073 between Luckenbach Gulf Steamship Company, Inc., and The 
Bank Line, Ltd., which has been superseded by 5683. 

2159 between Luckenbach Gulf Steamship Company, Inc., and Silver 
Line, Ltd., which has been superseded by 5587. 

3846 between Luckenbach Gulf Steamship Company, Inc., and States 
Steamship Company, which has been superseded by 5588. 

4842 between American-Hawaiian Steamship Company and Edward 
P. Farley and Morton L. Fearey, Trustees of Munargo Steamship Cor. 
poration, which has been superseded by 5690. 

5637 between Refrigerated Steamship Line, Inc., and American 
Scantic Line, Inc., which has been superseded by 5702. 

432 between Osaka Shosen Kaisha and American-Hawaiian Steam- 
ship Company, providing for the transportation of cargo under through 
bills of lading from the Far East to the Atlantic coats, with tranship- 
ment at Pacific coast ports, which has been superseded by 5636. 

660 between Oceanic and Oriental Navigation Company and Luckep- 
bach Steamship Company, Inc., providing for the transportation of 
cargo under through bills of lading from Oriental ports to United 
States Atlantic coast ports, with transhipment at Los Angeles or San 
Francisco, which has been superseded by 5628. 

79 between Compagnie Generale Transatlantique (French Line) 
and Panama Pacific Line, providing for the transportation of cargo 
under through bills of lading from United States Pacific coast ports 
to Bordeaux, St. Nazaire, Nantes, Dunkirk and Havre, with tranship- 
ment at New York, which has been superseded by 5522. 

1178 between Klaveness Line and American-Hawaiian Steamship 
Company, providing for the transportation of cargo under through bills 
of lading from the Far East and Oriental ports to United States At 
lantic coast ports, with transhipment at Los Angeles Harbor, San 
Francisco, Seattle or Portland, which has been superseded by 5629. 

1309 between States Steamship Company, Tacoma-Oriental Steam- 
ship Company, and Luckenbach Steamship Company, Inc., providing 
for the transportation of cargo under through bills of lading from 
Oriental ports to United States Atlantic ports, with transhipment at 
Seattle, Tacoma, Portland, San Francisco or Los Angeles, which has 
been superseded by 3599 and 5562. 

2010 between Kokusai Kisen Kaisha and Luckenbach Steamship 
Company, Inc., providing for the transportation of cargo under through 
bills of lading from the Orient to United States Atlantic ports, with 
transhipment at San Francisco or Los Angeles Harbor, which has been 
superseded by 5618. 

3207, as amended, between Nelson Steamship Company (Sidney M. 
Hauptman, Trustee) and Hamburg-Amerikanische Packetfahrt Actien- 
Gesellschaft (Hamburg-American Line) and Norddeutscher Lloyd (North 
German Lloyd), providing for the transportation of cargo under through 
bills of lading from United States Atlantic and Gulf ports to the West 
Coast of South America, West Coast of Central America, East Coast 
of Central America, East Coast of Colombia, Venezuela, Curacao, and 
Trinidad, with transhipment at Cristobal. 

3407 between Nelson Steamship Company and Calmar Steamship 
Corporation, providing for the transportation of cargo under through 
bills of lading between United States Pacific coast ports and United 
States Atlantic coast ports, with transhipment at San Francisco or 
Los Angeles Harbor. 

4110 between Nelson Steamship Company (Sidney M. Hauptman, 
Trustee) and Crowley Launch & Tugboat Company, providing for the 
transportation of cargo under through bills of lading from United 
States Atlantic ports to Mare Island, Cal., with transhipment at San 
Francisco. ; 

4700 between Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) and 
Luckenbach Gulf Steamship Company, Inc., providing for the trans- 
portation of cargo under through bills of lading from the Philippine 
Islands, Hongkong, China, and Japan to United States Gulf of Mexico 
ports, with transhipment at Portland, Seattle, Tacoma, Los Angeles 
Harbor, or San Francisco, which has been superseded by 5625. 

5074 between Ocean Shipping Co., Ltd., and American-Hawalian 
Steamship Company, providing for the transportation of cargo under 
through bills of lading from China, Hongkong and Japan to Phila 
delphia, Camden, Port Newark, New York, and Boston, with tranship- 
ment at Seattle, which has been superseded by 5641. 

5087 between Luckenbach Gulf Steamship Company, Inc., and 
Lancashire Shipping Company, Ltd., providing for the transportation 
of cargo under through bills of lading from United States Gulf ports 
to Japan, Korea, Formosa, Siberia, Manchukuo, China, Hongkong, Indo- 
China, and the Philipine Islands, with transhipment at Los Angeles 
Harbor or San Francisco, which has been superseded by 5672. 

5088 between Luckenbach Steamship Company, Inc., and Lancashire 
Shipping Company, Ltd., providing for the transportation of cargo under 
through bills of lading from United States Atlantic Coast ports to 
Japan, Korea, Formosa, Siberia, Manchukuo, China, Hongkong, Indo- 
China, and the Philippine Islands, with transhipment at Los Angeles 
Harbor or San Francisco, which has been superseded by 5673. 

5217 between Oceanic & Oriental Navigation Company and Amer- 
ican-Hawaliian Steamship Company, providing for the transportation of 
cargo (with the exception of silk, bullion, and specie) under through 
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pills of lading from China, Japan, Philippine Islands and French-Indo 
China to United States Atlantic coast ports, with transhipment at San 
rrancisco or Los Angeles Harbor, which has been superseded by 5632. 

5446 between Wilhelm Wilhelmsen (Barber-Wilhelmsen Line) and 
tuckenbach Steamship Company, Inc., providing for the transportation 
ef cargo under through bills of lading from China, Hongkong, Japan 
and the Philippine Islands to United States Atlantic ports, with tranship- 
ment at Seattle, Portland, San Francisco or Los Angeles Harbor, which 
has been superseded by 5626. 


STORAGE OF IMPORT PROPERTY 


In a proposed report in No. 221, storage of import property 
Examiners A. L. Lansdale and E. P. Cotter, of the division of 
regulation of the Maritime Commission, have recommended 
that: 


Respondents’ practice of allowing unlimited free storage of import 
property on their steamship piers at the port of New York be found to 
pe unreasonable, in violation of section 17 of the shipping act, 1916. 

As a reasonable regulation for the future, respondents should be 
required to limit the free time allowed on import property at the port 
of New York to a maximum period of ten days after complete discharge 
of vessel, Sundays and legal holidays excluded. 


L. C. Nelson, acting director of the division of regulation, 
announced that any exceptions to the proposed report must be 
received by the division and copies thereof mailed to all parties 
of record within 15 days from Feb. 15, and any briefs in reply 
toany such exceptions must be received by the division and copies 
thereof mailed to all parties of record within 10 days after the 
exceptions to which they related were mailed. 

The examiners pointed out that this was a proceeding of 
investigation, initiated by order of July 8, 1935, into and con- 
cerning the lawfulness of the charges for, and the regulations 
and practices of common carriers by water in foreign commerce 
relating to or connected with, the storage of import property at 
the ports of Boston, New York, Philadelphia, Baltimore and Nor- 
folk, following the filing of formal complaints by organizations 
identified with those ports, except New York, alleging that the 
carriers named defendants permitted import commodities to 
remain on their piers and wharf facilities at the port of New 
York for excessive periods of time, without charge, whereas, 
at the other ports involved penalty storage charges were assessed 
on like commodities after the expiration of limited periods of 
free time, and that such practices were in violation of sections 
16 and 17 of the shipping act, 1916. The complaints were sub- 
sequently withdrawn. In part the examiners said: 


The general practice of respondents at the port of New York is to 
allow import property discharged from their vessels to remain on the 
piers used by them, without charge, until called for by the consignees, 
notwithstanding definite provisions in their bills of lading and arrival 
notices requiring the consignees or owners of such property to take 
delivery immediately upon discharge or within a limited time there 
after, and reserving the right to send the merchandise to store at the 
risk and expense of owner or consignee, or, in some cases, to assess 
wharfage or storage charges. Respondents frankly admit they do not 
enforce these provisions and do not maintain or enforce any general 
rules or regulations applicable to the storage or holding of import prop- 
erty on the piers, primarily because, as stated by them, it is not the 
custom of the port or the practice of competing carriers to limit the 
period of free time or to make any charge for storage. ... 

At the port of New York respondents provide pier facilities, usually 
at considerable expense, by lease or other arrangement under which 
they obtain exclusive or partial use of such facilities or reservation of 
space on the piers sufficient to accommodate all cargo discharged, with 
no restriction on the period of time import property may be held await- 
ing delivery. Under these arrangements respondents retain control of 
such property during the entire time it is held awaiting delivery, and 
permit consignees or owners thereof to take delivery at their con- 
venience, either by complete or partial lot. The additional pier expenses 
which frequently result from this practice are absorbed by respondents. 


Practices at Other Ports 


At the other North Atlantic ports involved in this proceeding free 
time and storage charges on import cargo are governed by definite rules 
and regulations maintained and enforced by the terminal operators. 
The free time generally allowed at Boston is six (6) days and at Phil- 
adelphia, Baltimore and Norfolk it is five (5) days, beginning with the 
day following complete discharge of the vessel. At Boston woodpulp 
is allowed fifteen (15) days free time and at the other three ports both 
woodpulp and crude rubber are usually allowed fifteen (15) days. At 
all these ports respondents, as a general rule, do not lease or otherwise 
control the pier facilities or space used by them for the discharge and 
delivery of import property, but are assigned berthing space for their 
vessels, usually called dockage, and sufficient space on the pier to ac- 
commodate the cargo discharged. At railroad piers the vessel is given 
free dockage and this practice is also observed at some of the other 
piers, but at all these facilities wharf demurrage or storage charges 
are assessed against the cargo after the free time period has expired. 
In some instances the ocean carriers retain control of import property 
on the pier until delivery is taken by consignee, and collect accrued 
Storage charges for account of the terminal operator; in other in- 
stances all control over the property is relinquished to the terminal 


The Traffic World 





PAGE 393 





° ° 
Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Co., St. Paul, Minn. Copyright, 
1937, by West Publishing Co.) 








(Circuit Court of Appeals, Second Circuit.)—Conclusions of 
trial judge must control when certainty of error therein cannot 
be established. (The Edward E. Loomis, 86 Fed. Rep. (2d) 705). 

Where shipowners agree that mutual safety requires ships 
to follow stated courses, which are recognized to extent that they 
appear on official maps, departure from such courses without rea- 
son should be held to be negligent navigation.—Ibid. 

Negligent navigation of ships by departure from upbound 
and downbound courses established by shipowners to avoid dan- 
gers incident to unexpected meeting under conditions of poor 
visibility is not excused by negligence of other navigators in 
similar departure.—Ibid. 

Unlawful position does not per se necessarily result in liabil- 
ity for collision, as it may be a so-called condition rather than 
contributing cause of collision.—Ibid. 

Rule that unlawful position does not per se necessarily result 
in liability does not govern where sudden appearance of offend- 
ing vessel would be likely to, and does, produce confusion on part 
of navigators of other vessel.—Ibid. 

Petitioner for limitation of liability in collision had burden 
to show that statutory faults could not have contributed to col- 
lision.—Ibid. 

Rules of navigation applicable to fog apply to “thick 
weather” from whatever cause (33 U.S. C. A., secs. 271, 272).— 
Ibid. 

Vessel which may be in clear is not excused from observance 
of rules of navigation in fog when skirting or approaching patch 
of haze from which obscured vessel may suddenly emerge (33 
U.S. C. A., secs. 271, 272) —Ibid. 


Approach of ship bound down lake at speed of twelve miles 
per hour without sounding fog signals in thick weather to within 
one-half mile of ship bound up lake at which distance lights of 
upbound sihp could be observed held violation of navigation rules 
rendering downbound ship jointly liable with upbound ship which 
was at fault in collision, in absence of showing that such statu- 
tory fault could not have contributed to collision (33 U.S. C. A., 
secs. 271, 272).—Ibid. 


To escape liability for statutory fault, offending vessel must 
prove not only that it probably did not contribute to cause col- 
lision, but that it could not have contributed.—Ibid. 

Owner of ship guilty of faults of navigation which could 
have contributed to collision held entitled to limitation of liability, 
where faults of navigation were without privity of owner.—Ibid. 





operator upon expiration of the free time, or the property is delivered 
into the custody and control of the terminal operator immediately 
upon discharge from the vessel. There is no showing that respondents 
are engaged in unlawful or unreasonable practices in connection with 
the storage or delivery of import property at such other North At- 
lantic ports. 


Practices at New York 


The testimony relative to the practices at New York is substan- 
tially the same as to all respondents, in that practically all admit the 
holding or storage of import property without charge until final de- 
livery to owner or consignee. They state that competition between car- 
riers prevents the limitation of free time by voluntary action, and 
that it is not the eustom of the port for steamship companies to make 
a charge for holding the property on the piers. It is also stated by 
some that any attempt to assess storage charges or remove import 
merchandise to a warehouse would result in loss of business to com- 
peting lines and possibly to competing ports. The record does not 
definitely establish when and under what circumstances the present 
practice at New York was initiated. There is some testimony, how- 
ever, that during the World War and for some years thereafter the 
period of free time allowed import property was limited, but as con- 
ditions changed, due to the depression in world trade, the competition 
for traffic became keener and concessions to shippers were gradually 
increased until practically all lines became involved in the present 
practice. 


In several instances, said the examiners, competing carriers 
had found it practicable to limit the period of free time at New 
York by special agreement, and referred to agreements covering 
crude rubber from the Far East, coffee from Colombia, and onions 
and lemons from the Mediterranean. 

There was considerable testimony by respondents as to their 
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efforts to presuade consignees to remove import property from 
the piers within a reasonable period after the discharge of such 
property from the vessel, said the examiners. These efforts 
sometimes began immediately on discharge from vessel and some- 
times after the property had been allowed to remain on the piers 
for some days, but it was generally admitted that no great pres- 
sure was used to compel removal until the pier space was urgently 
needed, they said. The failure to maintain and enforce definite 
rules and regulations limiting the period of free time has made 
it possible for consignees of import property to use the piers as 
warehouses until convenient for them to take delivery or pending 
negotiations for the sale of such property, according to the report. 
Continuing, in part, the examiners said: 


Truckers and Warehousemen 


A representative of the Merchant Truckmen’s Bureau of New York, 
an association of merchandise truckmen, appearing also as owner and 
operator of a trucking corporation, testified that the trucking interests 
have borne unreasonable expense in connection with the trucking of 
import merchandise at New York because of the congestion caused by 
the unlimited free time practice, and they feel it will be necessary to 
pass this expense on in the form of higher trucking rates. This wit- 
ness also stated that congestion due to holding import freight makes it 
difficult to reach the portions of the pier used for export freight and 
that in some instances it has been necessary to handle such freight by 
hand trucks 

Considerable testimony was given by representatives of warehouse- 
men in opposition to respondents’ practices at New York to the effect 
that the allowance of excessive free time on the piers operates to de- 
prive the warehousemen of business that would otherwise come to them 
and which it is contended rightfully belongs to them. The president 
of the Warehousemen’s Association of the Port of New York testified, 
in part, as follows: 


‘“‘The warehousemen in the Port of New York area have an invest- 
ment in the merchandise warehousing business of approximately $150,- 
000,000.00. This investment has been made because of the warehousing 
services required in foreign and domestic trade. Prejudicial and un- 
reasonable practices, such as the one here under discussion, directly 
jeopardize that investment. * * * There is no question, and our expe- 
rience and investigation has shown us that this situation now existing 
here * * * is depriving the warehouses of the Port of New York of 
business they have formerly enjoyed, business which they now right- 
fully should expect and would have, should this abuse be discontinued."’ 


The record indicates that respondents furnish some consignees and 
owners of import property the equivalent of commercial storage, with- 
out charge, and thereby encourage the use of their piers as warehouses 
pending the sale or other disposition of import property. The business 
of commercial warehousemen is undoubtedly affected by this unrea- 
sonable practice. 


While the record fails to show the actual diversion of traffic from 
other ports to New York, it is sufficient to support the conclusion that 
the excessive free storage allowed at New York is a valuable concession 
and a competitive factor of sufficient importance to influence the move- 
ment of import traffic. 


Dissimilar Treatment 


The record indicates that respondents do not treat all shippers or 
consignees alike. Under the agreements heretofore referred to, crude 
rubber from the Far East and onions from Spain are subject to wharf- 
age or pier storage charges after the expiration of limited periods of 
free time, lemons and other fruit from Italy are assessed wharfage 
charges beginning from the day the steamer commences discharging, 
while the Colombian coffee agreement provides that no coffee shall be 
permitted to remain on the steamship piers or property beyond a lim- 
ited period of free time. As to all other commodities, the testimony is 
unanimous that the privilege of unlimited free storage is forced by stress 
of competition between carriers and the record indicates that the amount 
of free time allowed is influenced in large measure by the demands of 
particular shippers or consignees. The manner of providing this excep- 
tional facility opens the door to unlawful discriminations and abuses. 


Section 17 of the shipping act, 1916, provides that every common car- 
rier by water in foreign commerce and every other person subject to 
the act shall establish, observe and enforce just and reasonable regu- 
lations and practices relating to or connected with the receiving, han- 
dling, storing or delivering of property, and that ‘‘whenever the board 
finds that any such regulation or practice is unjust or unreasonable it 
may determine, prescribe, and order enforced a just and reasonable 
regulation or practice.’’ With the few exceptions noted herein, re- 
spondents do not maintain or enforce any regulations governing free 
storage of import property on their piers at New York, and in many 
instances such property is allowed to remain on the piers without 
charge far beyond the time reasonably required for removal, to ac- 
commodate shippers or consignees who use this valuable free storage 
facility while seeking a market for their goods or while awaiting the 
consignee’s convenience. This practice results in great inequality of 
service as between different shippers of import traffic, and is beyond 
the proper functions of a common carrier. As a proper part of their 
transportation service respondents should allow only such free time as 
may be reasonably required for the removal of import property from 
their premises, based on transportation necessity and not on commer- 
cial convenience. 


Free Time Limit Favored 
Respondents are practically unanimous in favoring a reasonable 


limitation of free time on import property at New York, but generally 
suggest that New York should not be placed at a disadvantage with 
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competing ports and that some commodities may require special con- 
sideration because of difficulties encountered in the sale or other dis. 
position thereof, or because, in some instances, the commodities are o 
low value and cannot stand warehousing or the imposition of pier stor- 
age charges. It is generally admitted that for most import commogj. 
ties a period of ten days after completion of vessel discharge would af. 
ford ample opportunity for removal from steamship piers at New York, 
and the suggestion that some commodities may require more time is 
hased primarily on merchandising problems and commercial Convenieng 
and not on transportation necessity. The record does not indicate that 
the fixing of ten days as a reasonable maximum period of free time 
on import property would place New York at a disadvantage with 
competing ports. 

The Commission should find that respondents are engaged in un- 
reasonable practices in connection with the free storage of import pro 
erty at the port of New York, in violation of section 17 of the Shipping 
act, 1916, and that as a reasonable rule for the future the free time aj. 
lowed by respondents on import property at their piers or any other 
place shall not exceed a period of ten days after complete discharge of 
vessel, Sundays and legal holidays excluded, the period of free time 
to be computed from the first 7 A. M. following the day on which the 
vessel completes discharging its cargo, and carrier to give consignee 
actual notice of arrival of goods prior to such discharge. 


SAFETY AT SEA 


Senator Gibson has introduced S. 1569, a bill to promote 
safety of life and property at sea and to aid in preventing 
marine disasters. 


BRASS INGOTS BY WATER 


In No. 386, H. Kramer and Co. vs. I. W. C. et al. (see Traffic 
World, Jan. 23, p. 184), on petition of defendants the Maritime 
Commission has extended from Feb. 12 to March 15 the time for 
compliance with the order therein. 





FOREIGN MAIL TRANSPORTATION 


An appropriation of $14,054,823 for foreign-mail transpor- 
tation for the fiscal year ending June 30, 1938, was recom- 
mended by the House appropriations committee in reporting 
the treasury-post office appropriation bill. This represents an 
increase of $4,337,323 over the current appropriation, including 
$3,289,192 for the carriage of foreign mail by steamship on a 
poundage basis. The committee said practically the entire 
amount of $3,289,192 resulted from the elimination of the ocean 
mail subsidy contracts which were to be terminated by law and 
that activity transferred to the Maritime Commission. It said 
while this showed an increase in this item, “it is an apparent 
increase only as there is only involved a transfer of this amount 
of expense from the appropriation in 1937 for the subsidy con- 
tracts to the poundage basis fund for 1938.” 


SEAMEN AND DISCHARGE BOOKS 


The House committee on merchant marine and fisheries has 
decided to begin hearings March 1 on the measures proposed by 
Representative Sirovich, of New York, to meet the objections of 
seamen to the Copeland sea personel act requiring seamen to have 
continuous discharge books. One of the measures, H. J. Res. 121, 
would suspend from operation for a period of six months from 
Jan. 14 the provisions of the Copeland act, while the other, H. J. 
Res. 143, would repeal section 3 of the act. 

A temporary injunction against enforcement of the act with 
respect to the discharge books was issued at San Francisco by 
Federal Judge Roche. Another maritime strike has been threat- 
ened on account of the discharge book provisions, the seamen 
contending they will be used to “blacklist” seamen. 


WATER CARRIER REGULATION 


The House committee on merchant marine and fisheries 
will begin hearings March 15 on the Ramspeck bill (H. R. 
3615) providing for regulation of water carriers by the Com- 
mission. This measure is an early Eastman water carrier 
regulation bill which was later revised by the author (see 
Traffic World, Jan. 30, p. 224). 


RAILROAD EMPLOYMENT 


Class I railroad employment the middle of January totaled 
1,075,665 employes, an increase of 9.55 per cent compared with 
January last year, and 62.8 per cent (adjusted for seasonal 
variation) of the base of the 1923-1925 average as 100, according 
to the monthly statement prepared by the Bureau of Statistics of 
the Commission. By groups employment in January with the 
percentage increase over January last year was as follows: Ex- 
ecutives, officials, and staff assistants, 12,161 and 2.22 per cent; 
professional, clerical, and general, 172,521 and 5.85 per cent; 
maintenance of way and structures, 194,131 and 7.41 per cent; 
maintenance of equipment and stores, 311,959 and 11.47 per cent; 
transportation (other than train, engine, and yard), 131,448 and 


8.26 per cent; transportation (yardmasters, switchtenders, and 


hostlers), 13,368 and 8.27 per cent; transportation (train and 
engine service), 240,077 and 12.92 per cent. 
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Shippers’ Boards Unite 


National Association Formed at Chicago Meeting— 
Plans for Loss and Damage Prevention Month 
Formulated—Committees Appointed 


Representatives of twelve of the thirteen regional shippers’ 
advisory boards, meeting at the Union League Club, Chicago, 
February 16, set up a new organization to be known as the Na- 
tional Association of Regional Advisory Boards. The organiza- 
tion will be governed by an executive committee to consist of the 
general chairmen or presidents of the thirteen boards. Charles 
Donley, traffic counselor, Pittsburgh, Pa., general chairman of 
the Allegheny Shippers’ Advisory Board, was chosen president. 
L. M. MacPherson, traffic manager, American Seating Company, 
Grand Rapids, Mich., general chairman, Great Lakes Advisory 
Board, was selected as vice-president, and Scott Ennis, president, 
California Fruit Exchange, San Francisco, Cal., general chair- 
man, Pacific Coast Regional Advisory Board, executive secretary. 

The organization was effected through the adoption of a 
report submitted by a committee of which J. E. Bryan, traffic 
manager, Wisconsin Paper and Pulp Manufacturers’ Traffic As- 
sociation, Chicago, general chairman, Midwest Shippers’ Ad- 
visory Board, was chairman. The report stated the objects of the 
new national organization to be the correlation and coordination 
of the work of the regional boards in matters of national concern 
in transportation, making special exception of rate matters and 
specifying especially that any action of the national body will not 
supersede the actions of the individual boards. Times and places 
of meetings were left to the executive committee as also was the 
task of drawing up by-laws. The report recommended the selec- 
tion of the officers as named until their successors shall be chosen. 


The meeting at which this action was taken was called to 
consider plans for a program for loss and damage prevention 
month in April of this year. Invitations for the meeting were sent 
to general chairmen of all the boards and the chairmen of their 
freight claim prevention committees. The occasion of all these 
men getting together was considered a good one to carry out the 
formation of the national organization which has been contem- 
plated since a similar gathering held nearly two years ago. 


Prevention Month Plans 


The preliminary plans for loss and damage prevention month 
were presented to the meeting by C. H. Dietrich, executive vice- 
chairman, freight claim division, Association of American Rail- 
roads, in a memorandum which began with a consideration of 
publicity and promotion. After some discussion, this job was 
placed in the hands of a committee with William S. Hall of the 
A. A. R. as chairman, assisted by the following members: Stanley 
W. Todd, Railway Express Agency; Ray Doster, Railway Age; 
W. H. Kimball, traffic manager, Electric Smelting and Aluminum 
Company, Cleveland; T. C. Burwell, vice-president, A. E. Staley 
Manufacturing Company, Decatur, Ill.; W. D. Beck, Chicago, 
district manager, car service division, A. A. R.; C. M. Bonnell, 
Packing and Shipping; T. F. McCue, traffic manager, Crane 
ery. Los Angeles, Cal., and R. J. Bayer, The Traffic 
Vorld. 


' The remainder of Mr. Dietrich’s memorandum read as 
ollows: 


1. Shippers to check their own experience to determine whether 
any changes in practice are called for; also to ask consignees to report 
in detail the condition of carload and 1. c. 1. shipments in which damage, 
if any, has occurred. Such report to contain suggestions for packing 
improvement if goods were improperly packed, or, if loading was at 
fault, suggest improvement. 

2. Attention of shippers and consignees should be called to the 

loading and packing information available in pamphlets of transpor- 
tation and mechanical divisions and the freight container bureau. 
Further, shippers who do not follow A. A. R. loading recommendations, 
who think their own methods are better, be asked to describe their 
methods to the loss and damage prevention committee of the advisory 
board covering their territory so revision of the A. A. R. method or 
distribution of their methods can be considered. 
_ 3. Shippers and consignees to be asked to notify railroad preven- 
tion department of serious or repeated loss or damage so an experienced 
inspector may be assigned to make a prompt investigation. Publicity 
to emphasize the fact that railroad prevention departments have pack- 
ing and loading experts available for investigations at both shipping 
and receiving ends, and where the problems require, the services of a 
packing engineer from the association’s freight container bureau will 
be furnished without charge. 


_ 4. Placards to be furnished by the carriers for posting in all 
industrial plants, warehouses and carriers’ stations where damageable 
g00ds are handled, setting forth the purpose of the campaign and re- 
questing the cooperation of all employes. 


5. Consignees to examine all damaged shipments to determine the 
Cause of damage and, if attributed to packing deficiency, to advise 
shipper with suggestions for correction. 

6. On the carrier’s part, special analyses of damage to be made, 
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meetings of employes to be held and educational literature to be dis- 
tributed to the end that every reasonable effort be made to correct 
any service deficiencies existing which would cause or contribute to 
loss and damage; that all of the agencies of the carriers, including 
container bureau, notify the shipper in cases where their shipments 
are not properly packed, loaded, stowed or addressed, then follow up 
to see what, if any, corrective measures have resulted. 

7. Interested commodity committee chairmen to be _ considered 
members of the board’s claim prevention committee for the month of 
April. 

8. Special attention to be given by carriers to shipments returned 
to shippers for credit or repairs. Such shipments (furniture, ma- 
chinery, etc.), frequently being poorly prepared, consignees (shippers) 
will be cautioned regarding the need for proper packing. 

9. Should any particular commodities be singled out (other than 
in trade journal articles) for special attention and, if so, what atten- 
tion by shippers, consignees and carriers? 

10. To whom shall shippers, warehousemen, consignees and trade 
association executives be asked to address correspondence of a general 
nature pertaining to the campaign? 

11. What special parts can Railway Express Agency, protective 
and freight station sections, freight container bureau, mechanical, 
transportation and freight claim divisions, also claim conferences, take? 

12. Could box and shipping accessory manufacturers participate, 
at least by featuring campaign in their April advertising or in ap- 
propriate articles? 

13. A summary of accomplishments to be furnished by commodity 
committee chairmen, and by the carriers, to each board claim preven- 
tion committee at the conclusion of the campaign. 


The general plans advocated in the above memorandum were 
adopted after considerable discussion. It was agreed that details 
should be worked out by a management committee consisting of 
the thirteen regional claim prevention committee chairmen with 
Mr. Burwell, chairman of the Midwest board’s claim prevention 
committee, as general chairman. To this committee, it was 
agreed, would also be left the proper answers to the questions 
propounded in paragraphs 9 to 12 of the memorandum. 


Transportation Legislation 


The meeting considered a number of other matters, prin- 
cipally pending transportation legislation. R. V. Fletcher, vice- 
president and general counsel, A. A. R., spoke on legislation. He 
opposed any reorganization of the federal government that 
would interfere with the independence of the Commission, which 
he characterized as unique in the history of Anglo-Saxon juris- 
prudence as a body the honesty and competency of which had 
never been questioned in the fifty years of its existence. He said 
its functions were those of an arm of Congress, not of a part of 
the executive division of government, and it ought not be put 
under the direction of a single man as would be the case if it 
were made an adjunct to the Department of Commerce. 

He said he did not think the matter of government owner- 
ship would come up at the current session of Congress in the 
shape of direct legislation, but that there were other bills, includ- 
ing the six-hour day bill, that were designed to effect that result 
indirectly. On this score, he said that, in spite of what was said, 
letters and telegrams to members of Congress did have an effect 
on the way they voted and he suggested concerted campaigns of 
that kind in the regional boards. 

J. B. Hill, chairman of the legislative committee of the At- 
lantic States board, presented resolutions opposing the six-hour 
day and the train length limitation bills and proposals for 
government ownership, as adopted by his board. It was moved 
that the meeting endorse those resolutions and that they be sub- 
mitted to the individual boards with recommendations that they 
be adopted. 

Among those present who pledged the support and assistance 
of their organizations in the furthering of loss and damage pre- 
vention week were: W. C. Johnson, chairman, freight claim divi- 
sion, A. A. R.; W. E. Riggs, chairman, protective section, A. A. R.; 
Joseph Butler, Railway Express Agency, Inc., and Edward D. 
Dahill, chief engineer, freight container bureau, A. A. R. 

F. W. Wilkins, secretary of the Midwest board, acted as 
secretary of the meeting. The New England Shippers’ Advisory 
Board was the only one without representation at the meeting. 


NORTHERN PACIFIC REPAIRS AND PURCHASES 


Rolling stock repair work aggregating $3,668,500 has been 
allocated by the Northern Pacific to its shops in St. Paul and 
Brainerd, Minn., South Tacoma, Wash., and Laurel, Mont., 
according to announcement by H. E. Stevens, operating vice- 
president. Work schedules at those shops have been increased 
from a five-day to a six-day week and additional men have 
been hired at all points, raising the employment in the shops to 
the highest in 14 years. The work has been divided as follows: 
St. Paul, $698,500; South Tacoma, $1,272,000; Brainerd, $910,- 
000; Laurel, $788,000. In addition, the Northern Pacific will 
purchase 2,000 new freight cars and 17 freight and passenger 
locomotives in 1937. The company’s equipment and mainte- 
eg budget for the year totals $32,000,000, the largest since 
1930. 
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MONEY FOR AIR MAIL 


An appropriation of $14,250,000 for air mail contracts 
within the United States was recommended for the fiscal 
year ending June 30, 1938, by the House committee on appro- 
priations in reporting the annual treasury-post office appropria- 
tion bill. Compared with funds available for air mail for the 
fiscal year ending June 30, 1937, the amount recommended for 
1938 represents an increase of $1,266,000. ' 

Referring to a statistical table containing revenues of air- 
mail contractors, miles flown in mail service, and poundage of 
air mail transported in the fiscal years 1931-36, the committee 
said: 


The total revenues of the companies carrying the mail, from all 
sources, have increased from $18,500,000 to $30,244,000, but in arriving 
at this net increase there has been a decrease of the amount the gov- 
ernment has paid the contractors from $17,000,000 to $12,000,000, while 
the amount derived by them from passenger and express revenues has 
jumped from $1,560,000 to $17,413,000; the total annual mileage flown 
has increased from 21,381,000 to 38,699,000; the pounds of mail trans- 
ported have increased from 8,579,000 to 15,377,000; the average rate 
per mile paid contractors has decreased from 79 cents to 31 cents; 
and the pound miles performed, which is the best gage of mail busi- 
ness, increased from 2,986,000,000 to 9,772,000,000. 

The business for the first half of the current fiscal year indicates 
further increases which seem reasonable to expect that the pound 
miles performed will increase to 11,750,000,000 and the miles flown to 
more than 40,000,000. 


Air-mail postal revenues for the fiscal year 1936 increased 
by $3,000,000, or 50 per cent over the revenues for the fiscal 
year 1935, and the fiscal year 1937 was showing a further com- 
mendable increase, said the committee. 


Trans-Atlantic Service 


The committee recommended $750,000 for transatlantic air- 
mail service in anticipation of the culmination of negotiations 
looking to the establishment of this service. The project sub- 
mitted in the estimates contemplates two round trips a week by 
an American owned company under contract with the American 
government, according to the committee, which added: 


The trips are to be made over two routes, the northern route and 
the southern route, each for varying periods of the year, dependent 
upon weather conditions, from New York, via Halifax and Ireland, to 
Southampton, England, over the northern route, and from New York, 
Baltimore, Norfolk, or Charleston, via Bermuda and the Azores, to 
Southampton over the southern route. The project also contemplates 
service by a British company under contract by the British govern- 
ment, which would also make two round trips per week. The distance 
over the northern route is 3,418 miles, and the distance over the 
southern route is 4,891 miles with New York as the American terminal 
or 5,000 miles with Charleston. 

The budget estimate submitted for consideration was based upon 
inauguration of the service on a 100 per cent basis commencing Novem- 
ber 1, 1937, in the amount of $1,208,640. The committee has recom- 
mended the sum of $750,000. In providing this lesser figure there is 
no indication of a desire to delay the commencement of the service 
or to infer any unfavorable attitude toward it. If the service can be 
commenced by November 1 and be performed satisfactorily so as to 
earn more than the amount available in the next fiscal year, the com- 
mittee would gladly provide the additional amount by way of supple- 
mental appropriation. However, it seems altogether improbable that 
such will be the case. The inauguration of the San Francisco to Hong 
Kong service was based upon an initial appropriation of $1,000,000 by 
Congress for a portion of the fiscal year and was less than the budget 
estimate. There was actually expended in part of the first fiscal year, 
due to delays in starting the service and irregularity of the schedules 
for a time thereafter, less than $500,000 of the original sum. While 
conditions are not altogether comparable in inaugurating this new 
trans-Atlantic service, the committee feels reasonably certain that 
$750,000 will compensate for all of the trips that can be performed in 
the next fiscal year. 


Outlook Favorable 


From a revenue standpoint, this route seems to promise more re- 
turn for the expenditure than any foreign air-mail service of this 
country. The volume of mail carried by steamer from this country 
to Europe is larger than to any other continent. From England it will 
tie in with air-mail lines to other points in Europe and beyond and 
from the United States it will tie in with air-mail lines to other points 
in the United States, to South America, and the Orient. It is not 
anticipated that this service in the beginning will produce enough 
revenue to pay for the cost. It should be expected, however, that the 
gradual development of revenue toward the point of meeting the cost 
would be more rapid than on any other foreign line we have under- 
taken. 

The flight time over the northern route is now calculated at 24 
to 30 hours, against a little less than 5 days by the fastest steamers, 
and 36 to 40 hours over the southern route. In addition to the possi- 
bilities of rapid development of the volume of air mail between this 
country and Europe there also seems fine prospect for the building 
up of a good volume of passenger and express business after the service 
is functioning regularly. 

This route, like all of our foreign air-mail service, will be on a 
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subsidy basis until sufficient revenue-producing business, other 
the transportation of mail, is developed. The cost of the service as 
projected on an annual basis at 100 per cent of performance and a 
the maximum rate per mile under existing law is about $1,800,000, 
Competitive bidding is required for the letting of the contract and the 
committee endorses the sound business features outlined by Assistant 
Postmaster General Howes as being desirable to protect the interests 
of the United States in connection with any such contract. 

There should be no doubt about the feasibility of the establish. 
ment of regular, safe, and efficient service with heavier-than-air craft 
over these routes. From the date that Colonel Lindbergh made his 
epochal flight from New York to Paris and demonstrated to an ag. 
tonished world that vast expanses of water were not an insurmoynt- 
able barrier to travel by air, there has only been the question of the 
time required to develop the technique and craft with sufficient cryis. 
ing radius, cargo and passenger capacity, and reliability. Develop- 
ment in the science of aeronautics has been phenomenal. Regular 
flights with great safety over vast expanses of ocean are being made 
regularly over our routes to South America and the Orient. The 
largest of the flying boats operating in the service to the Orient igs of 
25 tons. There is under construction in this country now for an 
American company a seaplane of 4214 tons and one of 125 tons is under 
design. The former has a passenger capacity of 60 persons and the 
latter 150 persons. There seems to be no obstacle in the way of 
American companies, who may compete for this contract, securing the 
type and size of craft suitable for performing the service. 

The following table shows the revenues, expenditures, the excess 
of expenditures, and miles flown in the foreign air-mail service, fiscal 
years 1929 to 1936, inclusive: 


Excess of 
expenditures Miles 
Fiscal year Revenue Expenditures overrevenue  ftown 
ne eT 6,731.04 $1,150,711.93 $1,143,980.92 ........, 
IBBD oc ceceeeeeees 208,812.57  4,300,000.00 3,901,187.48 <.cee 
1931 ................ 989,191.38  6,564,858.17 5,575,666.79 3,535,864 
eb kwacwads bpawan x 1,199,997.85  6,962,984.28 5,762,986.43 3,778,729 
1933 ................ 1,803,743.21 6,948,188.77 5,644,445.56 3,775,4545 
ME nied ack abi ooun 1,786,173.31  6,942,375.29 5,156,201.98 3,767,102 
1935 ..........+..+.+-. 2,170,807.67 6,828,178.06 4,657,370.39 3,682,621 
BF Svesevesbasdneee 2,685,149.09  6,610,271.15 3,925,122.06 3,754,537.3 


AIR CARRIER REGULATION 


Chairman Wheeler, of the Senate interstate commerce com- 
mittee, has appointed a subcommittee composed of Senators 
Truman, Schwartz, Austin, Davis and Andrews to consider S. 2, 
the McCarran bill providing for regulation of air carriers by 
the Commission. 


AIR MAIL LEGISLATION 


Postmaster General Farley has sent to Chairman Mead of 
the House committee on post office and post roads a letter 
dealing with suggestions for changes in legislation affecting air 
mail carriers. He has proposed that Congress extend until 
July 1, 1940, the time by which the compensation of air mail 
carriers shall be adjusted to the revenues from air mail. He 
said in effect that the department did not feel that this ad- 
justment could be made before that time in the interest of 
adequate air service. The Postmaster General further sug- 
gested that the Commission be deprived of its authority to 
control “off line” flying. 


AIR TRAFFIC 


Domestic air line operators in the United States carried 
1,020,931 passengers in 1936, which was an increase of 37 per 
cent over 1935. The percentage of increase was stated incor- 
rectly as 73 per cent by the Bureau of Air Commerce, said the 
bureau in a correction. (See Traffic World, Feb. 13.) 





AIR TRANSPORTATION AND FRESH FRUITS 


Distribution of fresh fruits from the United States to the 
interior points in Colombia by air express has been increasing 
steadily with records showing that shipments totaling 5,513 
pounds were received in Bogota in the first half of December, 
according to a report to the Department of Commerce, Automo- 
tive-Aeronautics Trade Division, by American Commercial At- 
tache C. C. Brooks, Bogota. 

Heretofore very tittle business in fresh fruits from the 
United States was transacted at centers distant from the coastal 
ports of Colombia because of the absence of adequate re- 
frigerating facilities on railways and river vessels, the Com- 
mercial Attache reported. ’ 

American grapes, apples and pears are now being dis- 
charged from ocean carriers at Barraquilla (Puerto Colombia) 
where they are stored under refrigeration, inspected and other- 
wise prepared by the importers for distribution by air express 
to interior cities, the report states. ‘ 

Bogota, Medellin, Bucaremanga, Bereira, and Armenia are 
the only markets in Colombia being so served at the present 
time, according to the report. 
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Value of a Traffic Department 


By G. Lloyd Wilson, professor of commerce and transportation, 
yniversity of Pennsylvania, and chairman committee on education and 
research, Associated Traffic Clubs of America. 


The value of a traffic department to a business enterprise is 
,matter to be measured directly in dollars and indirectly in im- 
proved operation, in greater convenience in dealing with transpor- 
tation carriers, and in improved relations with customers and 
suppliers. If an industrial or commercial traffic manager cannot 
show the business concern that employs him tangible savings in 
transportation and reduced costs of doing business, he is lacking 
sither in ability or in the facility of showing others the results 
of the work of his department. It is essential in present-day busi- 
ness that an executive have a clear idea of the things that each 
department does or can do for the business and why it is indis- 
pensable. In these days of exacting standards and critical evalu- 
ation of the need for every part of every organization, a depart- 
ment or an individual that does not actively contribute to the 
progress Of the industry is under pressure to prove indispensa- 
bility. This is not the period of industrial history when sinecures 
or supernumeraries are tolerated—not in a time when purchasing 
power has been reduced, when the demand for goods and services 
has been lessened, when taxes have mounted and multiplied, and 
when the costs of doing business have tended to increase in face 
of decreased employment and reduced output. 


Changes in Industrial Traffic Management 


Industrial traffic management has been slowly and steadily 
progressing in scope and effectiveness in the last half century, 
particularly since the World War. It has expanded from the 
supervision of industrial shipping, the bargaining with carriers 
for transportation services and charges at terms favorable to the 
industries, and the collection of claims against carriers, into the 
more difficult and more important job of supervising all trans- 
portation phases of production and distribution. 

Changes in industry and transportation, particularly since 
the World War and since 1929, have accelerated the pace of 
development in industrial traffic management. Changed condi- 
tions have imposed new tasks and afforded new opportunities to 
industrial traffic managers to show what traffic management can 
do for industry in general and what industrial traffic managers 
can do for specific industries. 

Changes in industry tending to produce these changes include 
changes in the system of mass and style production, changes in 
price levels, changes in sources and methods of supply, changes 
inthe markets and technique of distribution, changes in credit 
and sales policy, changes in methods of finance, changes in pro- 
duction costs, increasing emphasis on the costs of distribution, 
and changes in the competitive situation. 


Corresponding changes in the field of transportation include 
the trend toward scheduled and away from tonnage railroad 
freight train movements, increased speed in transportation, the 
rise of motor freight transportation, and the spread of motor 
transportation into the long-haul and large quantity movement 
of goods, the trend toward the coordination of different forms 
of transportation, the increased use of warehousing and “spot- 
stock” distribution, changes in transportation rates, and changes 
inthe packing and protection of goods, to mention only a few of 
the many changes. 


Changed conditions in industry require corresponding 
changes in transportation services and charges and imposed on 
the transportation carriers of various types the task of providing 
them. These industrial transportation demands include the de- 
velopment of faster freight transportation; the increased certainty 
of the delivery of goods on regular schedules; the assumption of 
liability for the safety of the goods from point of origin to 
destination; the collection of goods from shippers and their de- 
livery to consignees; the reduction and elimination of delays and 
interruption of the transportation services; the lowest transpor- 
lation charges consistent with adequate service; transportation 
charges free from unjust discrimination and undue preference or 
prejudice among persons, places or types of goods; relatively 
simple and inherently fair classification of goods; understandable 
and logical freight rates; intelligible freight rates and special 
service tariffs; reasonable packing requirements; prompt and 
fair settlement of claims; freight charges adjusted to the trade 
units in which goods are sold; collect-on-delivery arrangements; 
special expedited service in connection with shipments requiring 
rush movement; special services for the collection and delivery 
of goods at unusual hours of the day or night to accommodate 
transportation services to special production or distribution re- 
quirements; and joint services at through rates and billing ar- 
tfangements among carriers of the same or different types. 





The task of the industrial traffic manager has been altered 
extensively and intensively until it embraces the management 
and control of all phases of transportation service required by 
the industry. Industrial traffic managers include all those en- 
gaged in the management and supervision of the traffic and 
transportation affairs of the producers of raw materials— 
mineral, forest, agricultural, and animal products; manufac- 
turers, fabricators, or processors; marketers or distributors of 
semifinished and finished products—in short, all industries 
producing or distributing goods requiring the actual shipment 
and receipt of freight. 

Traffic managers engaged in traffic ‘and transportation 
work of other organizations that do not actually ship and re- 
ceive their own freight are aften distinguished from industrial 
traffic managers and classified separately as commercial traffic 
managers. 


What a Traffic Manager Can Do for an Industry 


A well organized traffic department is not an expense to 
an industry—it is a source of saving. It is not an “overhead” 
department, but a “producing” department. It attends to all 
the routine traffic work of an industry that the industry has 
to pay to have done and at the same time saves for the industry 
by reducing its transportation costs for each unit of goods 
shipped or received more than the payroll expenses and sup- 
plies required to attend to the company’s transportation work. 

The traffic department of one large national merchandising 
company, the transportation bill of which runs into eight fig- 
ures a year, so controls its transportation expenses that the 
“transportation ratio”’—the amount of transportation charges 
divided by the value of the goods transported—is less than 
2 per cent. 

Many industrial traffic departments, by watching the bills 
for transportation services closely and checking the rates accu- 
rately, collect from the carriers a larger sum than the cost of 
operating the department, so that the industry receives the 
benefits of transportation and service rate information; the 
shipping and receiving of outbound and inbound shipments; the 
preparation of goods for shipment—packing, marking, weighing, 
loading, unloading, and handling; the tracing of overdue ship- 
ments; the expediting of urgently needed shipments; the man- 
agement of local motor transportation plant switching service, 
marine equipment, and private freight car fleets; and the com- 
pilation of complete and accurate transport records, without 
“out-of-pocket” costs to the industry. 

Another source of material saving effected by traffic de- 
partments is in the selection of routes over which shipments 
are to be moved outbound or inbound so as to obtain the type 
of transportation service needed at the most economical total 
charge, considering all factors of cost of packing and preparing 
the goods for shipment, local cartage, or other movement to 
and from the places of business of consignees and shippers, 
line-haul rates, and insurance to place all carriers’ liability on 
the same basis for the protection of the goods against loss and 
damage. Traffic managers can choose among the routes of 
railroads, steamships, motor, railway express, and air express 
carriers and freight forwarders and bookers to find the service 
desired at the lowest door-to-door charges consistent with the 
service required. 

If the total costs of transportation via the alternative 
routes are carefully and accurately compared, traffic depart- 
ments can frequently obtain superior service at rates lower in 
their particular cases than those available via inferior routes. 
If proper rates are not available over certain routes via which 
services are required, industrial traffic managers can often 
obtain from the carriers the required equitable rate adjust- 
ments. 


Spectacular Savings 


In some cases, rate adjustments result in spectacular sav- 
ings. One large industrial concern receiving inbound a dozen 
or more carloads of steel daily, decided to build a special steel 
storage yard at some distance from the plant in order to sys- 
tematize the storage and uses of steel plates and shapes. This 
decision was reached by the plant executives without consult- 
ing the traffic manager. The same rate applied from the points 
from which the steel was shipped to the storage yard as ap- 
plied to the plant proper. The steel yard was approximately 
a mile from the plant on the tracks of the same railroad that 
served the plant, but outside the switching limits of the termi- 
nal in which the plant was located. The only rates available 
on steel in carloads from the steel yard to the plant were class 
rates—11 cents a hundred pounds in this particular case. The 
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cost of moving the steel from the yard in lots of 100,000 pounds 
was $110 a car, in addition to the line haul rates. The traffic 
manager was able to have the switching limits of the terminal 
extended so as to include the steel yard so that the shipments 
of steel could be moved from the yard after original movement 
and storage to the plant for erection at a switching charge of 
$8.10 a car, a saving of $101.90 a car. 

Another constructive service that industrial traffic depart- 
ments can perform for their companies is in combining less- 
than-carload lots of goods into carload shipments, or combining 
small lots of goods where the charges on the individual ship- 
ments would be less than the minimum charge, into larger 
shipments on which the charges exceed the minimum charges. 
This is frequently done in connection with outbound shipments 
from factories for a number of different consignees in the same 
general district. The shipments are forwarded as carloads or 
as large L. C. L. shipments to a distribution center where the 
shipments are “split” into the individual consignments and de- 
livered locally to the individual consignees or forwarded as 
L. C. L. railroad freight or L. C. L. motor truck shipments to 
the consignees that are located outside the distribution center 
but within the distribution area, determined by the careful 
comparison of large and small unit transportation charges. 


A similar service is performed by large buyers in connec- 
tion with movements of goods from a number of shippers in 
relatively small lots. The goods, in such cases, are not shipped 
directly from the vendors to the vendees, but are ordered by 
the traffic departments of the vendees to be shipped to a con- 
centration point by railroad L. C. L., railway express, or motor 
L. C. L. service. Here the small lots are combined into large 
lots to be shipped by rail, water, or highway at carload or 
truckload rates. The savings realized from such means of re- 
ducing transportation charges are material in the cases of 
wholesale houses, factories, and other concerns that sell large 
numbers of small lots of goods directly to consumers or to 
small retail distributors, and to concerns such as department 
stores, wholesale distributors, or others that buy in small lots 
from various suppliers. 


Savings in Small Amounts 


One example suffices to show the large sums realized in 
small amounts. A large mail-order and retail merchandising 
company buys large quantities of small articles from a com- 
pany in a city about 35 miles from New York for direct ship- 
ment to individual customers in New York and vicinity. The 
minimum charge on each of these shipments by railroad or 
truck is 50 cents. The company also buys large quantities of 
the same article for shipment to individual customers in Phila- 
delphia and in cities and towns south and east of Philadelphia 
where the minimum charge is also 50 cents a shipment. The 
traffic department of this company orders all of the shipments 
for New York, Philadelphia, and points south of Philadelphia, 
as well as the goods for the Philadelphia store, shipped in large 
lots to Philadelphia. The goods for the Philadelphia store are 
shipped in bulk but the shipments for individual consignees are 
packed and marked at the factory just as they would have been 
had the goods been forwarded directly in small lots directly 
to the customers. On arrival in Philadelphia the goods for the 
retail store at that point are put in stock and the shipments for 
New York and points south and east of Philadelphia are com- 
bined with other shipments from Philadelphia to these points 
and forwarded by railroad, steamship, motor freight, express, 
or freight forwarding company service. The difference of even 
a few cents a shipment, when multiplied by hundreds of thou- 
sands of shipments, amounts to many thousand dollars in trans- 
portation charges saved. It takes many “mickles” to make a 
“muckle,” but the “muckles” possible to be made are great 
indeed. 


In all cases of this sort the traffic department must check 
the services offered by various types of transportation and the 
carload or truckload rates, the less-than-carload, less-than- 
truckload, express, and freight forwarders’ rates and handling 
charges, because, obviously, these arrangements are satisfactory 
only when the combinations of the large-quantity rates, han- 
dling charges, and the small-quantity rates applicable when the 
goods are handled in these ways are less than the direct small- 
quantity rates. 


Other Savings 


The examples cited are only a few of the many ways in 
which traffic departments function constructively in improving 
the quality and decreasing the cost of transportation services 
for their industries. Similar savings and improvements are 
made in selecting sites for plants and warehouses so as to 
assure the industries of locations favorably situated as to trans- 
portation services and rates. Savings are made by having rates 
of the carriers adjusted properly, by assuring proper classifica- 
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tion of goods, by investigating the various kinds of packing ang 
containers and selecting the types of containers and 
materials best suited to handle the industries’ products, 
routing shipments so as to take advantage of superior se 

or lower rates, and by protecting the industries and their ppoq. 
ucts against unjustly discriminatory services or charges by 
negotiations with the carriers or with rate committees of traffic 
associations, or by complaints before the Interstate Commerg 
Commission or state public service commissions, when sgy¢h 
actions become necessary. 

Traffic departments worthy of the name are constantly 
seeking improvement in transportation services and greater 
economy in transportation charges, just as the research depart. 
ments of industries are everlastingly at it to find new and better 
processes and products at lower production costs. 


Team Work 


Modern industrial traffic departments do not play lone-wojf 
roles. They do not play to the grandstands by insisting on 
carrying the ball themselves and refusing to interfere or block 
for others, but they play the game of production and distriby. 
tion as members of industrial teams and alternate with other 
departments in carrying the ball and blocking for others, The 
manufacturing, stores purchasing, sales advertising, accounting, 
and financial departments of industrial concerns are all inter. 
ested in or concerned with transportation services or charges 
in some way or other. Traffic departments worth their salt 
work with sales and advertising departments in finding markets 
for goods and ways of transporting goods to market at reason- 
able charges. They work with purchasing and stores depart- 
ments in finding sources of supply, means of transporting goods 
to the industries efficiently and economically, and in receiving 
and storaging goods awaiting use. They cooperate with the 
plant manufacturing and engineering departments in moving 
goods through the plants in the process of manufacture. They 
work with the accounting and treasury departments in connec- 
tion with the payment of transportation charges, the shipment 
or receipt of goods on collect on delivery basis, and other finan- 
cial features of transportation. 

Industrial traffic managers cooperate with those handling 
transportation problems similar or complementary to their own 
through chambers of commerce, industrial traffic associations, 
shippers’ conferences, trade associations, shippers’ advisory 
boards, and other associations interested in transportation. 

They cooperate with the traffic and operating officers and 
representatives of transportation companies through traffic 
clubs, shippers’ advisory boards, and national organizations, 
such as the Associated Traffic Clubs of America, interested in 
promoting shipper and carrier cooperation in transportation. 


The Government Survey 


In sketching some of the many ways in which industrial 
traffic departments obtain for their employers the advantages 
of better transportation services, reduced charges, and the 
reduction of waste in transportation services, it should be em- 
phasized again that some of these gains are not readily meas- 
ured in dollars and cents. When the savings can be measured, 
as often they can, industrial traffic managers can show material 
savings usually several times as great as the cost of operating 
the departments. An official survey of industrial traffic manage- 
ment made by a federal government department—the Bureau 
of Foreign and Domestic Commerce of the Department of Com- 
merce—reported that traffic departments usually showed a 
profit on their operations, the average for larger concerns being 
over 300 per cent a year. 

The consensus of executives, as reported by the Depart- 
ment of Commerce, was that industrial traffic departments were 
parts of and necessary to the operation of a business; that the 
departments eliminated waste and accomplished savings the 
definite measurement of which proved the departments to be 
profitable; that they rendered many valuable but unmeasurable 
services to all departments of business, which alone justified 
the maintenance of the departments; and that the value of 
traffic departments became evident when conditions in a busi 
ness prior to and after the establishment of a traffic depart- 
ment were compared. 

The recommendation was made by the Department of Com- 
merce report that: 


Economic wastes incident to industrial shipping very frequently 
result from a lack of cooperation, coordination, and basic understand- 
ing between the several departments comprising a business. Inter- 
departmental cooperation, coordination, and understanding concern: 
ing traffic and transportation matters can be obtained by: 

1. Employing a capable traffic manager and establishing 4 well- 
organized traffic department. 

2. Vesting in the traffic manager broad powers and jurisdiction 
over all centralized traffic functions. 

3. Supporting the traffic department financially and morally. 
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4, Creating an understanding on the part of the other departments 
regarding the matters in which the traffic department can be of as- 
sistance to them. : 

5, Establishing an understanding by the other departments of the 
jurisdiction of the traffic department over the decentralized traffic func- 
tions, and the nature of its control—that is, whether direct, super- 
yisory, consultative, or merely informational. 


It is the opinion of the writer that the broader and more 
direct the control and responsibility of the traffic department 
over all phases of transportation work for the company as a 
whole and for all of its factories, plants, and branches, the 
greater will be the improvement in transportation service and 
the savings resulting in the elimination of wastes in transpor- 
tation and economy in transportation charges. 


MONEY FOR TEXAS HIGHWAYS 


Editor The Traffic World: 

B. F. Johnson’s letter published on page 287 of the February 
§ issue of The Traffic World, I believe calls for some comment. I 
am a native Texan and know a little of what I speak, although 





not closely connected during the past few years with conditions - 


there. 

The article which Mr. Johnson advises is none of your busi- 
ness to publish was evidently published wholesale in the papers 
of the Lone Star State because I have before me a copy of a 
weekly from Texas which carries the same article with several 
paragraphs added. This same issue also carries a cartoon berat- 
ing trucks and a paid advertisement by the railroads. 

I could not definitely make the statement, but I am sure, 
from my knowledge of those items, that the article in question 
is more or less a rather wide misstatement of actual facts by 
the sponsors and I know that the advertisement which I men- 
tioned above could be disproved. This stretching of the facts 
is only natural in political advertisements and, after all, this is 
what these are. 

The point I wish to make, however, is that Mr. Johnson, as 
the manager of the Texas Motor Transportation Association, 
should buckle down to work disproving the statements of the 
rails and putting forth his organization’s story. I visited in 
Texas two years ago and found among the lay truckmen the 
most amazing lack of knowledge of what was going on in Austin 
which vitally affected them. This seemed to me a lack of work 
of the part of their association. 

I more or less defend you in the publishing of this article 
even though I am at times very much worried with you in some 
of the stands you take as between rails and highways and be- 
lieve that you lean a little too much towards the rails. However, 
I could not do without your magazine in my work so guess 
that I will have to bear this. 

Grants Pass, Oregon, Feb. 15, 1937. 


TRAFFIC SOLICITATION 


Editor The Traffic World: 

I have read with a great deal of interest the article by 
Professor Wilson in your February 13 issue on solicitation and 
traffic development and feel that he is to be congratulated in 
saying so much in such limited space. Perhaps, for that rea- 
son, he omitted to mention the most important factor in modern 
transportation salesmanship—the knowledge the transportation 
salesman should have concerning his prospects and customers, 
including a knowledge of their transportation needs and prob- 
lems; the motives that induce them to prefer one form of trans- 
portation to another; their buying habits and viewpoints; and 
their mental reactions that might be termed their buying 
processes. 

All this involves a study of the psychology of the buyer 
of transportation and should be added to Professor Wilson’s list 
of solicitation vitamins as Vitamin E. 

Teachers of modern salesmanship believe that a knowledge 
of prospects, their needs and problems, is the most important 
factor in selling—even more important than a knowledge of 
how to sell or of the product sold. Selling in a highly com- 
petitive field, as transportation is now sold, demands that the 
salesman know more about his prospects than formerly. It 
is not enough that he be familiar with the services of his com- 
pany or know sales technique; he must also have the ability 
to analyze the transportation requirements of shippers and 
passengers and to be able to persuade them to use the type 
of Service best suited to their needs. In other words, sales- 
manship in a modern sense is not concerned entirely with sell- 
ing. It also means “servicing.” It means the making of 
customers—not making a sale—and there is a vast difference 
between the two. Applied to transportation, salesmanship does 
not mean merely the ability to obtain traffic. It also means the 
ability to create customers and goodwill for the company. 


I. R. Perry. 
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This new attitude towards salesmanship is reflected in the 
new railroad sales psychology which is beginning to spread 
throughout the industry. The railroads now realize, like all 
other competitive business, that the sale of their product de- 
pends on the transportation requirements of their customers— 
the shippers and passengers—and not on the type of service 
they may want to furnish or can most conveniently furnish. 
They also realize that on their own ability to gauge these re- 
quirements depends their sales volume—the amount of business 
they may obtain. 

This means that they are approaching the problem of sell- 
ing their services from the standpoint of supplying the ‘‘wants” 
of the buyers of transportation, rather than from the standpoint 
of beating down their sales resistance and forcing them to buy 
a type of service that the railroads think they should use. They 
are considering the transportation needs of shippers and pas- 
sengers first and their own conveniences second. An illustration 
of this is the revision of train schedules to meet the social 
and business habits of patrons rather than to comply with 
operating conditions, and the offering of different types of 
passenger services at different price levels. 

This new sales psychology involves a new technique in 
selling—an entirely new brand of personal salesmanship or 
solicitation. It requires a salesmanship of service. It is also 
based on the principle of avoiding sales resistance rather than 
overcoming sales resistance. This new salesmanship is not yet 
general in the railroad business, but it does not take a prophet 
to see it coming. A few years from now there will be found 
less to complain of in connection with railroad selling methods 
than one finds now with the service of the “City of Denver,” 
the new Chicago-Denver train of the North Western-Union 
Pacific, which is in itself an expression of the new railroad sales 
psychology. 

Kenosha, Wis., Feb. 17, 1937. 





Charlies E. Parks. 


I .C. SOLICITORS TRAINING 


Preparations are going forward for continued sales training 
of the freight solicitation forces of the Illinois Central under 
the guidance of Trade-Ways, Inc., a sales engineering corpora- 
tion. The plan originally worked out by that organization has 
been in operation on the railroad for nearly two years and has 
gone through two stages. 

At the request of C. C. Cameron, traffic vice-president of 
the Illinois Central, R. L. Buckingham, western manager of 
Trade-Ways, undertook a study of the sales promotion prob- 
lems of the railroads early in 1934. Ten investigators were used 
to make the study. These men accompanied solicitors on their 
rounds and followed that up with individual personal calls on 
shippers. For the latter work, shippers were divided in two 
groups, the first of which were told the object of the investi- 
gators’ calls, and the second of which remained in ignorance 
of the objects of the callers. A final period was devoted to 
investigations carried on in shippers’ offices, in which investi- 
gators observed the work of solicitors without the solicitors 
knowing they were under observation. This work was carried 
on in 80 cities, on-line and off-line, throughout the United States. 

Following this, conferences were held with executives in 
charge of solicitation forces in key cities. Out of all this grew 
a report of conditions as they existed and recommended prac- 
tices. The sales organization prepared a manual of recom- 
mended solicitation practices. Each solicitor received a copy of 
the manual. Solicitation executives were then called into meet- 
ings where the purposes of the manual were explained and 
plans for meetings of solicitors in their districts were discussed. 
These meetings were held monthly, in working hours, one meet- 
ing being devoted to each of the manual’s nine sections. 


When that series of meetings was completed, a second 
series was laid out along the lines of “case studies.” These 
studies consisted of actual solicitation problems. Each was 
assigned to specified solicitors who were required at succeeding 
meetings to dramatize their solutions. That series of meetings 
is now drawing to a close and will be succeeded by a third 
series, the details of which have not as yet been worked out. 

Traffic executives of the Illinois Central agree that the 
plan has been effective. Their opinions are based on the reac- 
tions of the solicitors themselves who have unanimously ex- 
pressed enthusiasm at the help the training has given to them. 
Questionnaires returned by the men tell of many specific in- 
stances where what seemed insurmountable solicitation prob- 
lems have yielded to the information contained in the manual 
and the methods developed by the case studies. 

Trade-Ways, Inc., has retained control of the operation of 
the plan by its contact with some fifty solicitation executives 
and by checking and supervising the general meetings. In all, 
approximately 350 solicitors have participated in the training. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from nonsubscribers. 


Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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Reparation—Party Entitled to—Where Goods Sold F. O. B. 
Destination 


Montana.—Question: Where goods are sold F. O. B. desti- 
naticn, with full freight allowed and deducted from the invoice, 
who legally bears the freight charges? In case of refund on 
freight charges by reparation, to whom should the carriers 
make the refund? 

If possible please cite decisions of the Commission or courts 
to support your answer to the above. 

Answer: Where goods are sold F. O. B. destination, and 
the freight charges are prepaid by the consignor or are paid 
by the consignee and the amount thereof credited to the con- 
signee by the consignor in settlement of the invoice, the con- 
signor is the party who legally bears the freight charges al- 
though in the latter instance he may not actually pay the freight 
charges to the carrier. See Hudson & Thompson vs. New Iberia 
& Northern R. R. Co., 136 I. C. C. 435, 440; Lehigh Portland 
Cement Co. vs. Graham County R. R. Co., 140 I. C. C. 451, and 
Lumberton Broom & Mop Handle Factory vs. Akron, C. & Y. 
Co., 140 I. C. C. 318, 328. 

Under the decision of the Commission in Missouri Portland 
Cement Co. vs. Director-General, 88 I. C. C. 492, the party who 
pays the freight charges, even though he may not bear the 
freight charges may, in a complaint to the Commission, recover 
an amount awarded by the Commission as reparation. If, how- 
ever, the party who actually bore the freight charges also files 
a complaint with the Commission with respect to the same 
shipments, that party will be substituted for the party who paid 
but did not bear the freight charges. 


Allowances—Publication Required 


Missouri.—Question: Throughout the first eight months of 
1935, this company transported blocks of dry ice which were 
shipped in bulk from St. Louis to Kansas City, Mo. Usually 
with each shipment of dry ice, shipper furnished kapok pads 
which were placed on top of the dry ice which acted as a 
preservative, that is, the purpose of which was to reduce evapo- 
ration. We applied a first class rating on these pads, but now 
shipper files claim on the following contention. 


Pads were placed in the truck to prevent the shipment from 
shifting and breaking up the blocks and also to protect the 
shipment from evaporation. It is the shipper’s contention that 
pads should be rated on the basis of dunnage, therefore the rate 
should not be higher than that assessed on the dry ice. 


It is the carrier’s contention that since the pads were 
placed on top of the ice and not befween blocks, it could not 
possibly protect the blocks from shifting and breaking, that the 
pads were only a protection to the shipper through the reduc- 
tion of evaporation. The carrier further contends that dunnage 
usually consists of lumber and after arrival of such a shipment, 
lumber would be of no real value. In this case the pads are 
always returned and they represent a considerable value. 

Tariffs to which these shipments were subject were gov- 
erned by current Western Classification No. 64, Agent R. C. 
Fyfe’s P. S. C. Mo. W. C: No. 13, I. C. C. No. 22, supplements 
thereto and reissues thereof. We would very much appreciate 
your interpretation of this matter and advice as to whether or 
not, in your opinion, the above referred to pads are subject to 
the rates applicable on dunnage when shipped with dry ice. 

Answer: Rule 10-A of Tariff Circular 20 of the Interstate 
Commerce Commission requires the publication of allowances 
and all other charges and rules which in any way increase or 
decrease the amount to be paid on any shipment, or which 
increase or decrease the value of the service to the shipper. 
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Furthermore, in paragraph (b) of Section 217 of the Motor 
Carrier Act, it is provided that no common carrier by 
vehicle shall extend to any person any privileges or facilj 
for transportation in interstate commerce except such as are 
specified in its tariffs. 

In the absence of a provision in the tariff which publi 
the rate on the commodity shipped, or in a publication referpeg 
to therein, there is no tariff authority for the transportatj 
without charge, of the pads which were placed on top of 
commodity to act as a preservative and, therefore, freight 
charges must be assessed on the pads. 


Tariff Interpretation—General Versus Specific Rating in 
Classification 


New York.—Question: We receive quantities of castor oj 
in bulk, in drums, which is used by us as sizing. 

Both castor oil and sizings, not otherwise indexed by name 
are rated in Consolidated Freight Classification No. 11, sizings 
being given a cheaper rating. 

We would like to know which description should be used: 
that is, castor oil or sizing N. O. I. B. N. ' 

Answer: In our opinion, the specific rating in the classifica. 
tion on castor oil must be applied on the shipments in question, 
even though a lower rating is published on sizing N. O. 1. BLN 

Were there no rating in the classification on castor oil] ang 
if, as a matter of fact, castor oil is sizing, the rating on sizing 
could be applied on this commodity. 

In the presence of a specific rating on castor oil the rating 
on sizing N. O. I. B. N. may not, in our opinion, be applied. 


Reconsignment—Duty of Carrier Where Reconsigning Order 
and Exchange Bill of Lading Contain Route and Rate 
Which Does Not Apply Via Route Shown or Any Other 
Route 


Colorado.—Question: We will appreciate your answering 
the following question: 

Shipper billed a carlot shipment of freight from station “A” 
to station “B.” After shipment arrived at station “B,” he filed 
a diversion with the carriers, diverting the car to a further 
destination, station “C,” placing on his bill of lading and diver- 
sion order the rate applying from station “A” to station “C,” 
together with the through route he wished to use. 

After the shipment arrived at station “C,” it developed 
that the through rate from station “A” to station “C” did not 
apply via any route through the diversion point, station “B,” 
Can carriers be held responsible for the protecting of the low- 
est through rate applying from origin to destination, or taking 
into consideration the fact that the lowest through rate as 
shown on shipper’s bill of lading and diversion order could not 
be protected via any route through the diversion point, must 
the shipper pay the lowest combination of rates via the diver- 
sion point? 

Answer: In Martin & Company vs. A. T. & S. F. Ry. Co, 
176 I. C. C. 573, the Commission held that where there is a 
conflict between the routing instructions and the rate named 
in a reconsigning order it is the duty of the carrier to obtain 
further and definite instructions from the consignor, and its 
failure to do so renders it liable for any damages which may 
have resulted therefrom. The decision in Gibson Fruit Co. vs. 
Cc. & N. W. Ry. Co., 21 I. C. C. 644, is the basis for the decision 
in the above referred to case. 

In Union Sawmill Co. vs. St. L. M. & S. Ry. Co., 40 1. C.C. 
661, the shipper furnished a bill of lading containing routing 
instructions to forward the shipment over a route taking a rate 
of 42 cents, and specifying a rate of 24 cents. The rate of 24 
cents was not applicable over any route between the points 
involved, but there was a rate of 31 cents applicable between 
those points over a route in connection with the same originat- 
ing carrier. The Commission found that the conflict between 
the routing instructions and the rate named in the bill of lading 
made it the duty of the initial carrier to obtain full and definite 
instructions from the consignor, and its failure to perform this 
duty rendered it liable to complainant for the additional charges 
resulting from the misrouting and awarded reparation to the 
basis of the rate of 31 cents. ; 

However, there is no misrouting in following the routing 
instructions of the shipper, even though a conflict existed be- 
tween the route and the rate given by the shipper, if there was 
no route via which the rate given or a lower rate applied via 
the carrier to which the shipment was tendered for trans 
portation. , 
Tariff interpretation—Joint Through Rate from a Point in 

United States to Point in Canada Exceeding Aggregate of 

Intermediates ; 

Ohio.—Question: Will you please give us your advice on 
the following rate situation? A through rate is published on 
brick, carloads, Canton, Ohio, to Sault Ste Marie, Ont., of $5.20 
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r net ton. At the same time there is in existence a propor- 
ional rate to Mackinaw City of $2.95 and a rate of $1.38 beyond 
_making a combination of $4.33 per net ton. The usual rule 
56 (c) is carried in the tariff publishing the through rate but 
contains an exception to the application to points in Canada 
yndoubtedly due to the lack of jurisdiction of the Commission 
ver through rates to points in Canada. 

The carrier insist upon collecting an undercharge bill based 
on the through rae, shipment having originally been charged 
for at the lower combination. We contend the Interstate Com- 
merce Commission has no jurisdiction over the through rate 
and their rule that a through rate takes precedence over a 
combination of rates is not applicable in this case. There being 
two rates lawfully published, the shipper is entitled to the lower 
rate. Incidentally, the through rate was cancelled six months 
after the shipment moved. ; ; 

Are we lawfully entitled to the protection of the combina- 
tion of local rates or has there been any ruling made by the 
Commission or by the courts that the through rate is the lawful 
rate in any similar case? 

Answer: In its decision in Fourth Section Application 571, 
Commodity Rates to Mexico, 218 I. C. C. 719, the Commission 
stated that it is well recognized that it has jurisdiction over 
joint rates to a foreign country, at least to the extent that the 
transportation thereunder takes place within the United States. 
Reference is made to decisions in News Syndicate Co. vs. New 
York Central R. Co., 275 U. S. 179, 48 S. Ct. 39, and Lewis- 
Simas-Jones Co. vs. So. Pac. Co., 238 U. S. 654, 51 S. Ct. 592. 

In the above case the Commission also stated that for many 
years it had consistently found that the provisions of Section 4, 
of the Interstate Commerce Act apply where the point of origin 
and the intermediate point are in the United States and the 
more distant point of destination is in an adjacent foreign coun- 
try, or where the point of origin is in an adjacent foreign 
country and the intermediate point and more distant point of 
destination are in the United States; that this was announced 
in Conference Ruling 447, now rescinded. Reference is made 
to the decisions in United Paper Board Co., Inc. vs. Canadian 
National Railways, 74 I. C. C. 773, and Procter & Gamble Co. 
ys, Alabama & V. Ry. Co., 129 I. C. C. 385, and other cases. 

While the above referred to cases relate to the long-and- 
short-haul provision of the Fourth Section, we are of the opin- 
ion that the Commission would similarly rule with respect to 
the aggregate-of-intermediates clause of the Fourth Section, 
as both factors in the instant case are subject to the act. 


In that connection, see the decision in Krochler Manufac- 
turing Co. vs. Canadian National Railways Co., 123 I. C. C. 555, 
in which case the Commission held unreasonable in violation 
of the aggregate-of-intermediates provision of Section 4 of the 
act a joint through rate on lumber from Sundridge, Ontario, 
Canada, to Naperville, Ill., which exceeded the aggregate of the 
rates to and from Chicago, Ill., and awarded reparation. The 
decision in this case is tantamount to a holding that the joint 
through rate and not a lower aggregate of intermediates is the 
applicable rate while the joint through rate remains in effect. 

It is apparent that the exception published in the item 
carrying the rule 56 (c) provision to the effect that this rule 
will not apply to points in Canada is not based upon a proper 
interpretation of the law if, as you state, it is carried in the 
item because of a lack of jurisdiction on the part of the Com- 
mission over joint through rates to points in Canada. 


The presence of the exception does, however, remove the 
application of the provisions of the item, but would not, under 
the decision in the Krochler Mfg. Company case, above cited, 
preclude an award of reparation by the Commission, were com- 
plaint filed. 


State Versus Interstate Traffic 


Connecticut.—Question: Will you kindly give us your opin- 
ion with reference to shipments on an order notify bill of lading 
consigned from the Pacific Coast for destination via boat line 
to New London, Conn., and incorporated in the bill of lading 
i$ a reservation by the boat company to discharge the cargo 
at the nearest port within the state to which goods are con- 
Signed. 

Where cargo is discharged forty (40) miles from point of 
destination in the transportation of this shipment by motor 
tuck, where the motor carrier has the original notify bill of 
lading or release order through the “X” terminal, who handle 
4 part of the shipment as a pool car movement, would such 
nent by motor truck be considered interstate or intra- 
State ? 

_ Answer: Where there is an original and continuing inten- 
tion that the goods shall move through from point of origin to 
an interstate destination or to a foreign destination, the trans- 
portation is interstate or foreign commerce in character. _ 

It is not the method of transportation but the continuity 
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of the movement from a point in one state to a point in another 
state which determines whether traffic is interstate. See B. & 
O. S. W. R. Co. vs. Settle, 260 U. S. 166, 43 S. Ct. 28, and Hughes 
Bros. Lumber Co. vs. Minnesota, 272 U. S. 469, 47 S. Ct. 170. 

Ordinarily, unless at the time a shipment moved from 
point of origin, the final destination has been fixed as the second 
destination point, the movement under a new bill of lading 
from the original destination to a point in the same state is 
not an interstate movement. The intention of the parties at 
the time the shipment moves from point of origin governs and 
not the subsequent disposition of the shipment after its arrival 
at its original destination. Sinclair Refining Co. vs. F. W. & 
R. G. Co., 148 I. C. C. 582; C. M. & St. P. Ry. Co. vs. Iowa, 
233 U. S. 334, 34 S. Ct. 592; B. & O. S. W. R. R. Co. vs. Settle, 
260 U. S. 166, 43 S. Ct. 28; A. C. L. Ry. vs. Standard Oil Co., 
275 U. S. 257, 48 S. Ct. 107. 


If there is an existing and continuing intention at the time 
the shipment is delivered to the carrier at point of origin, to 
make a through shipment to the final destination thereof, and 
the shipment does not come to rest prior to the final truck haul, 
under the Commission’s opinions in Tampa Fuel Co. vs. A. C. L., 
43 I. C. C. 231; International Agricultural Corporation vs. 
Director-General, 74 I. C. C. 726; Du Pont de Nemours & Co. 
vs. Director-General, 74 I. C. C. 191; Germain Co. vs. L. & 
N., 85 I. C. C. 449; Schloss & Kahn Grocery Co. vs. L. & N., 
95 I. C. C. 618; Hamersley Mfg. Co. vs. Erie R. R. Co., 126 
I. C. C. 491, 148 I. C. C. 47 (affirmed in United States vs. Erie, 
280 U. S. 98, 50 S. Ct. 51), the interstate rate is applicable for 
the final truck haul. 


The fact that the goods are warehoused before being loaded 
for shipment to inland destination would not change the char- 
acter of the traffic from interstate to intrastate where, as in 
the instances covered by the decisions above referred to, there 
was, at the time the goods were loaded on board ship, an origi- 
nal and continuing intent that they move from point of origin 
to final destination. See Goldsboro Chamber of Commerce vs. 
A. C. L. R. R. Co., 91 I. C. C. 315; Woodhead Lumber Co. vs. 
P. E. Ry. Co., 104 I. C. 751; Alexander Grocery Co. vs. B. S. L. 
& W. Ry. Co., 104 I. C. C. 155. As in the case of shipments 
forwarded immediately from the port, the point determining 
whether the movements to the inland point is interstate or 
intrastate in character is whether there was an original and 
continuing intention that the shipment move through to the 
inland destination. 


Routing and Misrouting—Standard Versus Differential Routes 


Wisconsin.—Question: Some time ago the Commission ren- 
dered a decision involving shipments from New England moving 
under open bills of lading. As the writer recalls, they held that 
such shipments should move via the cheaper differential routes 
as against the standard routes, unless the originating carriers 
obtained specific instructions to the contrary from the shipper. 
Can you cite this decision or any decision covering this matter? 

Answer: The case to which you have reference is, no doubt, 
that of Peteryl vs. New York, N. H. & H. R. R. Co., 91 1. C. C. 
699 and 102 I. C. C. 693. While in the original report the ques- 
tion primarily involved was whether a carrier was justified in 
routing later shipments in accordance with the routing instruc- 
tions of a shipper as to a former shipment, the Commission, in 
its report in Volume 102, specifically held that it was the duty 
of a carrier to forward shipments via the differential route 
when no particular route is specified by the shipper. 


Reparation—Overcharges—Joint and Several Liability of 
Carriers 


Nebraska. — Question: After the time for filing claims 
against the receivers of a railroad has expired can a claim on 
joint-line traffic be presented to another carrier involved, and 
are they required to pay the entire overcharges, or are they 
permitted to deduct the share of the railroad which had previ- 
ously been in receivership? If they are permitted to make de- 
ductions, how are such figures arrived at? 

Answer: The Commission has held that the liability of 
carriers for overcharges or reparation is a joint and several 
liability, and that recovery can be had from one of the carriers 
participating in the movement of a shipment, regardless of the 
liability of another or other carriers therefor or any part 
thereof. See United Paper Board Co., Inc. vs. Southern Rail- 
way, 62 I. C. C. 60, in which case the Commission said: 


Awards of reparation are not dependent upon the solvency or 
insolvency of the carriers concerned. Our orders for reparation re- 
quire payment of the sum found due and run against all the defendants. 
Riverside Mills vs. A. & S. Steamboat Co., 40 I. C. C. 501. 


See also Bowers Co. vs. Director-General, 107 I. C. C. 305; 
Yellow Pine Company of Philadelphia vs. Director-General, 104 
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I. C. C. 371, and Marcus & Co. vs. Director-General, 77 I. C. C. 
242, 248. In the latter case the Commission said: 


It is well settled that where an unreasonable rate is collected the 
liability of the parties is joint and several, and reparation may be 
awarded against one of the carriers which participated in the traffic, 
even though other lines which performed a part of the transportation 
service are not made parties defendant.—Sloss-Sheffield Steel & Iron 
Co. vs. L. & N. R. R. Co., 60 I. C. C. 595, 598, and cases there cited. 


GEORGE B. McGINTY DEAD 


George B. McGinty, who had been secretary of the Com- 
mission since March 10, 1913, died Feb. 16, of pneumonia, after 
an illness of only a few days. He came to the Commission in 
1908 and became an attorney-examiner in 1911. Funeral serv- 
ices were held at the Scottish Rite Temple in Washington, 
Feb. 18, and burial was at Forsyth, Ga. Mr. McGinty was a 
— of Georgia, having been born in Monroe county, Sept. 

, 1878. 


I. C. C. PRACTITIONERS 


The following were admitted to practice before the Com- 
mission: Day Baker, Boston, Mass.; Daniel Bartlett, St. Louis, 
Mo.; Donald C. Beelar, Washington, D. C.; David N. M. Berk, 
Cleveland, O.; Charles M. Blackmer, Kansas City, Mo.; Joseph G. 
Blandi, Baltimore, Md.; Harry S. Bugbee, Toledo, O.; Louis F. 
Carroll, New York, N. Y.; Donald Cruse, New York, N. Y.; Earle 
C. Doebener, New Haven, Conn.; Ezra W. Decoto, Oakland, 
Calif.; John M. F. Donovan, Jr., Washington, D. C.; J. E. Edell, 
Fargo, N. D.; John Kennedy Ewing, Philadelphia, Pa.; Clement 
P. Fairbanks, Youngstown, O.; Raymond J. Finley, Akron, O.; 
H. L. Fuller, Sioux Falls, S. D.; John J. George, Springfield, 
Mass.; Herman Goldberg, New York, N. Y.; George E. H. Good- 
ner, Washington, D. C.; Seymour A. Greenblatt, Chicago, II1.; 
Harold R. Halleck, Topeka, Kan.; Frank H. Heiss, New York, 
N. Y.; John H. Hershberger, Chicago, IIll.; Joseph C. Hopewell, 
St. Louis, Mo.; Allen V. Junkin, St. Paul, Minn.; Richard Minne, 
Phoenix, Ariz.; William D. Mitchell, Washington, D. C.; Wil- 
liam F. Murrell, Kirksville, Mo.; Fred O. Nelson, Jr., New York, 
N. Y.; Elmer W. Niehaus, Freedom, Pa.; F. Paul Norton, Ken- 
more, N. Y.; John M. Norton, Milwaukee, Wis.; Hubert J. Nudel- 
man, Chicago, Ill.; T. B. O’Steen, Jacksonville, Fla.; Jefferson 
E. Peyser, San Francisco, Calif.; J. C. Pinnix, Murfreesboro, 
Ark.; K. Tracy Power, Salt Lake City, Utah; Darius F. Prince, 
Washington, D. C.; Frederick H. Prosser, Milwaukee, Wis.; 
Charles S. Reed, Cleveland, O.; Theodore Regnante, Lynn, Mass.; 
Roy M. D. Richardson, New York, N. Y.; Robert M. Skall, Cleve- 
land, O.; C. A. Smith, Erwin, Tenn; Robert T. Smith, Baltimore, 
Md.; J. Morton Stevens, Jackson, Miss.; Donald N. Sweeny, 
Detroit, Mich.; Albert S. Teed, Hutchinson, Kan.; Laureston O. 
Telfer, Port Huron, Mich.; R. Worth Vaughan, New York, N. Y.;: 


— W. White, Atlanta, Ga., and Harold F. Zryd, Detroit, 
ich. 


NEW ENGLAND TRAFFIC LEAGUE 


The New England Traffic League held a meeting at the Bos- 
ton City Club, Boston, Mass., February 11. R. F. Bohman, gen- 
eral traffic manager, Heywood-Wakefield Company, Gardner, 
Mass., president of the league, presided. W. H. Chandler, Mer- 
chants’ Association of New York, spoke at the luncheon session. 
New special committees were appointed to study the President’s 
proposal for the reorganization of the executive departments so 
far as it may affect the Commission, to confer with New Eng- 
land, Long Island and Staten Island railroads on free store-door 
freight service and to represent the league in opposing the adop- 
tion of the Pettengill bill. Progress reports were made by chair- 
men of committees dealing with the hearings in Ex Parte 115, 
the proposed general investigation of motor freight rates in New 
England, the filing of contracts by motor carriers, the consoli- 
dated southwestern cases, government ownership of the railroads, 
and the proposed general investigation into the southern class 
rate structure. 


MICHIGAN TRAFFIC GOLFERS 


At a meeting of the board of governors of the Michigan 
Traffic Golf Association at Detroit February 9, the following 
dates and places for three 1937 tournaments were selected: 
Jackson, Mich., May 25; Lansing, Mich., July 13, and Detroit, 
September 14. 


FALL MEETING OF LEAGUE 
E. F. Lacey, executive secretary of the National Industrial 
Traffic League, will meet with Chicago members of the League, 
Feb. 23, at the Traffic Club in the Palmer House, Chicago, to 
discuss plans for the annual meeting of the League, which will 
be held in Chicago, Nov. 18 and 19. 
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The Oakland, Cal., observed athletic night at a Meeting 
at the Athens Athletic Club February 16, at which Ty 
famous former baseball player, spoke on “Baseballing in the 
Big Leagues.” After the meeting members witnessed a 
ball match between picked players from the Oakland Cly 
and the San Francisco Traffic Association, and boxing ang 
wrestling matches in the Athens Club gymnasium. Frank y 
Chandler will lead a discussion of the railway labor act ata 
meeting of the club’s discussion group at the Athens Athletic 
Club February 23. 



























































V. M. Ousey, president of the 
Traffic Club of Jacksonville, Fla., was 
born in Delaware County, O., Septem- 
ber 22, 1890, and attended schools there 
and at Columbus, O. He started work 
as a joint clerk for the master me- 
chanic and road foreman of engines of 
the Hocking Valley Railroad at Colum- 
bus in 1908. In 1910 he became 
stenographer-clerk for the Merchants 
Dispatch Fast Freight Lines at Colum- 
bus. He was promoted to be soliciting 
freight agent for that organization in 
1911 and remained in that position 
after the Merchants Lines were taken 
over by the New York Central. In 
1926 he was transferred to Cincinnati, 
O., as traveling freight and dairy agent covering east Kentucky 
and Tennessee. In 1930 he was appointed general agent, 
freight department, New York Central, at Jacksonville, which 
position he now holds. 








P. E. Golden, recently installed as president of the Traffic 
Club of New Orleans, began his trans- 
portation career in the purchasing de- 
partment of the Southern Pacific at 
New Orleans. Later he held various 
positions at the Stuyvesant docks of the 
Illinois Central, with which railroad he 
remained until he established himself 
in the freight forwarding business as a 
freight broker. In 1922 he joined the 
traffic department of the Richardson 
Company, at New Orleans. That com- 
pany was absorbed by the Flintkote 
Company in 1926 and Mr. Golden was 
made southern division traffic manager 
for the amalgamated companies. In 
1935, in addition to his traffic duties, he 
was appointed assistant to the manager 
of the Flintkote Company’s southern division. He still holds 
those positions. The club held a luncheon meeting at the Hotel 
Monteleone February 15 at which Ollie B. Webb, assistant to 
the president, Texas and Pacific, spoke on “The Six-Hour Day 
for Railway Workers.” 








Eugene Rerat, attorney, who recently returned from a visit 
to Alcatraz Prison authorized by the Department of Justice, 
described that institution in an address at a luncheon meeting 
of the Traffic Club of Minneapolis at the Hotel Nicollet Feb- 
ruary 18. 


Captain Charles Crotty spoke on “The History and De 
velopment of the Port of Houston,” at an educational meeting 
of the Traffic Club of Houston at the Chamber of Commerce 
February 18. 

The Traffic Club of Wichita will hold a dinner meeting 4 
the Hotel Lassen February 25, at which W. J. Van Wormer 
will be the speaker. Hillary Watts is chairman of the com 
mittee in charge. 

The luncheon meeting of the Transportation Club of St. 
Paul at the Hotel Lowry February 16 was sponsored by be 
Twin City Women’s Traffic Club. Clinton A. Hackert, St. Pau 
chief of police, spoke on “Public and Police Relations. 





The Triple Cities Traffic Club will observe truckers’ night 
at a dinner meeting at the Arlington Hotel February 26. Emory 
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Unloading newsprint at New 
Orleans. The trailers are quickly 

‘\ snaked to the warehouse a half- 

* mile away by the Internationals. 










Right: One International going to the warehouse 
passes another on its way to the ship with a string 
of “empties.” 


Below: An International hauling 24 sacks of rice 
to the warehouse. 


@ In June, 1935, following a demonstration, the Ryan 
Stevedoring Company modernized its operations over- 
night at the Port of New Orleans by purchasing five 
International I-12 Industrial Tractors to haul trailer- 
trains between shipside and warehouse. 


Accurate records soon confirmed the fact that these 
tractors stepped up efficiency and reduced costs load- 
ing and unloading ships. More cargo was moved per 
hour at a substantially lower cost per ton. The Ryan 
Company was so satisfied that they have since installed 
12 more Model I-12’s— another at New Orleans, two at 
Mobile, one at Panama City, six at New York, and 
two in Puerto Rico. 
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If International 
Tractors to This Firm 


# to Cut Costs 
and Speed Up 
Their 
Stevedoring 














Newsprint is typical of the cargo these tractors 
handle. A train of this usually consists of six trail- 
ers, a total load of 17,000 to 19,000 pounds. In 
one instance, five of the tractors unloaded a cargo 
of 5864 tons of newsprint in 58 working hours. The 
hourly gasoline consumption per tractor averaged 
only half a gallon. The total cost per ton, unloaded 


and stored, including operators’ wages, was 3.37 cents. 


The work the International I-12 is doing for the 
Ryan Company is proof of its ability to handle your 
jobs efficiently and economically. See the nearby Com- 
pany-owned branch, or industrial dealer for complete 
information. The International line also includes other 
wheel-type tractors and crawler tractors, and power 
units for stationary work ranging up to 110 max. h. p. 
in size. 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. (INCORPORATED) Chicago, Illinois 


INTERNATIONAL Industrial Power 
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A. Boudreau will speak on “The Interstate Commerce Commis- 
sion and Its Accomplishments to Date,” and Ted V. Rodgers, 
president, American Trucking Associations, Inc., on “Safety 
on the Highways.” There will be a program of entertainment. 

The Bridgeport, Conn., Traffic Association observed rail- 
road night at a meeting at the Stratfield Hotel February 15. 
C. E. Smith, vice-president, New York, New Haven and Hart- 
ford, spoke on “Recent Accomplishments of the Railroads in 
the Interests of the Shippers.” The Chesapeake and Ohio’s 
motion picture, “George Washington’s Railroad,” was shown. 

The annual dinner of the South Bend, Ind., Transportation 
Club will be held at the Columbia Athletic Club March 2. E. H. 
White, president, of the club, will open the program. Mayor 
G. W. Freyermuth of South Bend will give an address of wel- 
come. T. A. Hynes, vice-president, New Jersey, Indiana and 
Illinois Railroad, will be toastmaster. There will be a program 
of entertainment. 

H. D. Fenske, traffic manager, Great Lakes Steel Cor- 
poration, will speak on “The Difference in Application of the 
Interstate Commerce Act—Railroad vs. Truck,” at a meeting of 
the Motor City Traffic Club forum at the Detroit Leland Hotel 
February 23. 

The Transportation Club of Peoria, Ill., will hold its annual 
meeting and election of officers at the Pere Marquette Hotel 
February 25. Dinner will be served and there will be a pro- 
gram of entertainment following the meeting. The nominating 
committee has submitted the following slate of candidates for 
office: For president, E. F. Stock; first vice-president, E. J. 
Plover; second vice-president, E. T. Olander; secretary-treas- 
urer, L. A. Daley. 

The entertainment committee of the Traffic Club of Detroit, 
of which N. G. Skillman is general chairman, has prepared a 
program of social activities for the club for the coming months. 
Among the events planned are: Bridge tournaments, March 8 
and 22 and April 5; ladies’ bridge party, April 13; stag party, 
April 15; dinner dance, May 15, and a golf outing June 17. 


Dr. William E. Wickenden, "president, Case School of Ap- 
plied Science, Cleveland, was the speaker at the annual dinner 
of the Traffic Club of Cleveland, February 4. Charles E. 
Denney, president, Erie Railroad, was toastmaster. Joseph F. 
Potts, general traffic manager, Kelley Island Lime and Trans- 
port Company, president of the club, presided. Fifteen heads 
of railroads attended. John W. Montigney, manager of trans- 
portation, Cleveland Tractor Company, was general chairman 
of the committees on arrangement. 


L. G. Bentley, general safety agent, Chesapeake and Ohio, 
was the speaker at a meeting of the Richmond, Va., Traffic 
Club February 15. He described the accident prevention work 
of the American railroads, especially with reference to educa- 
tional activities among rail employes. The result was, he said, 
that in spite of an average increase of 44.1 per cent in the 
speed of trains since 1922, deaths to passengers had decreased 
from 42 in 1922 to 1 in 1935, and the average loss and damage 
to a car of freight from $1.11 to 60 cents a car. Safety work 
had gone so far on the railroads, he said, that under present 
conditions a passenger might encircle the globe 739,000 times 
by rail before meeting a fatal accident. 

Donald D. Conn, executive vice-president, Transportation 
Association of America, spoke on “The Effects of Proposed 
Labor Legislation on Transportation and the Shippers” at a 
forum meeting of the Traffic Club of Philadelphia at the War- 
wick Hotel February 15. 

The annual meeting and election of officers of the Read- 
ing, Pa., Traffic Club will be held March 4. The nominating 
committee has submitted the following slate of candidates for 
office: For president, Irvin P. Noll; for vice-presidents, two to 
be elected, P. B. Wertz, L. S. Weber, W. A. Davis and W. J. 
Lindemuth; for directors, two to be elected, C. L. Bates, E. C. 
Robinson, G. O. Reynolds and F. J. Cave; for secretary-treas- 
urer, Edward R. Hintz. 


Richard C. Morse, vice-president, eastern region, Pennsyl- 
vania Railroad, spoke on “Progressive Railroad Developments,” 
at the annual dinner of the Traffic Club of Wilmington, Del., 
at the Hotel DuPont February 11. He said railroad progress 
in recent years had been along the lines of lowering costs, 
improving quality, raising the standards of living of employes 
and working toward stability for rail investment. He spoke 
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about improved freight and passenger services at rates pn 
lower than they were in 1921. The railroads were now st 
ing the questions as to how better to use their existing f 
ities and how to augment them so as further to improve 
ices, he said. The improved speed, regularity and flexibilif 
rail service has won the approval of the traveling and shipx 
public, he said, and added that that was proved by incre 
rail traffic. : 

James A. Green, American Potash and Chemical Comp 
will lead a discussion on diversion and reconsignment 
meeting of the study group of the Metropolitan Traffic Ag 
ciation of New York February 25. The association held a 
ner dance February 11, which was attended by 360. ; 

The annual meeting and ‘election of officers of the 
Traffic Club of Chicago will be held at the Palmer 
March 4. The nominating committee has submitted the 
lowing slate of candidates for office: For president, Ej 
Hayes; vice-president, H. W. Coffman; secretary, John Mi 
ton; treasurer, H. J. Phillips; directors, J. L. Merrick, | 
Noorlag, Jr., and Edward Haugh. The club's traffic di s 
group held a meeting at the Palmer House February 16) 
which Thomas G. Bugan, formerly assistant states attorne 
Cook County, Ill., led the discussion on “When Does Tit 
Goods Pass to the Buyer or Consignee.” 'The next meeting: 
the group will be held March 2 when John S. Burchma@ 
attorney, will discuss the liability of common carriers 
Section 20, paragraph 11 of the act. The club’s annual din 
will be held April 1. Members of the club and their g 
will attend a roller skating derby at the Coliseum February) 
They will participate in a special roller skating race. 


The annual athletic night of the Traffic Club of Kala 
Mich., February 16, attracted 125 members and guests. 
affair has become an annual club event. 


J. A. Weneck, secretary, Traffic and Transportation Ags 
ciation of Pittsburgh, in a communication prompted by 
claim of the Traffic Club of Baltimore to fourth place in p@ 
of membership among the traffic clubs of the country, po 
out that the membership of the Pittsburgh association on F 
= 17 was 903 as compared with the Baltimore membe 
of 800. 


The following officers were elected at a meeting of # 
Omaha Traffic Club February 18: President, E. A. Jom 
Wabash Railway; first vice-president, George A. McElroy, © 
crete Engineering Company; second vice-president, C. 
Evers, Union Pacific; secretary-treasurer, W. V. C. McCormi 
Allied Mills, Inc.; members of the board of directors, F.” 
Clobridge, Loose-Wiles Biscuit Company; H. M. Jacob 
Omaha Cold Storage Company; R. E. Stover, Omaha 
Mills Company; Herbert Feierman, National Carloading Co 
poration; E. E. McCullough, Western Pacific, and D. W:; Qu 
Chicago Great Western. 


AIR-CONDITIONED CARS ’ 
The railroads and the Pullman Company, on Jan. 1, 
8,078 air-conditioned passenger cars in operation, according 
J. J. Pelley, president of the Association of American Railre 
“Since April 1, 1936, more than 1,300 passenger cars hai 
been equipped with air-conditioning devices, ” said he. “Of 
total number of passenger cars which have been air conditioné 
the railroads, on Jan. 1, had 3,926, which included 2,293 coach 
885 dining cars, and 748 other types of passenger equipment. 
“The Pullman Company, on January 1, had 4,152 air-con 
tioned passenger cars in service, which included ‘sleeping C 
lounge cars and other passenger equipment. | 
“Air conditioning of passenger cars is a comparatively 
improvement, the first car so equipped having been a dining ¢ 
which was installed in service in 1930. Since then there 
been a steady improvement in the methods in use, and as a 
sult the number of air-conditioned passenger cars owned - 
the railroads and the Pullman Company is being incre 
constantly. y. 
“The equipment research division of this association, & 
summer and fall, conducted an exhaustive investigation into t 
subject with a view of ascertaining what further improveme 
can be made and what can be done towards further standardi 
air-conditioning devices in order to reduce the costs of ins 
tion and maintenance. A preliminary report on this investigat 
was recently submitted to the board of directors of this assoet 
tisn and this will be followed later by a more comprehe 
engineering report.” 
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A. Boudreau will speak on “The Interstate Commerce Commis- 
sion and Its Accomplishments to Date,” and Ted V. Rodgers, 
president, American Trucking Associations, Inc., on “Safety 
on the Highways.” There will be a program of entertainment. 

The Bridgeport, Conn., Traffic Association observed rail- 
road night at a meeting at the Stratfield Hotel February 15. 
C. E. Smith, vice-president, New York, New Haven and Hart- 
ford, spoke on “Recent Accomplishments of the Railroads in 
the Interests of the Shippers.” ‘The Chesapeake and Ohio’s 
motion picture, “George Washington’s Railroad,” was shown. 

The annual dinner of the South Bend, Ind., Transportation 
Club will be held at the Columbia Athletic Club March 2. E. H. 
White, president, of the club, will open the program. Mayor 
G. W. Freyermuth of South Bend will give an address of wel- 
come. TT. A. Hynes, vice-president, New Jersey, Indiana and 
Illinois Railroad, will be toastmaster. There will be a program 
of entertainment. 

H. D. Fenske, traffic manager, Great Lakes Steel Cor- 
poration, will speak on “The Difference in Application of the 
Interstate Commerce Act—Railroad vs. Truck,” at a meeting of 
the Motor City Traffic Club forum at the Detroit Leland Hotel 
February 23. 

The Transportation Club of Peoria, Ill., will hold its annual 
meeting and election of officers at the Pere Marquette Hotel 
February 25. Dinner will be served and there will be a pro- 
gram of entertainment following the meeting. The nominating 
committee has submitted the following slate of candidates for 
office: For president, E. F. Stock; first vice-president, E. J. 
Plover; second vice-president, E. T. Olander; secretary-treas- 
urer, L. A. Daley. 

The entertainment committee of the Traffic Club of Detroit, 
of which N. G. Skillman is general chairman, has prepared a 
program of social activities for the club for the coming months. 
Among the events planned are: Bridge tournaments, March 8 
and 22 and April 5; ladies’ bridge party, April 13; stag party, 
April 15; dinner dance, May 15, and a golf outing June 17. 

Dr. William E. Wickenden, president, Case School of Ap- 
plied Science, Cleveland, was the speaker at the annual dinner 
of the Traffic Club of Cleveland, February 4. Charles E. 
Denney, president, Erie Railroad, was toastmaster. Joseph F. 
Potts, general traffic manager, Kelley Island Lime and Trans- 
port Company, president of the club, presided. Fifteen heads 
of railroads attended. John W. Montigney, manager of trans- 
portation, Cleveland Tractor Company, was general chairman 
‘ of the committees on arrangement. 


L. G. Bentley, general safety agent, Chesapeake and Ohio, 
was the speaker at a meeting of the Richmond, Va., Traffic 
Club February 15. He described the accident prevention work 
of the American railroads, especially with reference to educa- 
tional activities among rail employes. The result was, he said, 
that in spite of an average increase of 44.1 per cent in the 
speed of trains since 1922, deaths to passengers had decreased 
from 42 in 1922 to 1 in 1935, and the average loss and damage 
to a car of freight from $1.11 to 60 cents a car. Safety work 
had gone so far on the railroads, he said, that under present 
conditions a passenger might encircle the globe 739,000 times 
by rail before meeting a fatal accident. 

Donald D. Conn, executive vice-president, Transportation 
Association of America, spoke on “The Effects of Proposed 
Labor Legislation on Transportation and the Shippers” at a 
forum meeting of the Traffic Club of Philadelphia at the War- 
wick Hotel February 15. 

The annual meeting and election of officers of the Read- 
ing, Pa., Traffic Club will be held March 4. The nominating 
committee has submitted the following slate of candidates for 
office: For president, Irvin P. Noll; for vice-presidents, two to 
be elected, P. B. Wertz, L. S. Weber, W. A. Davis and W. J. 
Lindemuth; for directors, two to be elected, C. L. Bates, E. C. 
Robinson, G. O. Reynolds and F. J. Cave; for secretary-treas- 
urer, Edward R. Hintz. 


Richard C. Morse, vice-president, eastern region, Pennsyl- 
vania Railroad, spoke on “Progressive Railroad Developments,” 
at the annual dinner of the Traffic Club of Wilmington, Del., 
at the Hotel DuPont February 11. He said railroad progress 
in recent years had been along the lines of lowering costs, 
improving quality, raising the standards of living of employes 
and working toward stability for rail investment. He spoke 
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about improved freight and passenger services at rates m 
lower than they were in 1921. The railroads were now sty 
ing the questions as to how better to use their existing 
ities and how to augment them so as further to improve 
ices, he said. The improved speed, regularity and flexibility 
rail service has won the approval of the traveling and shig 
public, he said, and added that that was proved by incregg 
rail traffic. 

James A. Green, American Potash and Chemical Comp 
will lead a discussion on diversion and reconsignment at 
meeting of the study group of the Metropolitan Traffic 4 
ciation of New York February 25. The association held a ¢ 
ner dance February 11, which was attended by 360. 

The annual meeting and election of officers of the 
Traffic Club of Chicago will be held at the Palmer 
March 4. The nominating committee has submitted the 
lowing slate of candidates for office: For president, Ey 
Hayes; vice-president, H. W. Coffman; secretary, John Mi¢ 
ton; treasurer, H. J. Phillips; directors, J. L. Merrick, Willi 
Noorlag, Jr., and Edward Haugh. The club’s traffic di 
group held a meeting at the Palmer House February 
which Thomas G. Bugan, formerly assistant states atto 
Cook County, IIll., led the discussion on “When Does Ti 
Goods Pass to the Buyer or Consignee.” 'The next meeting 
the group will be held March 2 when John S. Burchm 
attorney, will discuss the liability of common carriers up 
Section 20, paragraph 11 of the act. The club’s annual dir 
will be held April 1. Members of the club and their g 
will attend a roller skating derby at the Coliseum February] 
They will participate in a special roller skating race. 


The annual athletic night of the Traffic Club of Kalamagg 
Mich., February 16, attracted 125 members and guests. 
affair has become an annual club event. 


J. A. Weneck, secretary, Traffic and Transportation 4 
ciation of Pittsburgh, in a communication prompted by 
claim of the Traffic Club of Baltimore to fourth place in pe 
of membership among the traffic clubs of the country, po 
out that the membership of the Pittsburgh association on F 


ruary 17 was 903 as compared with the Baltimore membe 
of 800. 


The following officers were elected at a meeting of 
Omaha Traffic Club February 18: President, E. A. Je 
Wabash Railway; first vice-president, George A. McElroy, € 
crete Engineering Company; second vice-president, C. J 
Evers, Union Pacific; secretary-treasurer, W. V. C. McCorm 
Allied Mills, Inc.; members of the board of directors, F.j 
Clobridge, Loose- ‘Wiles Biscuit Company; H. M. Jacobse 
Omaha Cold Storage Company; R. E. Stover, Omaha 
Mills Company; Herbert Feierman, National Carloading @ 
poration; E. E. McCullough, Western Pacific, and D. W; Qui 
Chicago Great Western. : 


AIR-CONDITIONED CARS 


The railroads and the Pullman Company, on Jan. 1, 
8,078 air-conditioned passenger cars in operation, according | 
J. J. Pelley, president of the Association of American Railre 

“Since April 1, 1936, more than 1,300 passenger cars ha 
been equipped with air-conditioning devices, ” said he. “Of 
total number of passenger cars which have been air conditia 
the railroads, on Jan. 1, had 3,926, which included 2,293 coach 
885 dining cars, and 748 other types of passenger equipment. 

“The Pullman Company, on January 1, had 4,152 air-co 
tioned passenger cars in service, which included sleeping ¢ 
lounge cars and other passenger equipment. 4 

“Air conditioning of passenger cars is a comparatively 
improvement, the first car so equipped having been a dining @ 
which was installed in service in 1930. Since then there 
been a steady improvement in the methods in use, and as a 
sult the number of air-conditioned passenger cars owned’ 
the railroads and the Pullman Company is being incre 
constantly. ' 

“The equipment research division of this association, @ 
summer and fall, conducted an exhaustive investigation intot 
subject with a view of ascertaining what further improvemem® 
can be made and what can be done towards further standard 
air-conditioning devices in order to reduce the costs of insta 
tion and maintenance. A preliminary report on this investigat 
was recently submitted to the board of directors of this assoei 
tisn and this will be followed later by a more comprehet 
engineering report.” 
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PRECISION TRANSPORTATION AND INTERNATIONAL TRADE 


Fast, safe, dependable transportation is one of the most important factors in the continued development of international trade 
® The Norfolk and Western Railway has a vital part in this development @ Thousands of tons of merchandise freight destined 
for the markets of the world are transported by modern Norfolk and Western freight trains that speed daily from the Midwest 
direct to shipside at the railway’s merchandise piers at the Port of Norfolk, Virginia @ Likewise,a huge tonnage of merchan- 
dise arrives by sea at the railway’s Lambert Point facilities and is carried from there safely and efficiently to inland destinations 


by a transportation service that is unsurpassed anywhere in the world @ 


NORFOLK -AND WESTERN RAILWAY 
me &§ ©) $ 1.0.8 2 AM 5. 2B BS a St D 
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Personal Notes 


A. E. Campbell, Pacific Coast lumber agent for the Chicago, 
Burlington and Quincy, has retired after 48 years of service 
with that railroad. O. A. Schultz has been appointed to succeed 
him as Pacific Coast Lumber agent, with headquarters at Seattle, 
Wash. 

E. F. McPike, superintendent of perishable freight service, 
Illinois Central, Chicago, has been named a fellow of the British 
Royal Astronomical Society. Mr. McPike is a member of sev- 
eral other scientific societies and recently published a compilation 
of the papers of Edmond Halley, famous British astronomer, after 
whom Halley’s comet was named. 

Mme. Pearl V. Metzelthin, American born and European 
educated authority on dietetics and nutrition, has been appointed 
consultant and director of food research for the American Air- 
lines. 

U. E. McFarland, general traffic manager, Owens Illinois 
Glass Company, president of the Toledo Transportation Club, 
was the guest of honor at a testimonial luncheon arranged by his 
friends and colleagues at the New Secor Hotel February 11. He 
received a monogrammed silver platter as a gift from the sev- 
enty present. 

Joseph R. Jones, who retired as supervisor of signals for the 
Pennsylvania Railroad in 1905, died at the Soldiers’ Home, 
Washington, D. C., February 14. He was over 101 years old and 
was reputed to be the oldest railroad man in the United States. 

John S. Wynne, chief of the airport, marking and mapping 
section of the bureau of air commerce, Department of Commerce, 
has resigned, effective March 1, to take up the practice of law in 
the District of Columbia. 

Harvey E. Dixon has been appointed assistant general pas- 
senger agent for the Wabash Railway at St. Louis. 

Charles H. Vayo has been appointed general traffic manager 
for the Eastman Kodak Company and subsidiaries, at Rochester, 
ee 

L. J. Lynn has been appointed district coal agent for the 
Pennsylvania Railroad at Cincinnati. 

A. D. Aiken has been appointed division freight agent for 
the Chicago, Rock Island and Pacific, at Lincoln, Neb. Thomas M. 
Curtis has been appointed commercial agent at New Orleans, La. 

Henry Schneider was installed as president of the New York 
City Association of Passenger and Ticket agents at the annual 
dinner of that association at the Hotel New Yorker February 
13. Other officers installed were: First vice-president, J. J. 
McDonnell; second vice-president, Howard Lowder; secretary- 
treasurer, Thomas C. Clancy. 

M. Tajima, manager of the New York branch of Osaka 
Shosen Kaisha (O. S. K. Line) has been transferred to Osaka, 
Japan, to become manager of the company’s main office. M. 
Inouye, formerly manager of the Shanghai office, has been ap- 
pointed manager of the New York office. 

At a recent meeting of the Philadelphia Ocean Traffic 
Bureau the following directors were elected: G. W. White, Amer- 
ican-Hawaiian Steamship Company; L. R. Holmes, Furness 
Withy Line; L. F. Klein, Moore and McCormack; R. H. Garrow, 
Luckenbach Lines; Alan Graves, Merchants and Miners Trans- 
portation Company; E. C. Kelly, Pilots’ Association; E. W. String- 
field, Philadelphia Piers; U. S. Goheen, Curtis Bay Towing Com- 
pany; J. A. Tait, Texas Transport and Terminal Company; G. M. 
Richardson, Merchants Warehouse Company; J. J. Egan, Phila- 
delphia Maritime Exchange. 

E. A. McCarthy has been appointed assistant traffic manager 
for the Western Pacific, the Sacramento Northern and the Tide- 
water Southern, at Chicago. J. F. McKenzie has been appointed 
general agent for those railroads at St. Louis, Mo., and Fred 
McMullin general agent at Portland, Ore. 


ACADEMY OF ADVANCED TRAFFIC MOCK HEARING 


The Academy of Advanced Traffic, New York City, w'll 
hold a mock hearing before the Commission at the Merchants’ 
Association of New York February 26. William M. Carney, 
Joseph S. Sikora, William R. Settgas, Earl E. Wilson, William 
J. Mathey, Frank J. Clark, Clyde M. Starks and Francis C. 
Tighe will sit as examiners. Outsiders interested in traffic are 
invited to attend. 


MONEY FOR COMMISSION, ETC. 
The Senate appropriations committee reported 
Senate the independent offices appropriation bill carrying 
$7,939,500 for the Commission for the fiscal year ending June 


to the: 


Vol. LIX, No. 8 


30, 1938. So far as the Commission appropriation items 
concerned, no change was made in the bill as passed by the 
House. The total appropriation includes $2,450,000 for moto 
regulation work, as provided by the House. 

The bill also carries $385,000 for the National Mediation 
Board and National Railroad Adjustment Board, and $2,325,00 
for the Railroad Retirement Board. 

The Senate, after brief consideration, passed the bill, . 
ing the appropriations for the Commission, National Mediation 
Board and Railroad Retirement Board as recommended by the 
committee and as approved by the House. As to these q 
priations the action of the Senate was final. The Senate ap- 
proved the committee amendment eliminating the lan 
with respect to use of funds for congressional investigations 
and this matter will have to be adjusted with the House. 


TEXT OF RAILWAY STATISTICS 


The Commission has issued the text of the forty-ninth ap. 
nual report on the statistics of railways in the United States for 
the year ended Dec. 31, 1935. 


Digest of New Complaints 


MC-C 23, Sub. 4. Motor Carriers Central Freight Association, Detroit, 
Mich., vs. Transamerican Freight Lines, Inc. 

Attacks as too low less than truckload rate of 35 cents apply- 
ing on large list of automobile parts and materials from Detroit, 
Mich., and points taking same rates to Chicago and points taking 
same rates. Asks cease and desist order and rates. (T. G. Han. 
non, mgr., 1627 West Fort St., Detroit, Mich.) 


MC-C 23, Sub. 5. Motor Carriers Central Freight Association, Detroit, 
Mich., vs. Roadway Transit Co. 

Attacks as too low less than truckload rate of 35 cents on auto. 
mobile parts from Detroit and other Michigan points to Chicago 
and other Illinois points. Asks cease and desist order and rates, 
(T. G. Hannon, mgr., 1627 West Fort St., Detroit, Mich.) 

. 27654, Property Owners’ Committee, Washington, D. C., vs, WN; 
& W. et al. 

Rates and charges, coal, points in Virginia to destinations in 
Chicago, north of Irving Park Boulevard, including also Weber, 
Ill., in violation sections 1 and 3, as compared with rates from 
points in West Virginia. Asks same rates currently in effect from 
points of origin in W. Va. on the N. & W. in the Pocahontas, 
Tug River and Thacker districts. (Benjamin J. Brooks, atty., 9 
15th St., N. W., Washington, D. C.) 


. 277655, Southern class rates, 1937. 

This is a proceeding of investigation and inquiry instituted by 
the Commission on its own motion into and concerning the inter- 
state class rates and the charges resulting therefrom now in ée- 
fect within southern territory and between southern territory and 
official territory, with a view to determining whether said rates 
are unjust, unreasonable, unduly prejudicial, unduly preferential 
or otherwise in violation of the interstate commerce act. 


MC-C 35, Middle Atlantic States Motor Carrier Conference, Inc., Wash- 
ington, D. C., vs. Jersey Coast Transfer Co., Inc. 

Alleges that all rates published by defendant in its tariffs MF 
1. C. C. Nos. 11 and 21, are and for the future will be unjust and 
unreasonably low in violation of section 216(b) of motor carriér 
act. Asks cease and desist order and just and reasonable rates. 
(Charles E. Cotterill, atty., 70 E. 45th St., New York, N. Y.) 

. 27656, Miller Waste Mills, Inc., Winona, Minn., vs. C. M. St. P. 
& P. et al. 

Rates in- violation sections 1, 2 and 3, cotton factory sweepings, 
Louisville, Ky., to Winona, Minn.; and from Thompsonville, Conn., 
to Winona. Defendants alleged shipments should have been classt- 
fied as cotton waste and have sued to recover additional charges. 
Asks finding as to lawful rates, rates for the future, reparation or 
waiver of collection of unlawful charges alleged to be due. (B. H. 
Overton, practitioner, Winona, Minn.) 

. 27657, Miller Waste Mills, Inc., Winona, Minn., vs. Cliffside R. R. 
Co. et al. 

Rates and charges in violation sections 1, 2, 3, and 4, cotton 
factory sweepings, between Cliffside, N. C., and Winona, Minn. 
Ask cease and desist order, rates and reparation or waiver of 
collection of unlawful charges alleged to be due. Lower rates 
alleged from other shipping points in the Carolinas. (B. H. Overton, 
practitioner, Winona, Minn.) 

. 27658, L. Hirshberg & Co., Inc., et al., New York City vs. B. & 0. 
et al. 

Rates in violation sections 1 and 3, fresh fruits and vegetables, 
points in New York, Pennsylvania and West Virginia to Piers 
27, 28 and 29, North River, New York, N. Y. Preferred points are 
producing points located in the same producing districts and all 
producing points west thereof on shipments to the involved des- 
tinations and other deliveries in the metropolitan district of New 
York City in New York and New Jersey on shipments from all 
origins. Ask rates and reparation. (Samuel L. Einhorn and Leon 
S. Rosenthal, attys., 12 South 12th St., Philadelphia, Pa.) 
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Have You Read 
All of These Books? 


Industrial Traffic Management (2 volumes), by G. Lloyd 
Wilson 


Thirty-six chapters covering scope of traffic manage- 
ment, training, shipping and receiving, management of 
equipment, rates, rate adjustments, tariffs, routing, 
tracing, expediting, claims, express, parcel post, for- 
eign trade, procedure before I. C. C. and state commis- 
sions, federal regulation. 75 cents. 


Traffic Law, by G. Lloyd Wilson 
Ten chapters covering duties and liability of carriers, spe- 
cial rates and rebates, claims, embargoes, freight pool- 
ing, payment of freight charges, as governed by the 
interstate commerce act and common law, and as ap- 
plied by the federal courts. 50 cents. 


Principles of Freight Traffic, by G. Lloyd Wilson 

Sixteen chapters covering railroad freight traffic de- 
partments, rules of freight classification, principles of 
rate making, tariff construction and interpretation, 
principles of rate structures, analysis of rate structures 
in Eastern, Southern, Western Trunk Line, Southwest- 
ern, Pacific Coast and Transcontinental territories, and 
the elements of export and import rates. 50 cents. 
































































































































Selling Railroad Transportation, by Charles E. Parks 
Ten chapters covering analysis of present selling meth- 
ods, qualifications of railroad salesman, and what he 
should know, four groups of prospects, buying motives, 
analysis of buying process. 50 cents. 


























Current Transportation Subjects, by Lewis C. Sorrell 
Fourteen chapters covering appraisal of traffic manage- 
ment, railroad consolidation, motor transport, aviation, 
the waterways, store door delivery, the container car, 
political rate making, railroad valuation, intercoastal 
competition, an American merchant marine. 25 cents. 


Freight Tariffs, by G. Lloyd Wilson 
Twenty-three chapters covering rules of compilation and 
publication, tariff publishing agents, special tariffs, routes 
and routing, rate application, changes, how to build a 
tariff file. 50 cents. 


Diversion and Reconsignment, by G. Lloyd Wilson 
Eight chapters covering the tariff rules and regulations, 
steps taken in effecting the changes, switching limits, 
holding points, cost of and charges for service, special 
arrangements on coal, fruits and vegetables and other 
commodities. 50 cents. 




























































































Terminal Freight Services and Allowances (2 Volumes), 
by G. Lloyd Wilson 


Volume I has nine chapters covering lighterage and float- 
age, elevation of grain, trap-cars, storage. 50 cents. 
Volume II has eight chapters covering switching, spot- 
ting allowances, cartage and drayage allowances, weigh- 
ing rules and charges. 50 cents. 
TRAFFIC WORLD manuals may be ordered at the single 
copy prices listed; any two for 75 cents; three or more, 
35 cents each. Postage is prepaid. 
Complete Set of All Manuals................ , 


Send remittance with order to 


THE TRAFFIC WORLD 


418 South Market Street Chicago, Illinois 
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Docket of the Commission 





NOTE—Items in the docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assign, 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancej. 
lations and postponements announced too late to show the change jp 
this docket will be noted elsewhere. 


February 23—Valdosta, Ga.—U. S. Court—Joint Board 64: 
MC 50328—J. L. Lodge (MC 8). 


February 23—Chicago, Ill.—Morrison Hotel—Examiner Weems: 
27610—South Chicago Coal & Dock Co. vs. B. & O. Chicago Terminal} 
Co. et al. 
27618—South Chicago Coal & Dock Co. vs. Chicago Short Line et aj, 


February 23—Los Angeles, Calif.—Calif. Comm.—Examiner Shanafelt: 
26817—-Globe Grain & Milling Co. vs. C. B. & Q. et al. 


February 23—Indianapolis, Ind.—Indiana Public Service Comm,.—Ex. 
aminer Hill: 
MC 2510—Application as amended of Ziffrin Truck Lines, Inc., In- 
dianapolis, Ind., for certificate or permit. 


February 24—Cincinnati, O.—Netherland-Plaza Hotel—Joint Board 37; 

MC 503—Application of Dixie Traction Co., Inc., Erlanger, Ky., for 
certificate. 

MC 588—Application of Black Diamond Stages, Inc., Fort Thomas, 
Ky., for certificate. 

MC 10798—Application of Peoples Central Transit Lines, Inc., Cov: 
ington, Ky., for certificate. 

MC 24430—Application of Merchants Bus Line & Citizens Bus Line, 
Covington, Ky., for certificate. 

MC 32173—Application of Kentucky Motor Coaches, Covington, Ky., 
for certificate. 

MC 40024—Application of Ludlow Transit Co., Bromley, Ky., for 
certificate. 

MC 67058—Application of Ross Motor Coaches, Inc., Covington, Ky., 
for certificate. 

Ex Parte MC 8—Cincinnati area bus investigation. 

February 24—Atlanta, Ga.—Georgia Comm.—Examiner Yardley: 

MC 6554—Application of Dixie Freight Lines, Inc., Atlanta, Ga., for 
certificate. 

MC 86157—Application of Southeastern Motor. Lines, Inc., Carrollton, 
Ga., for certificate to extend operations. 


February 24—Washington, D. C.—Argument: 
26596—Norcross Brothers vs. Pennsylvania. 


February 24—Scranton, P.—Federal Bldg.—Examiner Sullivan: 
1. & S. M-69—Sugar over Richards Motor Freight Lines. 


February 25—San Francisco, Calif.—Merchants Exchange—Examiner 
Shanafelt: 
27440—Pacific Coast. Container Assn. vs. Alton et al. 
27564—Keickhefer Container Co. vs. Alton et al. 
27587—-A. B. Humphrey Co. vs. A. T. & S. F. et al. 
1. & S. 4206—Eastbound fruits and vegetables in fibre boxes. 


February 25—San Francisco, Cak-—-Wm. Taylor Hotel—Examiners 
Trezise and Rice and Commissioner Porter: 
27365—Freight forwarding investigation. 
February 25—Las Vegas, N. M.—U. S. Court—Examiner Schutrumpt: 
Finance 11381—Application of A. T. & S. F. to abandon line approxti- 
mately 3.7 miles long. 
February 25—Atlanta, Ga.—Georgia Commission—Joint Boards 204, 
101 and Examiner Yardley: 
MC 23620—ApDlication of Georgia Motor Express, Inc., Atlanta, Ga., 
for certificate and to extend operation. 


MC 86257—Application of Georgia Motor Express, Inc., Atlanta, Ga., 


for permit to extend present operation. 


February 25—Washington, D. C.—Argument: 
* Finance 11080—Wabash Railway Co. abandonment. 
February 25—Washington, D. C.—Examiner Stiles: 
1. & S. 4272 and 1st suppl.—Estimated weights on citrus fruits from 
Florida. 


February 25—New York—Penn. Hotel—Examiner Naftalin: 
* |. and S. M-63—Rates over Interstate Magazine Hauling Corporation. 


February 26—Wichita, Kan.—Allis Hotel—Examiner Schutrumpf: 
Finance 11408—Application of A. T. & S. F. to abandon line from 
near Mulvane to Viola, Kan. 


February 26—Atlanta, Ga.—Georgia Comm.—Joint Boards 101 and 203: 
MC 86319—Application of A. E. Harrison, Chattanooga, Tenn., for 
permit. 


February 26—Cleveland, O.—Statler Hotel—Examiner Borroughs: 
MC 77425—Application of Great Lakes Cartage Co., Toledo, O., for 
permit or certificate and extend operations. 
MC 50444—Application of Clyde Kurtz, Smithville, O., for permit. 
February 26—Norfolk, Va.—Hotel Monticello—Examiner Archer: 
27627—G. W. Capps Produce Corp. vs. Norfolk Southern et al. 
February 26—Washington, D. C.—Argument: 
MC 59641—Common carrier application of Howard P. Doyle and 
Dollar Stages, Inc. ‘ 
February 27—Minneapolis, Minn.—Hotel Nicollet-—Examiner “Weems: 
27585—Montana-Dakota Utilities Co. vs. C. & N. W. et al. 
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Geared to Industry's Needs 





. . which is just another way of saying that Burlington’s fast freights 
operate at speeds unheard of a few years back; that schedules have 
been coordinated to meet today’s shipping requirements; that on-time 
performance has become more or less of a habit; that Burlington’s 
personnel is functioning in full swing with current traffic demands. 


We'd like to show you just how completely we're geared to 
your shipping needs. 


Your nearest Burlington Freight Agent or Freight Traffic Department 
representative is at your service . . . always. 


Free Pick-Up and Delivery on less than carload merchandise 
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SUBSCRIBE FOR 
THE TRAFFIC BULLETIN 


Here’s how you will profit: 
1. A Check on Your Tariff File 


THE TRAFFIC BULLETIN prints an abstract of 
every new tariff, supplement and classification filed 
with the Interstate Commerce Commission (railroads 
and motor carriers) and the Maritime Commission 
(steamship lines) in the current week, enabling you 
to get copies of those that will change your rates, 
well in advance of the effective dates. 





2. Advance Notice of Rate Proposals 


Due to the wide circulation of THE TRAFFIC 
BULLETIN among shippers, the territorial rate 
committees of the railroads and intercoastal steam- 
ship lines use its columns to give public notice of 
all proposals received from shippers and carriers 
to establish and to change commodity rates. This 
information is available from no other source in a 
form so complete and convenient for checking. Dis- 
position notices of a number. of the committees are 
printed to advise the subscriber of the decision 
reached on each proposal. Thus you are informed 
far in advance of many changes which might not 
otherwise be called to your attention until after the 
new rates were published. 





3. Rate Changes on Short Notice 


Present competitive conditions have greatly in- 
creased the number of rate changes made by the 
carriers on less than 30 days’ notice. Before making 
them effective the railroads, motor carriers, and 
steamship lines must file short notice applications. 
These are printed in THE TRAFFIC BULLETIN as 
they are filed in Washington, along with the railroad, 
steamship and truck “Permissions” (short notice 
changes which are allowed by the two regulatory 
bodies). Information of this kind, received in ad- 
vance of a change in one single instance, may save 
you more than the cost of a full year’s subscription. 


4. Advance Information of Classification 


Changes 


Subscribers to THE TRAFFIC BULLETIN re- 
ceive free of charge the quarterly dockets of the 
Consolidated Classification Committee, listing the 
changes currently proposed. 





5. Other Essential Rate Information 









Suspended tariffs, embargo notices, fourth section 
applications and orders, tariffs returned and express 
tariffs. 


The use of THE TRAFFIC BULLETIN for only a 
few months will return your investment with in- 
terest in actual time and money saved. Let the 
weekly issues add to the efficiency and increase the 
effectiveness of the work in your department. Send 
$6.25 for a trial three months’ subscription today. 


THE TRAFFIC BULLETIN 


418 South Market Steet Chicago, Ill. 
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February 27—Cleveland, O.—Statler Hotel—Examiner Borroughs;: 
MC 86102—Application of Lawrence Bingham, Akron, O., for cer. 
tificate. 
February 27—New York—Hotel Pennsylvania—Examiner Naftalip: 
MC 86262—Application of Colony Express Co., Bridgeport, Conn., for 
certificate. 
March 1—Milwaukee, Wis.—Hotel Wisconsin—Examiner Weems: 
27458—Wisconsin Retail Lumbermen’s Assn. et al. vs. Ann Arbor 
et al. 


March 1—Washington, D. C.—Examiner Brown: 

Air Mail Docket 20—Petition for fair and reasonable rates on Route 17 
March 1—Washington, D. C.—Director Sweet and Examiner Brinkley. 
* Finance 9952—C. & E. I. Reorganization (further hearing). 


March 1—Kansas City, Mo.—Hotel Baltimore—Examiner Peyser: 
MC 61438—Application of Kansas City Southern Transport Co., Ine 
March 1—Cleveland, O.—Statler Hotel—Joint Boards 27 and 61: 
MC 50815—Valley Motor Transit Co. 
MC 86069—Application of D. W. Rhinemiller, Cleveland, O., for per- 
mit. 


March 1—Asheville, N. C.—Battery Park Hotel—Joint Boards 130 ang 
8 and Examiner McCaslin: 
MC 61598 and Sub. Nos. 1 and 2—Application of Smoky Mountaip 
Stages, Asheville, N. C., for certificate and to extend operation, 
MC 30882—Application of Inter-Carolinas Motor Bus Co., Asheville 
N. C., for certificate. 


March 1—Atlanta, Ga.—Atlanta Biltmore—Examiner Archer: 

1. & S. 4295—Automobile parts, Atlanta, Ga., to Birmingham, Ala 
March 1—Atlanta, Ga.—Biltmore Hotel—Examiner Yardley: 

1. & S. M-71—Rates over Tri-State Motor Express Co. 

1. & S. M-72—Rates over Fidelity Trucking Corp. 


March 1—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
MC 17317—Application of United Freight Service, Houston, Tex., for 
license to operate as broker. 
MC 9125—Application of Gulf Coast Motor Freight Lines, Inc., Hous- 
ton, Tex., for certificate. 
March 2—Washington, D. C.—Examiners Jewell and Jameson: 
Finance 11481—Yosemite Valley reorganization. 


March 2—Washington, D. C.—Examiner Job: 
Fourth Section Application 16447—Cottonseed meal and hulls from 
Montgomery, Ala., to Panama City, Fla. 


March 2—Cleveland, O.—Statler Hotel—Joint Board 57: 
MC 14211—Application of Frank Cartage Co., Toledo, O., for cer- 
tificate and extend operations. 
MC 50402—Ferdinand Liszi. 


March 2—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Archer: 
27603—Ross and Christman vs. T. & P. et al. 


March 2—Asheville, N. C.—Battery Park Hotel—Joint Board 8: 
MC 29545 and Sub No. 1—Application of Smoky Mountain Tours Co., 
Inc., Asheville, N. C., for certificate and to extend operation. 


March 2—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 

MC 11576—Application of Emmett Patterson, Houston, Tex., for cer- 
tificate or permit. 

MC 20331—Application of A. P. Clay, Houston, Tex., for certificate 
or permit. 

MC 32361—Application of C. R. Talkington, Houston, Tex., for cer- 
tificate or permit. 

MC 34160—Application of C. D. Newsom, Houston, Tex., for cer- 
tificate or permit. 


March 3—Portland, Ore.—Hotel Portland—Examiner Shanafelt: 
1. & S. 4281—Petroleum between Wash. and Ore. points. 


March 3—Cleveland, O.—Statler Hotel—Joint Boards 117 and 58: 
MC 50931—Application of Central Transfer, Toledo, O., for permit. 
MC 50417—Application of Harry F. Johnson, Stryker, O., for permit 


March 3—Charlotte, N. C.—U. S. Court—Joint Boards 196, 2 and 130: 
MC 50421—Application of Mackie and Hudson, Yadkinville, N. C., 
for certificate. 
MC 86199—Application of Ray R. Rhyne, Dallas, N. C., for certif- 
cate. 
MC 93427—Application Chris Vaughn Truck Lines, Greenwood, S. 
C., for certificate or permit. 


March 3—Atlanta, Ga.—Atlanta Biltmore Hotel—Examiner Archer: 
27631—-Bibb Manufacturing Co. et al. vs. L. & N. et al. 


March 3—Washington, D. C.—Argument: 
17936—Refrigeration charges of fruits, vegetables, etc., 
south. 
24984—Growers & Shippers League of Florida et al. vs. A. C. L. et al. 
26529 and Sub. Nos. 1 and 2—Acme Tag Co. et al. vs. A. C. & Y. et al. 
March 3—Kansas City, Mo.—Hotel Baltimore—Examiners Mackley and 
Hall: 
27628—The Board of Trade of Kansas City, Mo., vs. Alton et al. 


March 3—Houston, Tex.—Ben Milam, Hotel—Joint Board 77: 
MC 3685—Application of W. P. Johnson, Houston, Tex., for cer 
tificate or permit. 
MC 9145—Application of Roy E. Mays, Houston, Tex., for certificate 
or permit. 
MC 11629—Application of Alex J. Birkmeyer, Houston, Tex., for ce™ 
tificate or permit. 
MC 44572—Application of A. C. Bruns, Houston, Tex. (successor in 
interest to T. D. McCandless), for certificate or permit. 
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At the crossroads 
iwenty-five hundred 
ars a day 





If straws show the direction in which the wind is 
blowing, then shippers are well convinced that there 
are advantages to be gained by using P. & P. U. 
service at Peoria. 


After all, there are few orders nowadays that are not 
marked P.D.Q. and quick delivery swings many a sale. 


The trunk line railways entering Peoria, fourteen of 
them serving all parts of the country, will give you fast 
service. And at Peoria, where P. & P. U. serves them 
all, we keep step. No grass grows under cars in the 
hands of the P. & P. U. 


We have everything it takes, favorable location, top 
notch organization and equipment, and a properly 
planned operation. So, freight interchange moves fast 
and the hours P. & P. U. gains for you often lengthen 
into days made possible by virtue of earlier connec- 
tions, at points beyond. 


P.& P. U. Ry. 


at Peoria, Illinois 
(The Gateway City) 


Route via 


For information write 
E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois 


PEORIA 4x» PEKIN UNION 


RAILWAY COMPANY 


Switching Service Between: 
Searle a Pehle Union Ry. Ce. 
Carnleen, Topeka & Santa ge Ry. 


& North Western Ry. 
Chieage, Burlington & Quiney R. R. 
Ghicave & lilinels Midiand Ry. 

leago, Rock island & Pasifie Ry. 
leve., Cin., Chi. & St. Louls Ry. 
(Peoria & Eastern) 


tilinols Central R. R. 

iinois Terminal R. R. System 
inland Waterways Cerporation 
Minneapolis & St. Louis R. R. 

New York, Chicago & St. Louls R. R. 
Pennsylvania Raliroad 

Peoria Terminal Raliread 

Toledo, Peoria & Western R. R. 
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North Western is staffed by a 
group of experienced men 
who know the quickest and 
most practical way to ship 
freight consignments. 


North Western’s fleet of ClassH 
giant locomotives and other 
comparable modern equip- 
ment make it possible to 
operate many of our freight 
trains on express schedule at 
passenger train speeds. 


At Chicago and other points 
North Western offers terminal 
facilities that are second to 
none. They make possible in 
many cases “short cuts” that 
effect valuable savings in time 
to shippers. 





For information about freight or 
passenger movements, 


apply to any 


C. & N. W. RY. REPRESENTATIVE 
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March 4—Washington, D. C.—Argument: 
































or permit. 











or permit. 








tificate or permit. 














or permit. 




































cate or permit. 


destinations. 


ton et al. 


62 and 118 and Examiner Borroughs: 


certificate and to extend operations. 


O., for a permit. 


Joint Board 7: 


N. C., for certificate or permit. 


March 5—Washington, D. C.—Argument: 
26967—-Pennsylvania Coal & Coke Corp. vs. P. R. R. et al. 
27434—Fuel Sales Corp. vs. D. L. & W. 


ST. PAUL, MINNEAPOLIS, DULUTH, 
WINNIPEG, BUTTE, GREAT FALLS, 
HELENA, BILLINGS, PORTLAND, 
SEATTLE, TACOMA, SPOKANE, KLA- 
MATH FALLS, SACRAMENTO, OAK- 
LAND, SAN FRANCISCO, VANCOUVER 
and VICTORIA, B. C., and Intermediate 
Points. 


FREE PICK-UP and 


Delivery of Less Than Carload Shipments 
. .. Get complete information from any 
Great Northern Freight Traffic Repre- 


sentative. 
H. G. Dow 
J. F. Pewters Eastern Traffic Mgr. 
Western Traffic Mgr. 233 Broadwa: 











Seattle, Wash. New York, N. Y. 





Route of the 


AIR - CONDITIONED 





MC 41167—Application of H. O. Gibson, Houston, Tex., 


MC 82731—Application of E. P. Gibson, Houston, Tex., 





March 4—Los Angeles, Calif.—Calif. Comm.—Examiner Croft: 
I. & S. M-29—Classes and commodities in the southwest. 


27428—Warner Chemical Co. et al. vs. C. & O. et al. 


March 4—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
MC 8076—Application of J. A. Wall, Houston, Tex., for certificate 


MC 76414—Application of Henry H. Murphy, Houston, Tex., for cer- 


MC 83502—Application of H. E. Osminer, Houston, Tex., for certifi- 


March 4—Chicago, Ill.—Hotel Morrison—Examiner Weems: 
* 19610—Switching rates in the Chicago switching district. 


March 5—Tacoma, Wash.—U. S. Court—Examiner Shanafelt: 
1. & S. 4173 and ist supp].—Transit-Lumber Pacific Coast to eastern 


March 5—Chicago, Ill.—Morrison Hotel—Examiner Weems: 
27491—Creamery Package Mfg. Co. vs. Alton et al. 
27544—West Kentucky Coal Bureau vs. I. C. et al. 

27549 and 27550—Fifth & Ninth Districts Coal Traffic Bureau vs. Al- 


27555 and 27556—Consolidated Coal Co. vs. Alton et al. 
27570—United Electric Coal Companies et al. vs. Alton et al. 
27640—Blue Bird Coal Co. et al. vs. C. & N. W. et al. 


March 5—Columbus, Ohio—Public Utilities Comm.—Joint Boards 61, 


MC 324—Application of Earl R. Ohmes, Columbus, O., for permit. 
MC 79433—Application of Benedict Lines, Inc., 


for certificate 


for certificate 
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March 5—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
MC 15092—Application of Atlas Truck Line, Houston, Tex., for license 
to operate as broker. 


MC 20369—Application of Corpus Christi Distributing Service, Ine. 
Corpus Christi, Tex., for certificate. : 


MC 86120—Application of Horace Willie Jones, Orangefield, Tex, 
for permit. : 
MC 12012—Application of Corpus Christi Distributing Service, Inc. 


Corpus Christi, Tex., for license to operate as broker. 


March 6—Columbus, O.—Public Utilities Comm.—Examiners Borroughs 
and Jt. Bd. 9: 
MC 43052—Application of Burnside Motor Freight, Urbana, 0,, fo 
certificate or permit. 


MC 50873—Application of Suburban Deliveries, Inc., Toledo, 0,, fo 
a permit. 


March 6—Columbus, Ga.—U. S. Court—Examiner Archer: 
27624—Columbus Freight Bureau vs. A. B. & C. et al. 


March 6—Houston, Tex.—Ben Milam Hotel—Joint Board 77: 
MC 27529—Application of Houston Compress Co., 


for license to operate as broker. 


MC 85281—Application of Houston Compress Co., Houston, Tex,, fo 


certificate or permit. 


March 8—Trenton, N. J.—U. S. Court—Examiner Mohundro: 


27612—Intrastate rates on whiting in N. J. 


March 8—Beaumont, Tex.—Edson Hotel—Examiner Peyser: 


MC 61438—Application of Kansas City Southern Transport Co., Ine. 


March 8—Columbus, O.—Ohio commission—Examiner Borroughs: 


MC 86367—Application of J. B. Woods, Circleville, O., for permit, 


MC 86388—Application of James C. Duros, Columbus, O., for permit, 


Columbus, O., for March 8—Memphis, Tenn.—Peabody Hotel—Examiner Bradford: 


MC 324—Application of Ohmes Transportation Service Co., Columbus, 


March 5—Richmond, Va.—State Corp. Comm.—Examiner McCaslin and 


MC 3833—Earl Lenker, dba Dixie Transfer (Form BMC 1). 
MC 25603—Application of Britt Transportation Co., Rocky 


Asst. Gen. Fre 
105 W. Adams 


Cc. F. O’Hara 


Asst. Gen. Freight 
and Passe 


Helena, Mont. 


Mount, 


Agent 


MC 41381—Application of Fisher Transports, Inc., Memphis, Tenn, 
for permit. 


March 8—Mobile, Ala.—Cawthorn Hotel—Examiner Archer: 


Fourth Section Application 16066, 


kerosene to river ports in Alabama. (Further hearing.) 


March 8—Johnson City, Tenn.—Federal Bldg.—Examiner Higgins: 
* MC-F 197—ET&WNC Motor Transportation Co. lease and option to 


purchase rights, etc., of Hoover Lines, Inc. 
March 8—Washington, D. C.—Examiner Bernhard: 


* Finance 10078—Petitions of Robert B. Campbell and Warren E. Brown 


—A. V. I. reorganization. 


P. H. Burnham 
Freight Traffic Mgr. 
St. Paul, Minn. 


T. J. Shea 


Chicago, Ill. 


an B. S. Mecstte 
neral Freight 
759 Monadnock 
San Francisco, Calif. 


EMPIRE BUILDER 


iy 
Se Re e20 








Air-Conditioned EMPIRE BUILDER via 
the scenic GLACIER PARK ROUTE be- 
tween CHICAGO, TWIN CITIES, 
GLACIER PARK, SPOKANE, SEATTLE, 
TACOMA, PORTLAND, other NORTH- 
WEST CITIES... CALIFORNIA, HAWAII 
and the ORIENT. 


OVERNIGHT SERVICE 


between TWIN CITIES and WINNIPEG 
via the WINNIPEG LIMITED carrying 
Air-Conditioned HOTEL-OBSERVATION 
CAR... COMFORTABLE COACHES... 
Air-Conditioned SLEEPING CARS. 


Cc. W. eet a - A. J. Dishiane 
Asst. Gen. Passe t. asse raffic 4 
Seattle, Wash. St. Pau , Mina. 





Houston, Tex, 





16467 and 16544—Gasoline and 
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DOMESTIC and EXPORT 


TRAFFIC 
“Act: 


A" 


Railroad Waterways Motorbus 


Traffic Forms 


for Domestic and 
Foreign Use 


Published by 
HORDER’S e Chicago 


Complete Line of Traffic Forms— 
Continuously Checked and Revised 
Against Latest Practices, Rules 
and Regulations 


Shipping Department Supplies 


Every modern business need is sup- 
plied at Horder’s 11 stationery stores. 
Companies outside of Chicago, let 
Horder’s quote prices on your supplies. 


HORDER’S, Inc. 


Office Equipment 


MAIN OFFICE—JEFFERSON & QUINCY STS., CHICAGO 


ALL TELEPHONES — FRAnklin 6760 
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HIGH SPEED 
Freicur Locomorives 


for 1937 delivery! 


I, 1936, fifteen of these “steel giants” were 
built and placed in operation to provide fast, 
dependable shipping service in Union Pacific 
territory. 

These powerful locomotives were 
specially built for high-speed freight transpor- 
tation, particularly in mountain territories. 


Now, twenty-five additional locomo- 
tives of the same “‘Challenger’’ type have been 
ordered to handle rapidly increasing freight 
business—to assure shippers the exceptional 
service they naturally expect from this 
progressive railroad. 


R. R. MITCHELL 
Freight Traffic Manager 
Union Pacific Railroad 

Omaha, Nebraska 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 


turing and distribution. 
IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 


Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 


center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone or descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-5520 
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| March 8—Washington, D. C.—Examiners Hosmer & Griffin: 








Vol. LIX, No. g 


7865—Chamber of Commerce of Johnson City, Tenn., vs. Southern 
et al. 

26488—East Tennessee Border Traffic Assn. vs. A. C. & Y. et al, 

21373 and Sub. No. 1—Frankfort Chamber of Commerce vs. A, & w 
et al. 

21665 and Sub. No. 1—Southside Virginia Just Freight Rate Aggy 
me. A.. Co. se. 

1. & S. 4301—Glass, official to southern territory. 

* 1, & S. 4266—Class rates from and to Ky., N. C., Tenn., and Va, 


March 8—Chicago, Ill.—Morrison Hotel—Examiner Weems: 
27490—Peabody Coal Co. vs. C. & E. I. et al. 
27574—Coal Trade Assn. of Ind. vs. A. W. & W. et al. 
27601 and Sub. No, 1—lIllinois Coal Traffic Bureau vs. Alton et al, 
27625—West Kentucky Coal Bureau vs. L. & N. et al. 


March 9—Los Angeles—State Com.—Examiner Croft: 
MC 86037—Application of Pickwick Sleeper Coach Lines, Inc., Lg, 
Angeles, Calif., for certificate. 


March 9—Fargo, N. D.—U. S. Court—Examiner Shanafelt: 
1. & S. 4274—Stopping-in-transit of seeds in W. T. L. territory, 
March 9—Washington, D. C.—Examiner Sweet: 
Finance 9918—Missouri Pacific Reorganization. 
March 9—Cincinnati, O.—Netherland-Plaza Hotel—Joint Board 60: 
MC 38—Application of Aikins Motor Express, Osgood, Ind., for ger. 
tificate and to extend operation. 
MC 51255—Application of Haeckl’s Express, Inc., Hamilton, O., for 
certificate and to extend operation. 


March 9—New Orleans, La.—Jung Hotel—Examiner Archer: 
Fourth Section Application 16009—Lime to lower Mississippi River 
crossings. 
Fourth Section Application 16381—Lime from Texas points to Baton 
Rouge and New Orleans, La. 


March 9—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 
MC 1333—Application as amended of Dixie Truck Line, Houston, 
Tex., for certificate or permit. 
MC 41358—Application of Roy L. Easter, Houston, Tex., for cer- 
tificate or permit. 
MC 65263—Application of O. F. Bright, Houston, Tex., for certificate 
or permit. 
MC 80730—Application of Acord and Snipes, Houston, Tex., for cer- 
tificate or permit. 
March 9—Knoxville, Tenn.—U. S. Court—Examiner Higgins: 
* MC-F 191—Huber & Huber Motor Express purchase of operating 
rights of Kingsport Transfer Co. 
* MC-F 210—Huber & Huber Motor Express lease of operating rights 
of Central Motor Freight Lines, Inc. 
March 10—Washington, D. C.—Argument: 
25390—Abilene & Southern et al. vs. A. C. & Y. et al. 
25692 and Sub. Nos. 1 and 2—A. & S. et al. vs. A. C. & Y. et al. 
26429—A. & V. et al. vs. A. & S. et al. 
26764—A. T. & S. F. et al. vs. A. C. & Y. et al. 


March 10—Cincinnati, O.—Netherland-Plaza Hotel—Joint Board 58: 
McC 50836—Application of Donald Waitman, Hamilton, O., for permit 


March 10—Cincinnati, O.—Netherland-Plaza Hotel—Joint Boards 37 

and 208: 

MC 126—Application of W. R. Huey Express, Florence, Ky., for 
certificate or permit. 

MC 33512—Application of Walter Ryle Huey, Florence, Ky., for cer- 
tificate of permit. 

MC 239—Application of Ecklar Motor Express, Cynthiana, Ky., for 
certificate and to extend operation. 


March 10—Chicago, Ill.—Hotel Morrison—Examiner Weems: 
16300—Armstrong Packing Co. vs. A. & S. et al. 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. et al. 
20108, Sub. No. 1—Swift & Co. vs. St. L. S. F. et al. 
21010—Swift & Co. vs. A. & S. 
21508—Same vs. Same. 

22752, Sub. Nos. 1, 2, 3, 4—Swift & Co. vs. A. T. & S. F. et al. 
22867—John Morrell & Co. et al. vs. A. T. & S. F. et al. 

24615, Sub. 1—Cudahy Packing Co. vs. A. T. & S. F. et al. 
27142—John Morrell & Co. vs. Alton et al. 


| March 10—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 


MC 2044—Application of Roy C. James, Houston, Tex., for certificate 
or permit. 
MC 9144—Application of Mays and James, Houston, Tex., for cer- 
tificate or permit. 
MC 10494—Application of King & Sons, Houston, Tex., for cer- 
tificate or permit. 
MC 27662—Application of M. A. Davis, Houston, Tex., for certificate 
or permit. 
March 10—Washington, D. C.—Examiner Pattison: 
Valuation No. 1203—Atlantic Pipe Line Co. 
March 11—Fargo, N. D.—U. S. Court—Examiner Shanafelt: 
1. & S. 4300—Potatoes from Wis., Mich., Minn. to IIl. points. 
March 11— Cincinnati, O. — Netherland-Plaza Hotel — Examiner Bul- 
roughs: 
MC 50184—Application of Weldon M. Current, Sidney, O., for permit. 
March 11—Houston, Tex.—Hotel Ben Milam—Examiner Archer: 
1. & S. 4298—Switching absorption on import grain at New Orleans. 
March 11—Houston, Tex.—Ben Milam Hotel—Joint Board 32: 
MC 4480—Application as amended of J. D. Miller, Houston, Tex., 
for certificate or permit. 
MC 59330—Application of R. R. Wheeler, Houston, Tex., for cer 
tificate or permit. 
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UNITED 


PORT COMPANY 
HOUSTON 


5460 SHIPS TRAVERSED THE 
HOUSTON SHIP CHANNEL 
DURING 1936 


Evidence of the superior service 
offered at this Port. 












NEW YORK, 
BOSTON, 

NEW ORLEANS, 

| Los ANGELES HARBOR, 

| SAN FRANCISCO anp ST. JOHN, N. B. 
AND 

CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 
RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 


AN OPEN GATEWAY TO TEXAS AND |}]. si 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 


THE GREAT SOUTHWEST | snd MEXICO (temlpment at CRISTOBAL) 


FREIGHT TRAFFIC DEPARTMENT 











Complete wareh d handli Sarat Bee ettiae hm ahe B 
-omplete warenouse and handling Sy Et A 
facilities make Houston the ideal Na dv cane in cae aet Long Wharf Ltd., Adelaide House, King Wititem St. 


‘est Indies and Caribbean. 


tp 


| 
: i ; ! | Also regular weelty ‘possenwer service (and “‘Guest Cruises’’) 
distribution point for Southwest- | 
| 


ern trade. 


All Southwestern trunk line rail- 
roads will RUSH your products DAILY 
to and from Port Houston’s 


wharves. toad 


The Houston Port and Traffic ; cs ‘ A RR Z O NA 
Bureau is maintained to assist you — Nas yh CA Li ¥ O R AY 5 A 


with any shipping problems. 





J. RUSSELL WAIT a ITED 
DIRECTOR OF THE PORT | GOLDEN STATE — 15 p. m. 
APACHE 





Carrying Standard and Tourist Pullmans and Chair Cars 
From Chicago 10:30 a. m. 


CALIFORNIAN 


New de luxe Chair and Tourist Car Train— From Chicago 8:20 p. m. 


MOoOoOREMACK GULF LINES 


SEMI-WEEKLY SAILINGS 
PHILADELPHIA TO NEW ORLEANS 


WEEKLY SAILINGS 
From BOSTON, BALTIMORE, TAMPA to NEW ORLEANS 
From PHILADELPHIA and MORE to MOBILE 
From NEW ORLEANS to od Me PHIL ADE DELPHIA, 
TIMORE, NEW BEDFORD and BOSTON 
From MOBILE to NeW BEDE BEDFORD, BOSTON and PHILADELPHIA 
From TAMPA to PHILADELPHIA and BOSTON 
Between NEW ORLEANS, HOUSTON and CORPUS CHRISTI 


MOORE and McCORMACK, Inc., Agents 


Serving every resort in oral bpm of a. gs 

WINTER Your quickest daily through service cago 
LOW to Phoenix. Shortest route to San Diego. e 
colorful way to Los Angeles and Santa Barbara. 
Lowest round trip Only through service to El Paso, Tucson, 
fares ever offered Chandler, Indio and Palm Springs. 


daily throughout 
Low cost meals on Apache and Californian— 
the winter. Breakfast 25¢. Luncheon 30¢. Dinner 35¢. 


Fast Through Freight Service 


Many trains omeried carload and less than carload shipments to 





NEW YORK, . d from the W Northwest and Southwest. Free Pick-up a 
BALTIMORE! Seabourd Bids NeW OMLEANS’ whic’ Benk Bidg. Delivery of less yo carload freight. Merchandise cars between 
BOSTON, 75 State Street TAMPA, 512 E. Lafayette St. all important points. 
CHICAGO 503 Marquette Bids. DETROIT, 556 Book 
BATON ROUGE, 1758 Government St. PITTSBURGH, Oliver Bidg. AND TRAVEL VIA 
ST none lway Enshanoe ide. ROGSESTER, 1 408 Tom aide. 
e F s 
Sass teske Heep oea tiers ROCk ISLAND 
ee 




















































MC 87093—Application of H. E. Murphy, Houston, Tex., for cer- 
tificate or permit. 
MC 30479—Application of Atlas Truck Line, Houston, Tex., for cer- 
tificate or permit. 
March 11—Washington, D. C.—Argument: 
Ex Parte MC 9—Filing of contracts by contract carriers. 
March 11—Washington, D. C.—Examiners Boyden and Bernhard: 
Finance 11336—Savannah & Atlanta reorganization. 
March 12—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
MC 9881—Application of Myers Trucking Co., Philadelphia, Pa., for 
permit and to extend operations. 
March 12—Philadelphia, Pa.—Chamber of Com.—Examiner Sullivan: 
1. & S. M-73—Rates over Ward Trucking Co. 


March 12—Huntington, W. Va.—U. S. Court Rooms—Joint Board 118: 
MC 86385—Application of Graves & Bean, Huntington, W. Va., for 
certificate. 


March 12—Houston, Tex.—Ben Milam Hotel—Joint Boards 16, 210, 
153, 170, and 171: 
MC 4964—Application of Roy L. Jones, Houston, Tex., for certificate 
or permit. 





Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia ....... Wednesdays and Saturdays 
From Norfolk to Houston ............+..+ Thursdays 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Norfolk ...........+.++++ Mondays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


THE CONTINENT’S IN THE PALM OF YOUR HAND... 
When You Ship by the 








Only Nation-Wide—— 
AIR EXPRESS Svernictir! 
OVERNIGHT ? 
Just point your finger, say where and when—and the delivery is made, Because 
1 Only nation-wide Air Express gives you want to serve. 
* day and night service direct to 216 MS : 
cities in the United States and Canada, 3. Picks up and delivers, door-to-door, 
to Honolulu, Guam, Manila, and to 32 without extra charge, in all cities 


Latin-American countries. and principal towns. 


2 Makes quick connections with fast 4 One organization. One responsibility. 
* Railway Express trains for any point * One waybill. 

Write for *“‘How to Profit With Air Express."’ Address General Sales Department, 

Railway Express Agency, 230 Park Ave., New York, N. Y. For service, phone any 


oe Woe aee: AIR EXPRESS 


DIVISION 
Wa RAILWAY EXPRESS AGENCY WEE 








EXPORTERS IMPORTERS 
and COASTWISE SHIPPERS 


You are assured of speedy and efficient handling 
of your traffic—when you route via 


GALVESTON 


*~PORT OF QUICK DISPATCH”’ 
GALVESTON WHARF COMPANY 


Established 1854 
Geo, Sealy, President F. W. Parker, V. P. & G. M. 


Kansas City Office—434 Board of Trade Bidg. 
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MC 28147—Application of Anchor Mills, Waco, Tex., for certificate | 
or permit. ; 
MC 60310—Application of Carl Woodward, Houston, Tex., for cer. 
tificate or permit. : 
MC 73172—Application of C. F. Wood, Donna, Tex., for permit, 
MC 74183—Application of R. D. Williams, Houston, Tex., for gen 
tificate or permit. i 


CHANGES IN DOCKET 

Hearing in Finance 11336, assigned for February 17, at Wash 
D. C., before Examiners Boyden and Bernhard, was canceled and rm 
assigned for March 11, at Washington, D. C., before the same exam 
iners. ; 

Hearing in Air Mail Docket No. 15, assigned for February 16, 
Washington, D. C., before Examiner Walter, was cancelled and rm 
assigned for April 15, at Washington, D. C., before Examiner Waltg 

Hearing in Nos. 27490, 27574, 27601 and Sub. No. 1, and 27625, as. 
signed for February 19, at Chicago, Ill., before Examiner W 
was canceled and reassigned for March 8, at the Hotel Morrison, 
Chicago, Ill., before Examiner Weems. 

Hearing in No. 27469, assigned for February 16, at Washington, 
D. C., before Examiner Esch, was canceled. 


REPRESENTATION OF EMPLOYES 
The National Mediation Board has certified that the 
Brotherhood of Locomotive Firemen and Enginemen has bee, 
designated to represent engineers and firemen, and the Brother 
hood of Railroad Trainmen the conductors, baggagemen, 
men and brakemen, of the Durham & Southern Railway ? 





L. AND N. BUYS HOPPER AND BALLAST CARS 


The Louisville and Nashville has announced the purchase of 
2,700 all-steel hopper cars and 327 all-steel ballast cars at a cost 
of $6,600,000. Work on the cars will be begun immediately and 
they will be delivered to the railroad as completed. The hopper 
cars will be used in hauling coal and the ballast cars chiefly for 
hauling ballast for the railroad’s track with occasional service in 
transporting ore and coal. 


NORTHERN PACIFIC PASSENGER SERVICE CHANGES 


Improved passenger business between local points will 
make necessary the inauguration of a new passenger train on 
the Northern Pacific between the Twin Cities and Glendive, 
Mont., about the middle of April, according to an announce- 
ment by E. E. Nelson, passenger traffic manager. The new 
train will leave St. Paul about 9:30 p. m. and Minneapolis 
about 10:15 p. m. daily, and arrive at Glendive the middle of 
the next afternoon. Eastbound, the train will leave Glendive 
about 7:30 a. m. and arrive at Minneapolis at about 7:10 a. m. 
and St. Paul about 7:45 a.m. At the same time the schedules 
of the Northern Pacific’s transcontinental Alaskan will be 
speeded up. Westbound, it will leave St. Paul at 10:40 p.m 
and Minneapolis at 11:05 p. m., ten minutes later than at pres- 
ent, with arrival at west coast points the same as at present. 
Eastbound, the Alaskan, which now lies over at Glendive for 
eight hours to provide western North Dakota towns with day 
passenger service, will become a through train. It will arrive 
at Minneapolis about 8:45 p. m. and St. Paul about 9:20 p.m 
instead of the following morning, enabling passengers to make 
connections with night trains for Chicago and the east. 


Cc. & N. W. SPEEDS UP OVERLAND LIMITED 
The Chicago and North Western has reduced the running 
time of its Overland Limited between Chicago and San Francisco 
by 35 minutes. Effective February 14, the train leaves Chicago at 
10:21 p. m. instead of 9:45 p. m. as theretofore. Its arrival time at 
San Francisco, 8:32 a. m. the third morning, remains unchanged. 


SANTA FE 1936 PURCHASES 

Purchases of the Atchison, Topeka and Santa Fe in 1936 
were 44.5 per cent greater than in 1935, according to an an- 
nouncement by M. J. Collins, general purchasing agent. Total 
expenditures were $38,058,448.16 as compared with $26,334,630.9 
in 1935. The 1936 figures, he said, did not include $20,000,000 
in contracts for freight and passenger equipment and steel rails 
and fastenings placed on November 30 of that year. 


LOCOMOTIVE INSPECTION ; 
President Roosevelt has nominated Allyn C. Breed, of Ili- 
nois, to be assistant chief inspector of locomotive boilers, 
John A. Shirley, retired. Mr. Breed has been with the Com 
mission’s Bureau of Locomotive Inspection since 1911. 
nn 


WANTED—1923-24-25 and 31 Volumes of Interstate Commerce Com 
mission’s ‘Statistics of Railways in the United States.’ Address, Box 
GH-1, Traffic World, 418 S. Market St., Chicago. 
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